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across the house-tops . . . still prompting men 





to lay aside everyday things to pause and say to 





their brother-men, with fervor and sincerity, as 


we of DECATUR say to you... 
A MERRY, MERRY CHRISTMAS 
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CONVERT Your FREE truck SPACE 


intro BILLBOARDS with | 


Here is a practical demonstration of ‘Rolling Billboard’’ 
advertising effectiveness ... told with excellent poster tech- 
nique through the powerful medium of free truck space—and 
Meyercord Truck Decals. Companies that SELL advertising 
space on their trucks charge as high as $240 per truck per 
year. Multiply this amount by the number of trucks in your 
fleet—to learn the value of your ‘‘Rolling Billboards’”’ to ad- 

TRUCK vertise your product or service. Meyercord Decals are a 
VISUALIZER = durable, weather-tested method of truck decoration. They’re 


Visualizer contains outline diagrams of body economical for a dozen trucks or a thousand. Any design, in 
types, cabs, rear doors, tops, visors, side any size or colors, can be reproduced at a fraction of hand- 
panels, etc., for sketching and arranging 


trademarks, lettering, etc. Also includes im- painted cost, and fast overnight application saves labor, money, 
portant data describing the most effective : . ° ° . 
es af Wik fone edlventicien: seen an. your and idle truck time. Free design service. Write for Truck 


trucks. Send for your free copy today. Visualizer. Please address all inquiries to Department 63-12. 


Truck decal illustrated is reproduced 
by courtesy of General Mulls, Inc. 


Buy War Sounds... and Keep Them 


THE MEYERCORD CO. 


World’s Leading Decalcomania Manufacturer 


5323 WEST LAKE STREET e CHICAGO 44, ILLINOIS 
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Performance Report 


Costs go down and profits go up when trucks are 
big enough and strong enough for loads and roads 
... with axle ratios and transmissions correctly 
specified. 


The value of ample truck capacity and power is 
being demonstrated daily by new International KR 
and KS-11’s...trucks that were recommended in 
precise terms of the jobs they were to perform. 


The truck below is an example. The Dakota 
Transfer & Storage Co., Minneapolis, Minn., is the 
owner. In his performance report, R. J. Babcock, 
president, says of the eight Internationals that his 


kota Transfer 
Minn. 


onal Mode 
national B 
ed) 6.14 


internat} 
ne. inter 
(2-Spe 


Engi -i-™ 


' Pledged 
v.s.tRucK 
CONSERVATION CORPS 


of an INTERNATIONAL KS-11 


transfer company operates: 


“We have just completed an audit of fuel con- 
sumption of our KS-11 trucks powered by the Red 
Diamond 450 engine. We find that on the Grand 
Forks round trip of 750 miles, these units require 
only 120 gallons of fuel. This we believe, will be 
a little higher for warmer weather because we idle 
the engine a good deal as no anti-freeze is used. In 
other words, the truck engine runs constantly 
during the 24 hours the vehicle is away from 
Minneapolis. 


“We are well satisfied with this record of 
approximately six miles per gallon with pay- 
loads as great as 40,000 pounds. 


“We have one unit with Red Diamond en- 
gine that has traveled 80,000 miles without 
any service other than preventive maintenance 
at every 600 miles. These KS-11 trucks with 
Red Diamond engines unquestionably are 
the best Internationals we have ever had!” 

es 

INTERNATIONAL HARVESTER COMPANY 

180 North Michigan Avenue, Chicago 1, Illinois 





HARVESTER 


New Trucks: The government has 
authorized the manufacture of a 
limited quantity of trucks for essen- 
tial civilian hauling. International 
is building them in medium-duty 
and heavy-duty sizes. See your Inter- 
national Dealer or Branch for valu- 
able help in making out your appli- 
cation. 


, —- _ ~ ~ wow *_ ae 
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More power x Faster schedules « Increased 
truck earnings « Easier driving with 


TIMKEN 


FASY POWER SHIFT 





and Timken 


Dash selector permits pre-selection 
of fast or slow axle ratio. Axle gears 
are power-shifted when accelerator 
is released momentarily. 


Capacity loads, fast schedules, more trips per day, longer 
hours on the road, are essential to meet today’s highway 
transport demands. Only trucks geared for both power 
and speed can hope to meet these demands successfully. 


Timken’s new Easy POWER Shift, available only with 
new Timken 2-Speed Double Reduction Axles, provide 
the ideal combination of power and speed for modern 
heavy duty highway transport. 


Easy POWER Shifting enables the driver to change 
axle ratios instantly, under any driving conditions, 
merely by using the Dash Selector and releasing the 





2-speed double reduction axles 


Vacuum power chamber built into the axle furnishes power for shifting axle gears. 


All working parts are enclosed. 


foot throttle momentarily. Declutching is not necessary. 
Combined axle and transmission shifts, or gear splits, 
can be made as easily and in the same time as trans- 
mission shifts alone. 


By doubling the number of transmission ratios, with 
any gear combination instantly available, Easy POWER 
Shifting greatly. increases truck performance—provides 
more pulling power, speeds up schedules, reduces oper- 
ating and maintenance costs, increases earnings per 
ton-mile, and reduces driver fatigue. 


Write for descriptive folder. 


38 YEARS OF AXLE ENGINEERING LEADERSHIP 





TIMKEN AXLES 


THE TIMKEN-DETROIT AXLE COMPANY, DETROIT 32, MICHIGAN 
WISCONSIN AXLE DIVISION ° 


OSHKOSH, WISCONSIN 
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AFRANCE TRUCK DIVISION 
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MEMORANDUM TO THE ADVERTISING AGENCY 


Vice President 


Ward LaFrance, 
Inc. 


FROM: A- 
merican Industries, 
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OR FLEET OWNERS 


SUBJECTS WARD_LA FRANCE TRUCKS F 
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is- 
Wardha vane 


A. Ward LaFrance. 


GREAT AMERICAN INDUSTRIES, INC., GENERAL OFFICES, MERIDEN, CONNECTICUT 
DIVISIONS 

CONNECTICUT TELEPHONE & ELECTRIC DIVISION, MERIDEN, C 
WARD LoFRANCE TRUCK DIVISION, ELMIRA. N y.—FACTORY BRANCH, 139TH ST. 
VIRGINIA RUBATEX FORD, VIRGINIA 
RUTLAND ELECTRIC PRODU RUTLAND, VERMONT 
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G EASTERN BLYD., NEW YORK 
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THIS IS NORTH WESTERN’S 
PAL HOLLAND 
HIS FIGHTING SONS ARE ALL 
“NORTH WESTERN” MEN, TOO! 





On a 5%-mile stretch of double track, just out- Arthur in a Gun Battalion. Creighton, too, is 
side of Norway, Iowa, Section Foreman Arthur in France, with the Infantry. 


M. (Pal) Holland keeps himself and his crew Finally, there’s Blaine, who enlisted in the Navy. 
mighty busy. Theirs is one of the important jobs A medical discharge brought him back to Nor- 
of railroading. For this piece of main line, like way, So once again he’s a member of the ‘“‘North 
all other “North Western” track, must be kept Western” family, working as a section laborer. 
in perfect condition. * a * 


When a“North Western” man steps out of his 
working clothes and into Uncle Sam’s uniform, 


Significantly, “Pal” Holland has five sons who 


went into service, all five former ‘North Western” we admire him for it. But when five of them, 
employes. And a grand lot they are! There’s Cyril, all from the same family, don fighting garb, it’s 
in the Field Artillery, now in the Southwest Pa- a story well worth telling. Naturally, we’re proud 

7, of the Hollands. They’re typical of legions of 
cific. And Sergeants Leon and Arthur, both Americans, each fighting in his way to speed 


fighting in France—Leon with the Engineers, the day of total victory. ( 


CHICAGO and NORTH WESTERN SYSTEM 


x * SERVING AMERICA IN WAR AND PEACE FOR ALMOST A CENTURY *% 


December 16, 1944 


Jacks 10 fle Commuce 


PICKED YESTERDAY...1000 MILES AWAY 


Florida or California fruits and vegetables delivered throughout the country the 


day after they are picked—an appetizing promise of postwar air commerce! 


Growers will profit by increased weight and yield per acre through extended 
ripening. Jobbers and retailers will benefit by increased sales life, less shrinkage 
or spoilage. Consumers will enjoy improved flavor and an increase in vitamin 
content often lost when perishable foods move by slower transit. 


Expect Curtiss Commandos to carry their share of this luscious cargo speedily, 
dependably and economically! Look to the Sky, America! Curtiss-Wright Cor. 


poration, Airplane Division, Buffalo, New York. 
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Power and 
Performance fo 


“KEEP ‘EM ROLLING’ 





The Chicago Great Western Railway is adequately 
equipped to perform its full share in carrying out the 
Nation's war program. 


Serving 
5 


Important Gateways condition. Operations are well organized and function- | 
ing efficiently and smoothly. 
| 


Tracks, motive power and all equipment are in first class 


| 


Chicago ; 
By virtue of its strategic location and its modern facili- 


ties, the Chicago Great Western Railway is prepared to 
Council Bluffs (Omaha) meet demands for added transportation for the Nation's 

St. Joseph war program and for the ordinary needs of America. 
At your service. 


Kansas City 


Minnesota Transfer 


(The Twin Cities) B. R. HARRIS, General Traffic Manager 


309 West Jackson Blvd., Chicago, Ill. 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 
—— 


December 16, 1944 
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GRAND COULEE DAM 


THE 
MILWAUKEE 
Roap 


ELECTRIFIED OVER THE ROCKIES 
TO THE SEA 


Water over the dam 


...and back of the dam... is creating a new land 
of opportunity in the great Pacific Northwest. The 
harnessing of the endlessly flowing Columbia River 
and other swift running streams generates the na- 
tion’s greatest regional supply of hydro-electric power. 

Today, these great, man-made sources of energy 
are helping to win the war... keeping aluminum 
reduction mills at high speed production .. . filling 
the light metal needs of our great wartime air 
armada, our navy and our merchant marine. 

Their postwar possibilities hold limitless promise. 
Here is a source of low-cost power ready for imme- 
diate action and potentially equal to the heaviest 
demands of rapid industrial expansion. Here are 
planned irrigation projects capable of transforming 
millions of acres of rich, but arid, land into fertile 
farms and orchards. New trading centers will thrive. 


War production has brought hundreds of thou- 
sands of workers to Seattle, ‘Tacoma, Spokane, Port- 
land, Longview, Aberdeen, Hoquiam, Port Angeles, 
Everett, Bellingham and other enterprising cities. 
Peace-time industrial, agricultural and mining de- 
velopment will need these skilled craftsmen. Oppor- 
tunities will attract the war veterans and pre-war 
tourists, who have been here and learned the won- 


der of this “charmed land”. 


Look to the Pacific Northwest 


New manufacturing will augment the lumbering, 
shipping, fishing, farming and mining industries, to 
which the Pacific Northwest owes its ascendency. 
Vast quantities of goods will flow to Alaska, China 
and all the Orient from the natural deep-water 
harbors of the Pacific North Coast ports. 

The Milwaukee Road serves this region of bound- 
less opportunity. We have long had faith in its 
future. To the builders of America we say: “Look 
to the Pacific Northwest!” 
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bar got the house too hot by careless 
firing of the furnace, so he’s trying to 
heat all outdoors by opening the windows. 

Through wasteful practices, he isn’t 
being fair to his own family, or to other 
families using coal. He isn’t helping 
America. 

This winter it’s vital to conserve coal 
as never before. This isn’t because less 
coal is being produced. Actually, millions 
more tons are being mined this year than 
last — by fewer men. Quite a tribute to 
mine owners and miners alike! There are 





adequate facilities for hauling coal to your 
city. But certain grades and sizes of coal 
are needed for war production. And, in 
addition, your local coal dealer is handi- 
capped by a shortage of manpower, trucks 
and tires. So be patient with him. Order 
before you’re down to your last shovelful. 


And conserve the coal he is able to 
deliver to you through firing carefully, 
closing off unused rooms, pulling down 
shades at night and through other simple 
precautions. For other suggestions see 
your coal dealer. 


Save Coal— and Serve America 


One of the biggest jobs of the C & O 
Lines is hauling coal from the mines 
along its routes, so we're in a position to 
understand the problem, and to know 
how essential coal is these days. 





Chesapeake & Ohio Lines 


CHESAPEAKE AND OHIO RAILWAY 
NICKEL PLATE ROAD 
PERB MARQUETTE RAILWAY 






age 


the 
por 


bia: 
are 
the: 
pri! 


use 


Wa: 
ope 


wh 




















Senator Vandenberg, of Michigan, who, though he 

may not always be right, is generally sensible and 
logical, surprises us by his attitude on the matter of 
further regulation of water carriers by the Interstate 
Commerce Commission. He suggests that the Commis- 
sion might not be the proper body to exercise this over- 
all control because, “by historical character and by 
tradition and by habit it might be weighted in favor of 
railroad transportation as against water transporta- 
tion.” 

It is true, of course, that, at first, the Interstate 
Commerce Commission was concerned with nothing but 
railroad regulation, but even then it was a severe regu- 
lator and could by no means be accused of “favoring” 
the railroads. Its attitude toward them has always been 
positively stingy, as we have pointed out many times. 
But it has long since been the regulator also of motor 
transport and, in great degree, of water transport, and 
no one that we know of has ever seriously asserted that, 
in its decisions and directives, either water or motor 
transport got an unfair deal in comparison with the 
railroads. Why should there be any such favoritism? 
What does the Commission care what it regulates? 
It is there to do the job imposed by Congress, whatever 





































A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. | 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 





















Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 










WRAVEEUC 
WORLD 


Henry A. Palmer, Editor 


DECEMBER 16, 1944 


rc. C. Regulation 


OUR PLATFORM 
(THE LONG HAUL) 


1549 


it may be, and it is foolish both in fact and in theory 
to say that it favors or would favor one form of trans- 
portation over another. 

Of course, all competing forms of transportation 
should be regulated equally and by the same body— 
and the Commission is the body to do the job. The 
proposed legislation against which Senator Vandenberg 
was speaking would require reports from the Interstate 
Commerce Commission as to the public convenience of 
and necessity for navigation and transportation fea- 
tures of waterway projects before they were author- 
ized. That might seem to be a somewhat advanced 
sort of “regulation,” but it would be akin to what is 
done with motor and rail and something like it should 
be put into effect to prevent the spending of the people’s 
money on waterway projects sponsored by log-rolling, 
pork-barrel members of Congress who seek only to 
make themselves popular in their districts or states. 

Senator Reed, of Kansas, contributed considerable 
sense to this same debate on the rivers and harbors 
bill by pointing out how the money of the tax-payers 
is wasted in river transportation projects that only 
apparently provide cheap transportation—cheap for the 
users because it is paid for by the taxpayers, but not 


not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Standardization of state regulations as to weights and 
dimensions of motor transport units. 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that the 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 









FRUEHAUF TRAILERS 
DO IT FOR THOMPSON PRODUCTS 


Srx FRUEHAUF TRAILERS... working continuously 
... literally form a “conveyor belt” between the 
plants of Thompson Products, Inc., in Cleveland. 


Thompson has six factories scattered over a 
5-mile area in the industrial section of the city... 
plus the huge new Thompson Aircraft Products 
plant on the outskirts. And, with volume exceeding 
100 million dollars a year, there’s a lot of material 
to be handled... an average of 21/2 million pounds 
a month to be exact. 


Maintaining precise schedules, the Trailers keep 
material flowing smoothly between the plants. In 
addition, they handle depot distribution of finished 
parts ... over 90% of which leave Cleveland by 
motor freight. 


Thompson officials will tell you that without the 
speed and flexibility of Trailer hauling, they could 
never have attained the record production which 
has won them the coveted Army-Navy “E”. In 
their case ... as in thousands of others in more 
than 100 different kinds of business . . . Truck- 
Trailers are doing work that couldn’t be done as 
well, if at all, by any other method. 


< > 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY ¢ DETROIT 


Service in Principal Cities 


Sug War Sounds 


A TRUCK IS LIKE A HORSE 
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TRUCK-TRAILERS 


Canny Big Loads 


Finished parts are stacked 
on skids and loaded on a 
Fruehauf Trailer. Load weights 
range up to 16 tons ... average 
about 10 tons... yet they’re pulled 
by trucks which are designed to carry 

only a fraction of that weight. The Truck-Trailer 
hauls 6 skids . . . trucks alone previously carried 
only two. The second Trailer is being loaded with 
processed parts about to go to another plant for fin- 
ishing operations. The loaded bins weigh up to 1500 
pounds each ... and 22 of them ride in one Trailer. 
















































MANEUVERABILITY 
A bq Asset- 


To reach certain loading docks 
in the Thompson plants, the 
Trailers must squeeze up nar- 
row alleys that couldn’t be negotiated by ordinary 
trucks of considerably less capacity. Hinged-in-the- 
middle, a Truck-Trailer turns in the same radius as 
the short-wheelbase truck which pulls it. In fact, at 
one of the Thompson docks, the vehicles—measuring 
30 feet in length—completely turn around within a 
25-foot circle. This maneuverability in tight places 
also means ease of handling in congested city traffic. 


“SHUTTLE SYSTEM” 


Saves Time and 
eed 


The truck backs in with an empty 
Trailer ... “drops” it . . . then couples on 
to a loaded Fruehauf. . . and immediately starts 
off on another trip. During loading and unloading, 
only the Trailers stand idle. The trucks are on the 
road pulling other Trailers to their destinations. 
This means fewer trucks are needed—because each 
is working constantly. And tie-ups of trucks and 
drivers, during loading and unloading, are eliminated. 
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cheap at all when the real cost is considered. “If a 
private company were promoting the Missouri River 
(project for deepening), seeking to induce people to 
invest money based on the report of the army en- 
gineers,” said he, “it would be subject to prosecution by 
the Post Office Department for using the mails to 
defraud, and, if it undertook to float securities, the 
Securities and Exchange Commission would ban it.” 
Just so. The annual rivers and harbors bill is, for the 
most part, a fraud on the people. We regret that the 
amendment opposed by Senator Vandenberg was lost. 
It would have been a guaranty of something like wis- 
dom in our waterway development program. 


As to regulation in general—the idea that the 
Commission should regulate all competing agencies of 
transportation—it should not only regulate rail, motor, 
and water transportation, as it does now, with the 
proposed added jurisdiction over waterway develop- 
ment, but it should also regulate air transport. Any- 


thing else is illogical, wasteful, and productive of 
confusion. 


Well Done. **‘Mihke’”’ 


M. J. Gormley, better known throughout the trans- 
portation world as “Mike” Gormley, is retiring 
(see elsewhere) at a time when he can see the results 
of twenty years of labor looking to the laying of the 
foundation for the kind of performance the railroads 
have been giving in World War II—a performance that 
has won commendation for the railroads in virtually all 
quarters. For the lack of a better word, he was the 
railroads’ “contact” man with the representatives of 
the nation’s armed forces for many years. Probably 
more than any other man, he “sold’”’ these representa- 
tives—as well as others—on the idea that, if railroad 
freight cars were used for transportation and not for 
storage, the railroads could handle the freight offered 
them in an emergency. He delivered many lectures be- 
fore the War College in Washington. This activity 
enabled him to get his message across to the army lead- 
ers. That he succeeded, it is generally believed, is shown 
by the remarkable cooperation that has existed through- 
out the present war between the armed forces and the 
representatives of the railroads and the results flowing 
from such cooperation. It may not be too much to say 
that to him must go great credit for the railroads not 
having been taken over by the government, as they 
were in World War I—that is, government operation 
for the duration of the war. 


~ Mention also must be made of the part that he and 
Donald D. Conn played in bringing about establishment 
of the shippers’ advisory boards. ere were no such 
agencies for cooperation to gain utilization of 
the railroad plant in the first world war. Their existence 
in this war has been an important factor in making 
possible the railroad performance about which we have 

spoken. Mr. Gormley has done a “good job.” 
As for the rest, he is a man among men, respected 
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by all acquainted with his work and his ability, and 
loved by those who really know him. 


Roosevelt Versus Johnson 


If Director Johnson, of the O. D. T., is deterred, as 

he evidently is, by fear of being accused of lese 
majesty from expressing his views with respect to the 
action of President Roosevelt in having the Army-Navy 
football game played at Baltimore in spite of all Di- 
rector Johnson had said about unnecessary travel and, 
in particular, to the effect that it would be an “outrage” 
if this game were moved from Annapolis, what must 
be his repressed feelings at discovering that the Presi- 
dent has issued invitations to the members of the 
famous “One Thousand Club” to attend the ceremonies 
in Washington in connection with the inauguration? 
Of course, many of them, if they go to Washington, 
will be accompanied by their wives and unnecessary 
travel will be greatly increased to and from a point 
where it is already greatly congested. Is there no such 
thing as cooperation among government departments 
under the New Deal, or does the President merely think 
that rules and restrictions are for others than himself, 
or, perhaps, is he ignorant of what is being done or 
attempted by the O. D. T.? It is bad enough that the 
O. D. T. program calls merely for ‘‘cooperation” in- 
stead of compulsion, but when there is not even co- 
operation from the head of the government, the matter 
is even more serious. 

The members of the One Thousand Club were 
supposed to be actuated by patriotism in uniting to 
reelect President Roosevelt. Let us hope that motive 
will persuade them to stay at home instead of traveling 
to Washington to witness the fourth coronation. 


Gormley Resigns from A. A. R. 


M. J. Gormley, executive assistant, Association of Ameri- 
can Railroads, has resigned, effective December 31. At that 
time he will have been actively engaged in transportation for 
52 years, having begun with the Chicago and North Western 
Railroad in his teens. He plans to take it “easy’’ and may take 
a trip when travel conditions become easier than they are now. 
His friends made plans for a dinner for him but he let them 
know that that would not be in accord with his wishes. 

Mr. Gormley served many years with the Chicago and 
North Western, having become assistant to the president. In 
the period of federal control of the railroads in the first world 
war, he was operating assistant to the northwest regional di- 
rector of the Railroad Administration and was assistant to the 
regional director. In 1920 he became director of transportation 
of the American Petroleum Institute, being in charge of tank 
car operations. 

From 1921 to 1929 he was chairman of the car service divi- 
sion of the American Railway Association, and from 1929 to 
1933 he was executive vice-president, as well as chairman of 
the car service division. In 1933 and 1934 he was president of 
the A. R. A. When the Association of American Railroads was 


created in 1934 he became executive assistant, the position 
from which he is retiring. 


APPOINTMENTS TO I. C. C. 


The terms of Commissioners Alldredge and Mahaffie will 
expire December 31, except that, it is pointed out, under the 
interstate commerce act, the two commissioners will continue 
in office after December 31 until such time that their successors 
qualify and take the oath of office, in the event the President 
does not send nominations to the Senate and the Senate does 
not act on them by December 31. 
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Land Grant Rate Repeal 


The Traffic World Washington Bureau 


With other matters taking precedence in the Senate over 
the pending land grant rate repeal bill, H. R. 4184, and with 
time until adjournment of the present Congress growing short, 
the outlook for enactment of H. R. 4184 was regarded this 
week by observers at the Capitol as unfavorable (see Traffic 
World, Dec. 9, p. 1484). 

It was pointed out that, among the matters to which the 
Senate was according immediate attention as requiring action 
before its adjournment, were the nominations of several high 
officials in the Department of State. These nominations con- 
stituted the subject matter of hearings that were in progress 
this week before the Senate foreign relations committee, and 
debate on them in the Senate later was expected to take up a 
considerable amount of time. 

Senator Shipstead, of Minnesota, has offered an amendment 
to H. R. 4184, attaching to the bill a condition that it shall not 
be effective unless and until the class rates for transportation 
of freight throughout the continental United States “do not 
exceed class rates for like transportation to, from, between and 
among points lying wholly within official territory.” By the 
Shipstead amendment there would be added to the bill a pro- 
viso, as follows: 


Provided, however, that the repeal of land-grant rates as set forth 
herein shall not become effective unless and until all tariffs filed with 
the Interstate Commerce Commission under the provisions of the 
interstate commerce act, as amended, show and reflect that, in the 
interstate and foreign transportation of freight throughout the con- 
tinental United States, the class rates for such transportation shall not 
involve any discriminations within, between, or among any state or 
section of the United States and, further, that such repeal shall not 
be effective unless and until such class rates do not exceed class rates 
for like transportation to, from, between, and among points lying 
wholly within official territory. 


Senator Bankhead, of Alabama, has submitted an amend- 
ment to H. R. 4184, proposing that the special fund of $68,272,- 
770 to be set up under the bill as reported by the Senate inter- 
state commerce committee be designated as the ‘veterans’ 
farm fund” and that it be administered by the Secretary of 
Agriculture, rather than by the Secretary of the Interior. 

When the land grant rate repeal bill was reached in the 
Senate December 14 on a call of the calendar for consideration 
of bills by unanimous consent, it was not taken up, because of 
its controversial nature. 


Rates on U. S. Freight 


Chairman Wheeler, of the Senate intrastate commerce 
committee, in a letter under date of December 12 to Harold D. 
Smith, director of the Bureau of the Budget, said it appeared 
that the government was “paying excessive rates on much im- 
portant wartime traffic” and inquired whether or not the budget 
bureau had made or contemplated making an investigation to 
determine whether such excessive rates were being charged. 
His letter follows: 


As you undoubtedly are aware, this committee recently held hear- 
ings on the bill, H. R. 4184, to repeal land-grant rates on transportation 
of government traffic. From the testimony it appears that: 

1. The government is paying excessive rates on much important 
wartime traffic. For example, with respect to the movement of ordnance 
and military supplies one witness cited the case of a shipment of 
poultry wire which was ultimately to be used in making camouflage 
nets. When the shipment moved it was poultry wire, pure and simple, 
and entitled to a low rate as such. However, when the railroad billed 
the government it listed the shipment as ‘‘camouflage nets’’ which 
carries a rate practically 100 per cent higher than poultry wire. 

2. With respect to the War Department, the government agency 
having the most traffic, ‘‘the matter (the securing of reductions in 
excessive rates) is almost untouched; it is a virgin field practically.”’ 
(Hearings, p. 180.) 

3. There appears to be no agency in the government doing anything 
about it. ‘‘* * * somebody in the government ought to look after 
those things but nobody seems to do it.’’ (Hearings, p. 203.) 

4, There are ‘‘* * * about 88 separate government agencies inter- 
ested in transportation.’’ (Hearings, p. 190.) 

5. The Interstate Commerce Commission ‘‘has not had the matter 
presented to it. * * * the Commission acts as a judicial body. It 
will hear and decide complaints presented to it, but ordinarily it does 
not take the initiative by way of investigating rates if nobody com- 
plains about them, * * * It has authority to make investigations on its 
own account; but it has not done so in this case. * * * It is not organ- 
ized to conduct research and investigation in what you might term the 
‘“‘promotional phases of transportation.’’ (Hearings, p. 177.) 

6. A government agency, properly qualified and staffed, should be 
set up ‘‘to make an investigation of the facts and present those facts 
to the Interstate Commerce Commission,’’ and that if such an investiga- 
tion is made, ‘‘* * * it will save the government many millions of 
dollars.’’ (Hearings, pp. 176 and 186.) 

7. Congress should consider the advisability of establishing a ‘‘cen- 
tral traffic bureau in the government that would handle all traffic 
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matters, both before shipments move and after the auditing of the 
shipments, as well.’’ (Hearings, p. 203.) 

8. Rates to the government are so excessive and unreasonable that 
“if the public were familiar with some of the figures * * * they woulq 
wonder why they are buying War Bonds and why the cost of the war 
is so high.” (Hearings, p. 206.) 

Will you please advise me whether or not the Bureau of the Budget 
has made or contemplates making an investigation to determine whether 
the government is being charged excessive freight rates on war mate. 
rials? Certainly, in view of the testimony adduced at the hearings to 
which I have briefly referred above, someone ought to check up op 
the rates being charged the government. 

If the Bureau of the Budget has not undertaken a study of this 
problem I hope it will do so at an early date and furnish this com- 
mittee with its report and recommendations. 


Railway Official Salaries 


The Commission has made public a compilation of salaries 
of Class I steam railway officials who received compensation of 
$10,000 or more annually in the calendar year of 1943, prepared 
by the Bureau of Transport Economics and Statistics. The 
compilation showed that 1,286 officials received salaries of 
$10,000 or more in 1943, aggregating $21,224,243, and that 20 
of the 1,286 officials had received $60,000 or more. It showed 
also that 148 railways had reported salaries of $10,000 or more, 
and that the $21,224,243 paid those officials was 59 one-hun- 
dredths of one per cent of the total compensation paid to all 
employees of those roads, $3,592,501,841. 

Presidents or chief executive officers of the railroads were 
reported as receiving salaries as follows: Akron, Canton & 
Youngstown, $12,500; Aliquippa & Southern, $9,720 (other com- 
pensation, $1,442); Alton, $25,000; Alton & Southern, $11,400; 
Santa Fe, $60,000; Atlanta, Birmingham & Coast, $12,000; 
Atlantic Coast Line, $30,000; B. & O., $60,000; Bangor & Aroo- 
stook, $35,000; Bessemer & Lake Erie, $20,000; Birmingham 
Southern, $18,000; Boston & Maine, $40,000; Brooklyn Eastern 
District Terminal, $16,500; Cambria & Indiana, $12,000; Cen- 
tral of Georgia, $20,000; Central Vermont, $11,000; C. & O,, 
$75,000; Chicago & Eastern Illinois, $35,000; Chicago & Illinois 
Midland, $20,000; North Western, $50,000; Chicago & Western 
Indiana, $25,000; Burlington, $50,000; Chicago Great Western, 
$37,500; Chicago, Indianapolis & Louisville, $24,000; Milwaukee, 
$36,000; Rock Island, $48,000; Chicago Union Station Co., $10- 
600; Clinchfield, $16,000; Colorado & Southern, $15,000; Colo- 
rado & Wyoming, $12,000; Columbus & Greenville, $25,000; 
Conemaugh & Black Lick, $20,220. 

Delaware & Hudson, $60,000; D. L. & W., $50,000; D. & R. 
G. W., $25,000; Denver & Salt Lake, $20,000; Detroit & Macki- 
nac, $12,000; Detroit & Toledo Shore Line, $10,000; Detroit 
Terminal, $12,000; Detroit, Toledo & Ironton, $19,200; Duluth, 
Missabe & Iron Range, $30,000; Elgin, Joliet & Eastern, $30,000; 
Erie System, $50,000; Florida East Coast, $22,000; Fort Worth 
& Denver City, $15,000; Georgia & Florida, $10,075; Grand 
Trunk Western, $14,000; Great Northern, $60,000; Green Bay 
& Western, $12,000; G. M. & O., $40,000; Illinois Central Sys- 
tem, $60,000; Illinois Terminal, $21,000; Kansas City Southern, 
$36,000; Kansas City Terminal, $15,000; Kentucky & Indiana 
Terminal, $10,000; Lake Superior & Ishpeming, $17,250; Lehigh 
& Hudson River, $20,000; Lehigh & New England, $14,000; 
Lehigh Valley, $50,000; Long Island, $18,500; Louisiana & 
Arkansas, $48,000; L. & N., $50,000. 


Maine Central, $21,600; Midland Valley System, $40,000; 
Minneapolis & St. Louis, $25,000; Soo Line, $25,000; Mississippi 
Central, $12,000; M. K. T., $50,000; Missouri Pacific,- $60,000; 
Monongahela Connecting R. R., $9,600; Montour R. R. Co, 
$21,000; Nashville, Chattanooga & St. Louis, $25,000; Nevada 
Northern, $11,667; New York Central, $90,000; Nickel Plate, 
$50,000; New Haven, $30,000; New York, Ontario & Western, 
$15,000; New York, Susquehanna & Western, $20,000; New- 
burgh & South Shore, $12,000; N. & W., $75,000; Norfolk 
Southern, $22,400; Northern Pacific, $60,000. 


Pennsylvania Railroad System, $110,000; Pennsylvania- 
Reading Sea Shore, $15,000; Peoria and Pekin Union, $15,000; 
Pere Marquette, $50,000; Pittsburg & Shawmut, $11,167; Pitts- 
burg, Shawmut & Northern, $12,000; Pittsburgh & West Vir- 
ginia, $35,000; Reading Co., $75,000; Richmond, Fredericksburg 
& Potomac, $18,000; St. Louis-San Francisco, $30,000; St. Louis 
Southwestern, $30,000; St. Paul Union Depot, $10,000; Sea- 
board Air Line, $40,000; Southern Pacific, $75,000; Southern 
Railway System, $75,000; Spokane International, $12,500; Spo- 
kane, Portland & Seattle, $17,700; Tennessee Central, $15,000; 
Terminal Railroad Association of St. Louis, $22,750; Texas & 
New Orleans, $40,000; Texas & Pacific, $50,000; Toledo, Peoria 
& Western (general manager), $15,000; Toledo Terminal, $15, 
000; Union R. R. Co., $10,000; Union Pacific, $75,000; Utah 
Railway Co., $10,000; Virginian, $50,000; Wabash, $50,000; 
Washington Terminal Co., $15,750; Western Maryland, $40,000; 
Western Pacific, $30,000; Western Ry. of Alabama, $15,000; and 
Wheeling & Lake Erie, $50,000. 
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Duffee Motor Express Purchase 


By a report and order in MC F-2538, Raymond H. Ander- 
son et al.—Control—Clyde D. Duffee Motor Express, Inc., the 
Commission, division 4, has approved the acquisition of control 
of the Clyde D. Duffee Motor Express, Inc., of Oil City, Pa., by 
Raymond H. Anderson, Fred C. Zarr, R. S. Krug, and James 
Walker, of Rouseville, Pa., through purchase of the carrier’s 
entire outstanding capital stock for $20,000. 

The division said that pursuant to authority granted under 
section 210a (b) the applicants, as agents of Motor Express, 
had been authorized to control and manage its operations for a 
period ending December 18. It said that the applicants, singly 














Clare M. Marshall, Inc., of Rouseville, a motor-vehicle contract 
carrier of petroleum and petroleum products, in bulk, in tank 
trucks, between points in a specified territory in New York, 
Pennsylvania, Ohio, and West Virginia. 

Motor Express, the division said, was a common carrier of 
general commodities, with exceptions, in the same general terri- 
tory in Pennsylvania authorized to be served by. the Marshall 
corporation as a contract carrier. 

“Under the instant transactions these two carriers would 
be brought under common control,” said the division. “Among 
the commodities which Motor Express may not transport as a 
common carrier under its certificate are ‘commodities in bulk’ 
and ‘commodities requiring special equipment’ which would pre- 
clude it from transporting petroleum products, in bulk, in tank 
trucks, in competition with Marshall. The resulting dual opera- 
tions of these two carriers under common control as a result 
of consummation of the transaction proposed would be con- 
sistent with the public interest and the national transporta- 
tion policy.” 

Said the division further: 






















Because of Duffee’s poor health and reluctance to rely on others to 
conduct the operations for him, no real effort was made to increase the 
business while he operated as an individual. If the instant transaction 
is approved and consummated, it is proposed to conduct the operation 
of Motor Express separate and apart from that of Marshall and en- 
deavor to increase its traffic through vigorous solicitation and the ren- 
dering of an improved service. To that end, Anderson, who has been 
successful in conducting Marshall’s operations in the same general 
territory and has knowledge of the needs of the shipping public, would 
be elected president and placed in general charge of the operation, and 
Walker, now in charge of maintenance and repair of Marshall’s equip- 
ment, would install and be placed in charge of similar work for Motor 
Express. All employes of Motor Express would continue in its employ. 
Other motor carriers of property render competitive service in the 
considered territory. 


















Emery Transportation Control 


The Commission, division 5, by a report and order in MC 
F-2536, David Ratner—Control—The Emery Transportation 
Co., has approved and authorized acquisition by David Ratner, 
of Maywood, IIll., of control of the Emery Transportation Co., 
of Cincinnati, O., through ownership of all its capital stock. 

The report said that David Ratner was not a motor carrier 
as that term was defined in the interstate commerce act, and 
that he did not own an interest in such carrier. It said that, 
for a number of years, he had been employed as manager in 
charge of operations by the estate of his father, Harry Ratner, 
doing business as Midwest Transfer Co., a motor carrier. It 
Said that he, his brother, and the estate of his father each 
owned a one-third interest in Midwest, a motor carrier operat- 
Ing solely in intrastate commerce in Indiana. 

_ The report said that David Ratner had filed a motion to 
dismiss the instant application on the grounds that, although 
€ managed Midwest, any move that affected the general policy 
of its operations could be made by the executors only, with the 
Consent and approval of the probate court having jurisdiction 
of the estate, that his position with Midwest could be terminated 
at will by the executors, and that, as he was not a carrier and 
did not control a carrier, the instant transaction did not require 
oOmmission approval. It said that the motion had been over- 
tuled, and added that “the fact that Ratner’s acts in the man- 
agement of Midwest are subject to the approval of the court 
oes not negative possession by him of actual control of that 
Company within the meaning of section 5.” 

























or together, were not motor carriers but that they held stock in. 


Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


The Emery rights, according to the report, covered contract 
carriage of glassware from [Illinois points to Cincinnati, be- 
tween Washington, Pa., and Cincinnati, and between Alton and 
Streator, Ill., and Louisville and Newport, Ky., on the one hand, 
and, on the other, points in specified portions of Indiana and 
Ohio; canned goods and agricultural commodities between cer- 
tain Kentucky points, Pittsburgh, Pa., St. Louis, Mo., and points 
in Ohio, Indiana, Illinois, the lower Michigan peninsula, and a 
portion of Wisconsin; paper, paper products, and cartons, between 
Ohio and Indiana points, on the one hand, and on the other, 
specified points in Illinois, Ohio, Michigan, Indiana, Kentucky, 
Wisconsin, Pennsylvania, and Missouri; oleomargarine, between 
Norwalk, O., on the one hand, and, on the other, specified 
points in the eight states last named: oil, in containers, between 
Franklin, Pa., on the one hand, and, on the other, specified 
points in those states; cullet, from Ohio points to Louis- 
ville to Streator and Alton; electrical appliances and parts from 
Peoria, Ill., to Cincinnati, and return with refused, damaged, 
or rejected shipments; and such general merchandise as is 
dealt in by chain grocer stores between specified points in the 
eight states aforementioned, and from Cincinnati to Springfield 
and Champaign, Ill.; and machinery, fixtures, and equipment 
incidental to the production, warehousing, and sale of chain 
grocery store merchandise between specified points in Ken- 
tucky, Missouri, and Pennsylvania, all points in Illinois, Indi- 
ana, and Ohio, and portions of Michigan and Wisconsin. 

Sale of the Emery stock, the report said, had been author- 
ized by order of the probate court of Hamilton county, O., for 
$12,034, based on estimated values of $10,000 for operating 
rights and $2,034 for physical property, with certain and addi- 
tional amount representing the difference between assets and 
liabilities as of March 16. ‘ 

The report observed that Midwest and Emery were author- 
ized to transport glassware and merchandise dealt in by groc-~ 
stores, but that in most instances the points of origin of such 
traffic were different; and that the two companies did not serve 
the same shippers, and had not been substantially competitive. 





Schenley Subsidiary Status 


The Commission has concluded that the motor carrier sub- 
sidiary of Schenley Distilleries Corporation, performing trans- 
portation services for numerous Schenley manufacturing sub- 
sidiaries, is operating as a contract carrier, that there is no 
evidence tending to show that the operations are consistent 
with the public interest, and that the application should be 
denied and the described operations should immediately be 
discontinued. The action was taken in a report and order in 
MC 103763, Sub. 1, Schenley Distilleries Motor Division, Inc., 
Contract Carrier Application, Chairman Patterson dissenting. 

The report observed that the applicant had not held itself 
out to serve the general public and that it was clear that its 
operations were not those of a common carrier. It said the 
applicant disclaimed any desire or intention of operating other 
than as a private carrier. If the applicant elected to attempt 
to justify operation as a contract carrier, the report said, it 
should petition for further hearing for the purpose of introduc- 
ing further proof. In the meantime, it said, the described oper- 
ations should immediately be discontinued. 

After describing the operations of the subsidiary, saying 
that the parent corporation bore all the expense of operation, 
as in the case of its other subsidiaries, and reviewing the rental 
charges made by the motor subsidiary—$50 a week as a rental 
charge plus 10 cents for each mile operated—the report said 
that “the rental charges do not necessarily represent the actual 
cost of operation.” Rental income for a period ending August 31, 
1943, it said, was approximately $71,000, while the-actual oper- 
ating expense of the application for that period amounted to 
approximately $75,000. 

“On shipments transported by applicant the selling price 
is based f.o.b. destination rather than f.o.b. the plant as is 
the practice where shipments are transported by public car- 
riers,” said the report. “The difference between the f.o.b. 
price at the plant and that at destination is generally equiv- 
alent to the charges maintained by existing common carriers. 
Neither applicant nor the corporation on whose behalf the trans- 


portation is performed collects or pays any transportation 
charges as such.” 
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It was the applicant’s position, said the report, that because 
of the close relation existing between the corporation and all 
of its wholly-owned subsidiaries, including the applicant, all 
operations conducted were those of the corporation and that 
the operations of the applicant consisted of transportation by 
the corporation of its own products in the furthérance of a com- 
mercial enterprise. The primary question presented, therefore, 
was the status of the described operations under the act, the 
report said. 

The report then discussed the decisions in Enterprise 
Trucking Corp. Contract Carrier Application, 27 M. C. C. 264; 
Lee Wilson & Co. Contract Carrier Application, 29 M. C. C. 
525; and Lukens Steel Co. Contract Carrier Application, 42 
M. C. C. 672. The facts in the instant proceeding were sub- 
stantially similar to those in the discussed cases, it said, as in 
each of them the business of the applicant was so highly in- 
tegrated with the business of its perent or subsidiary com- 
panies as to raise the claim that there was in reality only one 
business, and that the transportation company was merely a 
“department” of that single business. It said that, “regardless 
of the close relation, however, we in all instances found that 
where the applicant was not in the business of producing or 
selling the commodities transported by it, the transportation 
services performed were those of a contract carrier for hire.” 

Following a long line of cases too numerous to cite, the 
report said that, in Woitishek Common Carrier Application, 42 
M. C. C. 193, had concluded that all issues of for-hire versus 
private carriage should be determined on the basis of the 
operator’s primary business.” It said that no legal or factual 
reason was present in the instant proceeding to justify a dif- 
ferent conclusion, and continued: 


As seen, applicant’s primary, and in fact only, business is the 
transportation for compensation of property, none of which is owned 
or leased by it. Consequently it cannot here be said, without looking 
through the corporate entities, that such operations are incidental to 
and in furtherance of a commercial enterprise other than that of trans- 
portation for hire. Applicant asserts that we should look through the 
corporate entities, not, of course, for the usual purpose of preventing 
an evasion of any regulation or requirement, but because its case is 
peculiar due to special circumstances. In brief, its argument is that 
this is not an instance of several separate corporations conducting inde- 
pendent business under a common control but in fact a group of cor- 
porations whose efforts are so closely intergrated as to comprise but a 
single business. The resort to a plurality of corporations is said to be 
due not to a variety of purposes or businesses but solely to the peculiar 
nature of the alcoholic liquor business which involves ‘‘a number of 
ramified legal situations’’ arising from the diversity of state laws, 
which legal situations call for a preservation of separate but closely 
integrated corporate units. No doubt there are sufficient reasons for 
the number of applicant’s affiliates, but under the law each is a separate 
legal entity and was presumably organized, as already indicated, be- 
cause some benefit was to be derived by applicant. We may look 
through various entities of this kind when necessary to prevent the 
evasion of some regulations, but we have not been cited any cases, 
and wek now of none, which would justify us in ignoring the legal 
entities which the Schenley corporation has found it desirable to set 
up merely because it would be advantageous to it should we do so. 


Chairman Patterson said that the applicant’s trucking oper- 
ations consisted of the transportation of its own products and 
those of its wholly-owned subsidiaries, and that they were con- 
ducted as an integral part of the business of manufacturing and 
selling such products. It was, he said, a private carrier. 


Forwarder Insurance Regulations 


The Commission, division 5, with Chairman Patterson dis- 
senting, has prescribed ten rules governing the filing and ap- 
proval of surety bonds, policies of insurance, qualifications as a 
self-insurer, or other securities or agreements by freight for- 
warders, and the forms to be used, by a report and order in 
Ex Parte No. 159, Freight Forwarders Insurance for the Pro- 
tection of the Public. The rules and regulations are to become 
effective February 1, 1945. 

Concurrently with issuance of the report and order Secre- 
tary Bartel, of the Commission, issued a notice to freight for- 
warders, and a notice to surety and insurance companies, re- 
viewing certain portions of the report, and urging on each the 
importance of prompt attention in view of the effective date of 
the regulations. 

The Commission’s findings were as follows: 


Upon the facts submitted, we find and conclude that, under section 
403(c) and (d) of part IV of the act: 

(1) Rules and regulations governing the filing and approval of 
security covering the cargo liability, bodily injury liability and property 
damage liability of freight forwarders, should be prescribed in the pub- 
lic interest. 

(2) Reasonable minimum amounts of insurance to cover loss of or 
damage to property with respect to which a freight forwarder performs 
service subject to part IV of the act are and will be: For loss of or 
damage to property while carried on or resting in any one conveyance 
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other than a watercraft, $1,000; for loss of or damage to, or the 
aggregate of losses of or damages to property occurring at any one 
time and place or while carried on or resting in any one watercraft, 
2,000. 

(3) Reasonable minimum amounts of insurance on each motor ye. 
hicle operated by or under the direction and control of a freight 
forwarder engaged in the performance of transfer, collection, and de. 
livery service are and will be: For bodily injury to or death of one 
person, $5,000, subject to that limit per person, for all persons in any 
one accident, $10,000; and for property damage, $1,000. 

(4) Corporations only may qualify to act as surety; and such cor- 
porations must be either a surety company approved by the United 
States Treasury Department under applicable laws and rules and regy- 
lations governing bonding companies, or else must be one approved by 
the Commission. 

(5) Each certificate or policy of insurance or surety bond filed with 
us for approval must be for not less than the full limits of liability 
prescribed by us; and all policies of insurance as amended by endorse- 
ments must be issued or written by insurance companies which are 
legally authorized to transact business in each state in which their 
policies cover the services of insured, and which qualify~under the 
minimum financial standards herein prescribed. 

(6) Certificates of insurance from two or more insurance companies, 
or a certificate of insurance and a surety bond in lieu of a certificate 
of insurance, will be approved by the Commission provided each fur. 
nishes the prescribed coverage for the states in which their policies 
cover the insured, and collectively they provide all the coverage pre. 
scribed in these rules and regulations. 

(7) Upon this record, no set rules governing the qualifications for 
self-insurers can be established and for the present we will receive 
and consider for approval the application of any freight forwarder 
which can establish to our satisfaction its ability to satisfy its obliga- 
tions for bodily-injury liability, property-damage liability, and cargo 
liability without affecting the stability or permanency of its business, 
and we will also consider applications for approval of securities or 
other agreements other than surety bonds, policies of insurance, or 
qualifications as a self-insurer. 

(8) In order to afford reasonable security for the protection of the 
public, endorsements for policies of insurance, surety bonds, certifi- 
eates of insurance, applications to qualify as a self-insurer, notices 
of cancellation, rescinders of notices of cancellation, and reinstatement 
notices must be in the forms approved by this Commission. 

(9) In order to afford reasonable security for the protection of 
the public, no surety bond, policy of insurance, endorsement or certifi- 
cate of insurance, or other securities and agreements shall be cancelled 
or withdrawn until after 30 days’ notice to this Commission. 

(10) A fiduciary, as defined in Rule 415.6(a) of the Rules and 
Reulations Governing Transfers of Rights to Engage in Service as a 
Freight Forwarder in Interstate Commerce, lawfully succeeding to a 
freight forwarder, shall continue to be covered by the policies of insur- 
ance or certificate of insurance in lieu thereof, and surety bonds on 
file with us in the name of such freight forwarder until either such 
time as we approve other security filed by or on behalf of the fiduciary 
for the protection of the public, or until cancelled or withdrawn in 
the manner specified in Rule 10 of the rules and regulations here 
prescribed, provided each insurer or surety, as the case may be, is 
notified within 30 days of such succession; and it shall be the duty of 
such fiduciary to transmit such notice, but such notice shall be equally 
effective if given by us or by any person having an interest in the 
coverage of the fiduciary. 

The rules and regulations set forth in the appendix hereto (not 
here reproduced) are reasonable and should be adopted and prescribed. 
An appropriate order will be entered. 






























Chairman Patterson said he did not agree that the pre- 
scribed minimum insurance standards for loss of or damage to 
property were adequate for the protection of the public. Freight 
forwarders transported a higher grade of traffic than that trans- 
ported by the average motor carrier, said he, and that they 
should, therefore, carry greater insurance. He continued: 


While I have no objection to the prescribed minimum protection 
of $5,000 and $10,000 for bodily injuries or death, or the minimum of 
$1,000 for loss of or damage to property other than cargo, I would pre 
scribe liability insurance for loss of or damage to property on any one 
conveyance, other than watercraft, of not less than $5,000, and not less 
than $10,000 with respect to each watercraft. I would also require that 
as to property while in the possession of a forwarder but not in or on 
any conveyance, insurance coverage of not less than $25,000. 


The rules and regulations prescribed in the appendix con- 
form in their numbering to that of the findings. Rule 1 con- 
tained definitions of terms used in the regulations, and Rule 2 
covered general requirements. 


Rule 6, “Surety Bonds and Policies of Insurance Com- 
panies,” required compliance with its provisions as to financial 
status. It provided that the Commission would approve certifi- 
cates of insurance from two or more insurance companies, or 4 
certificate of insurance and a surety bond, in lieu of a certificate 
of insurance from one company if such certificates, or certificate 
and surety bond, each provided the prescribed coverage for 
separate states and collectively provided all the coverage pre 
scribed in the rules and regulations. As to financial resources 
of insurance companies, paragraph (b) of Rule 6 provided as 
follows: 


(b) Each insurance company must possess the minimum financial 
resources applicable to it as hereinafter provided, which minimum will 
be determined on the basis of the values of assets and liabilities 8 
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shown in its financial statements filed with and approved by the insur- 
ance department or other insurance regulatory authority of the state of 
domicile (home state) of such company, except in instances where, in 
the judgment of the Commission, additional evidence with respect to 
such values is considered necessary: 


q L- cies bead ot a have and maintain minimum policy- 

olders’ surplus funds o ,000, of which paid-in capi 

less than $150,000. p pital shall be not 
2. Non-stock corporations and other non-stock organizations or 

ae gi tg | a policies of insurance must have and 

maintain surplus funds (policyholders’ surplus) in exce ia- 

bilities of not less than $200,000. ae a 


3. Non-stock corporations and other non-stock organizations or 
associations, issuing policies of insurance on an assessable basis only, 
must have and maintain surplus funds (policyholders’ surplus) in excess 
of all liabilities of not less than $150,000. 


In a review of “general background,” the report said that 
on the statutory date, November 12, 1942, 154 forwarders had 
applications on file for authority to pérform forwarder services. 
It said that the financial statements appended to 128 of the 
applications indicated the individual resources of 27 per cent to 
be $5,000 or less, of 53 per cent to be $15,000 or less, and of 13 
per cent to be in excess of $100,000. In 1942, it said, the great 
bulk of the service was performed by three large forwarders 
conducting nation-wide businesses, and that they had accounted 
for 77 per cent of the revenue reported by 107 forwarders. All 
three forwarders, it added, carried cargo insurance far in ex- 
cess of any general requirements that the Commission might 
a — 

It said that few of the small freight forwarders appear 
at the hearing. However, it added, the record did not oe 
that such forwarders failed to pay their claims. It said that 
the single shipper who appeared at the hearing had stated that 
before offering traffic to them, it inquired into the financial 
resources of small forwarders, and avoided using them if there 
was any question as to their financial responsibility. The ship- 
per had urged that insurance covering all three classes of risks 
be required for the protection of the general public and of 
small shippers in particular, and had recommended that limits 
for insurance higher than those proposed by the Commission’s 
Bureau of Motor Carriers be adopted, the report said. 

The report said that forwarders did not, for the most part, 
operate their own vehicles in transfer, collection, and delivery 
services, adding that, of 105 forwarders referred to at the hear- 
ing in the proceeding, less than 20 per cent utilized their own 
vehicles in such services. Of those who operated their own 
vehicles, it said that 94 per cent insured their bodily injury 
liability and property damage liability, and that 73 per cent 
insured their cargo liability. Over 80 per cent of the 105 for- 
warders utilized the service of independent motor carriers for 
transfer, collection, and delivery service, it said. Approximately 
85 per cent of those independent motor carriers insured their 
cargo liability, it said, but that only 29 per cent carried insur- 
ance to cover bodily injury and property damage liabilities. It 
said that the lowest limit carried for all three classes of risks 
was $5,000, and the upper limits ranged up to $50,000 for prop- 
erty damage liability, $500,000 for bodily injury liability, and 
$1,000,000 for cargo liability. It said that 28 freight forwarders 
did not carry insurance to cover their cargo liability. 

The report observed that section 418 of the act contained 
no restriction as to the kind of motor carrier that a freight 
forwarder might employ for the performance of transfer, col- 
lection, and delivery service. It was, therefore, apparent that a 
freight forwarder might utilize for such services carriers not 
subject to the rules and regulations prescribed in Motor Carrier 
Insurance for Protection of the Public, 1 M. C. C. 45. Un- 
doubtedly, the report said, some of the vehicles of local carriers 
were being operated under the direction and control of freight 
forwarders. 

The report observed that the forwarder was liable to ship- 
pers and consignees, but that it had recourse against the line- 
hau! carrier for the loss of or damage to cargo occasioned by 
Its negligence or for which it was responsible, and added that, 
generally speaking, common carriers subject to parts I, II, and 
III of the act were financially responsible or carried sufficient 
Insurance to enable them to reimburse a freight forwarder for 
loss or damage. However, it said, if the freight forwarder 
lacked the financial resources or was otherwise unable to pay 
a ciaim until it collected from the line-haul carrier, hardship 
or injury to the shipper or consignee might ensue from the 
delayed settlement of failure to pay, despite the fact that the 
line-haul carrier might possess adequaté financial means. 

‘It Said that representatives of various insurers had ex- 
Pressed the opinion that if forwarders were to be required to 
insure their cargo liability, such cargo insurance should cover 
all phases of service by forwarders subject to part IV of the 
ect. if said that cargo insurance, to their knowledge, was 
usually written in this manner on a “per conveyance” basis, 
anc that they knew of no instances where insurance policies 
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were appliable solely to particular forms of transportation, and 
believed that such a practice would unnecessarily complicate 
matters without affording any corresponding benefit to for- 
warders or the general public. 

‘All things considered,” said the report, “we shall require 
that freight forwarders carry cargo liability insurance as speci- 
fied in the rules hereafter prescribed.” 

In the notices to forwarders and insurance companies, Sec- 
retary Bartel said that where policies covering loss or damage 
claims to property of others, or bodily injury to or death of any 
person, resulting from the negligent operation of motor vehicles 
in transfer, collection, or delivery service, would not normally 
terminate until after February 1, 1945, such policies might be 
amended for the unexpired t.rm, to conform to the prescribed 
regulations, by the attachment of prescribed endorsements. 

The notice to the insurance companies said that the pre- 
scribed forms need not be printed, but might be mimeographed, 
multilithed, or typewritten, as each company might desire, and 
need not be of any standard size, within certain limits of size 
contained in the notice. 


Seatrain Complaint Case 


On petition of Seatrain Lines in No. 25727, Seatrain Lines, 
Inc., vs. Akron, Canton & Youngstown Railway Co. et al., in 
which the Commission prescribed through routes and joint rates 
applicable over complainant’s and defendants’ lines via Ho- 
boken, N. J., and Belle Chasse, La., the Commission, on recon- 
sideration, with Chairman Patterson dissenting, has amended 
its order entered in connection with the original report to make 
such routes and rates applicable via the ports of New York and 
New Orleans. Prior reports are in 226 I. C. C. 7, and 243 I. C. C. 
199. The Commission said amendment of the order was neces- 
sary and desirable to carry out the broad intent of its findings 
in the original report. ined 

The instant report bore the notation that “Commissioner 
Barnard did not participate in the disposition of this pro- 
ceeding.” x 

The Commission said that Seatrain had filed a petition 
reciting that, “because of certain circumstances which need not 
be stated here,” it would be-unable to interchange traffic with 
the railroads at the terminals in Hoboken formerly used for 
that purpose, and that, in anticipation of the resumption of its 
service when its vessels were returned to it by the government, 
it was seeking interchange facilities elsewhere. ‘ ; 

The circumstances referred to in the report as cited in 
the Seatrain petition were that, according to the petition, the 
government had condemned for war purposes certain lands 
under water belonging to the Erie Railroad, over which there 
had been an easement for a right of way that was used and 
necessary for access to the pier where Seatrain’s vessels had 
formerly berthed. The right of way had been thereby extin- 
guished, said Seatrain and that it was now questionable where 
there was or legally could be any means of access for its vessels 
to the pier (see Traffic World, July 29, p. 261). The petition 
pointed out that it was necessary for it to consider other loca- 
tions in New York harbor, but that this could not be done SO 
long as the Commission’s order in the proceeding read “via 
Hoboken.” ; : 

The-Commission said that, in other proceedings involving 
Seatrain, it had viewed Seatrain as serving the port of New 
York as a whole and not merely Hoboken, and cited its order 
of February 5, 1935, under the Panama Canal act, Investigation 
of Seatrain Lines, Inc., 206 I. C. C. 328. It rejected the con- 
tention of the defendants that the petition sought the establish- 
ment of undetermined rail routes, saying it was not feasible or 
necessary in orders of broad scope prescribing through routes 
and joint rates to set forth junction points and routing with 
greater particularity, and that if difficlties arose on this score, 
they could be dealt with under the Commission’s power in sec- 
tion 15(3) of the interstate commerce act to prescribe the terms 
and conditions under which through routes should be operated. 

As to the contention of the defendants that the Commission 
was without power to require the establishment of through 
routes by rail and water where the transportation would be 
performed in part beyond the territorial waters of the United 
States, the Commission said it was an argument it had discussed 
in the original report as well as in the report on further hear- 
ing. Its conclusions had been adverse to the defendants, it said, 
and that it would adhere to them pending an authoritative 
judicial determination of the legal question involved. It pointed 
out that Pennsylvania R. Co. vs. United States, 55 S. Supp. 473, 
was on appeal from the federal court for the New Jersey dis- 
trict in the Supreme Court of the United States. The Commis- 
sion. said it was unable to see that, as it said the defendants 
contended, that modification of its order would be regarded 


as affecting the status or determination of the appeals. It 
continued: 
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Defendants at several places in their reply indicate a view that the 
purpose of the petition for modification of the order is to put com- 
plainant ‘‘in a more favorable position for bartering with the various 
trunk lines for a terminal on the lines of one of them.’’ This considera- 
tion is one with which we have no concern in this proceeding. The 
nature of complainant’s vessels necessarily requires that the piers 
which it uses have rail connections, and the choice of such .a pier is 
a subject for negotiation between complainant and such railroads as 
may have available facilities. As a practical matter the operation of 
the order herein as sought to be amended would be subject to com- 
plainant’s arrangement for necessary interchange facilities as well as 
the surrender of its vessels by the government. 


Chairman Patterson said that the special facilities neces- 
sary to interchange freight between Seatrain and the defend- 
ants had never been installed at any point at the ports of New 
York and New Orleans except Hoboken and Belle Chasse. He 
said that the majority, “without hearing, require defendants to 
establish and maintain through routes and joint rates with com- 
plainant at points where no facilities exist to make interchange 
with complainant. With this I do not agree.” 


CENTRAL STATES FORWARDER RIGHTS 

By a report, permit and order, effective February 7, 1945, 
the Commission, division 4, has granted a permit in FF-137, 
a States Freight Service, Inc., Freight Forwarder Appli- 
cation. 

Central was granted authority to worward commodities 
generally, in interstate commerce, between all points in Mon- 
tana, North Dakota, South Dakota, Minnesota, Colorado, Illi- 
homa, Iowa, Kansas, Missouri, Nebraska, New Mexico, Okla- 
homa, Texas, and Wyoming, on the one hand, and Connecticut, 
Illinois, Indiana, Kentucky, Maine, Maryland, Massachusetts, 
Michigan, New Hampshire, New York, New Jersey, Ohio, Penn- 
sylvania, Rhode Island, Tennessee, Vermont, Wisconsin, and 
the District of Columbia, on the other hand. 


MOTOR RIGHTS LEASE DISMISSAL 


The application in MC F-2300, United Transportation Co. 
of Rhode Island—Lease—Porter Trucking Co., Inc., for author- 
ity to lease the rights of Porter Trucking Co., Inc., of Taunton, 
Mass., to United Transportation Co. of Rhode Island, of Provi- 
dence, R. I., for three years, at $500 a year, has been dismissed 
by the Commission, division 4, by a report and order in that 
proceeding. 

The division said the lease might not lawfully be approved 
because David Shore, president of United, and its sole stock- 
holder, would acquire control of additional motor-carrier prop- 
erties under the lease, but that he had not joined in the instant 
application or otherwise sought authority under section 5 to 
acquire control of the operations involved. It cited Refiners 
Transport & Term. Corp.—Purchase—Marshall, 39 M. C. C. 
271, and Georgia Stages, Inc.—Purchase—St. Andrews Bay 
Transp., 39 M. C. C. 429. 

The report said that the lease agreement covering the 
transaction was not made subject to the Commission’s approval 
and that it appeared the parties considered it as effective on 
execution. It said that, if the lessee was conducting operations 
under the lease, such operations were unlawful and should be 
discontinued immediately. 

The lease involved Porter right sto transport, over irregu- 
lar routes, cotton piece goods from Dighton and Taunton, Mass., 
to New York, and textile chemicals between Boston, on the 
one hand, and, on the other, Burrillville and Westerly, R. L; 
between Dighton, on the one hand, and, on the other, Hoboken, 
and Nutley, N. J.; and between Providence and Lowell, Mass. 


BUS LINES CONTROL MODIFICATIONS 


Three petitions filed by parties to the proceeding, reciting 
changed conditions and difficulties encountered in complying 
with the decision of the Commission, division 4, in MC F-2435, 
James D. Van Hooser, et al.—Control—Consolidated Bus Lines, 
Inc., and Central Bus Lines, Inc., have led to modification of 
the findings in the prior report, 39 M. C. C. 647, in a report 
and order issued by the division on reconsideration, as follows: 


We find that the findings in our prior report, in No. MC F-2435, 
should be modified so as to approve and authorize acquisition of control 
of Consolidated Bus Lines, Inc., and Central Bus Lines, Inc., by James 
D. Van Hooser, Harold J. Utter, and Don D. Utter, through purchase 
of capital stock, upon terms and conditions set forth in the prior report, 
as herein modified, including modification of condition imposed as to 
exercise of the authority granted, as aforesaid; and that, in all other 
respects, our prior findings in respect of the application in No. MC 
F-2435, should be affirmed. 


The effect of the modification, according to the report, was 
to eliminate the requirement in the prior report that Harold 
J. Utter, Don D. Utter, and James D. Van Hooser, or any of them, 
should acquire a 25-per cent interest held by R. W. Keenon 
in Short Way (partnership), or the 40-per cent interest owned 
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by one Oakley and McKinley Sparks, and the 20-per cent in- 
terested owned by R. W. Keenon in Kentucky-Virginia Stages, 
in the event that Harold J. Utter, Don D. Utter, and James 
D. Van Hooser, or any of them, obtained in the aggregate 
a 75-per cent interest in Short Way and obtained control over 
more than 50 per cent of the voting stock of Kentucky-Virginia 
Stages. 





NICHOLSON RIGHTS REVISION 


The Commission, division 4, by a report and amended cer. 
tificate and order, effective February 27, 1945, and superseding 
the certificate and order issued May 15, 1943, in W-357, Nichol- 
son Universal Steamship Co. Applications, has, on reconsidera- 
tion, reversed the finding in the prior report, 250 I. C. C. 723, 
that applicant was not entitled to authority to continue service 
on Lake Ontario and the St. Lawrence River as far east as 
Ogdensburg, N. Y. 

The report said that, while the applicant had sought av- 
thority to serve points on all of the Great Lakes, no service had 
been shown to have been performed on Lake Ontario or the 
St. Lawrence River prior to January 1, 1940. However, it said, 
since that date service had been performed as far east as 
Ogdensburg, N. Y., on the river, and that other points in Lake 
Ontario had also been served. 

Commissioner Miller dissented. He said that the applicant 
had not only failed to sustain the burden of proving transporta- 
tion on the statutory date and continuously since, but that the 
record clearly showed that on and since the critical date it had 
performed nothing but exempt transportation. 


SEELY TRANSPORTATION RIGHTS PURCHASE 

Purchase by Sherburne Transportation Co., of Plaquemine, 
La., a water carrier, of the motor-carrier operating rights of 
Thomas S. Seely, doing business as Seely Transportation Line, 
of New Orleans, La., and acquisition of control of those rights 
by Charles H. Margaret, and Mrs. Leona H. Kurzweg through 
the purchase, have been approved and authorized by the Com- 
mission, division 4, in a report and order in MC F-2026, Charles 
H. Kurzweg, et al.—Control; Sherburne Transportation Co., 
Inc.—Purchase—Thomas S. Seely. 

The Seely rights cover common carriage of general com- 
modities, with exceptions, over regular routes, between New 
Iberia, La., on the one hand, and, on the other, Jennings, 
Welsh, Midland, Eunice, Opelousas, and Rayne, La., serving all 
intermediate points, but restricted to the handling of freight 
on which there is a prior or subsequent movement by water in 
joint water-motor service. The report said Seely was author- 
ized in November, 1943, to suspend operations because of con- 
ditions beyond his control for a period expiring not later than 
December 31. 

It said that if the transaction was consummated, Sherburne 
proposed to inaugurate truck operations over the Seely routes, 
coordinated with its water-carrier operations and afford a more 
complete service to shippers and receivers of freight in the 
considered territory. 


CENTRAL MOTOR LINES LEASE 

By a report and order in MC F-2522, Max Efron—Control; 
Cotton States Motor Lines, Inc.—Lease—Central Motor Lines, 
Inc., the Commission, division 4, has approved and authorized 
lease by Cotton States Motor Lines, Inc., of Aiken, S. C., of 
certain operating rights of Central Motor Lines, Inc., of Kan- 
napolis, N. C., and acquisition of control of those rights by 
Max Efron, president and director of Cotton States. 

The transaction involves lease for three years, at $100 a 
month, of common carrier rights to transport general commod- 
ities over irregular routes between Lexington, N. C., and points 
in North Carolina within 135 miles thereof, on the one hand, 
and, on the other, Augusta, Brunswick, and Griffin, Ga. 


OHIO RIVER BUS CONTROL 

The Commission, division 4, by a report and order in MC 
F-2567, Alice V. Samworth (First Huntington National Bank, 
et al., Executors)—Control: Ohio Valley Bus Co.—Control— 
Ohio River Bus Co., has approved and authorized acquisition 
by Ohio Valley Bus Co., of Huntington, W. Va., of control of 
Ohio River Bus Co., also of Huntington, through purchase of 
its outstanding capital stock for $35,000. 

At the same time the division dismissed the supplemental 
application of Alice V. Samworth (First Huntington National 
Bank, et al., executors), saying that the estate owned 38.4 per 
cent of Valley’s outstanding common, and 33.5 per cent of its 
preferred stock. The report said it could not be found on the 
record that the estate controlled or had the power to control 
Valley. 

Tt said that River Bus had temporary authority until De- 
cember 31 to operate as a motor-vehicle common carricr of 
passengers between Gallipolis, O., and the West Virginia Ord- 
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nance Works south of Lakin, W. Va., serving all intermediate 
points, restricted to traffic originating at or destined to desig- 
nated points, and that it also held a West Virginia certificate 
authorizing intrastate operations between Huntington and New 
Haven. 


RISS & CO. ST. LOUIS SERVICE 


Riss & Co., Inc., has been denied the right to serve St. 
Louis, Mo., as an intermediate point on its Chicago, Ill.- 
Denison, Tex., route, by a report and order of the Commission, 
division 5, in MC 200, Riss & Co., Inc., Common Carrier Ap- 
plication, in which, on reconsideration, the findings in the prior 
report on further hearing, decided June 12, 1944, were reversed 
as to the right of the applicant under its “grandfather” certifi- 
cate so to serve St. Louis. 

The report said that, prior to some time late in 1937, it 
appeared that Riss & Co., although it claimed to have solicited 
shipments from St. Louis to the southwest over the involved 
route since 1934, had caused the traffic moving from St. Louis 
to be transported from that point to Kansas City by other 
motor common carriers where it was interchanged with the 
applicant. 

“Considerable emphasis is placed on the fact that St. Louis 
is an ‘intermediate point’ on the considered route,” said the 
report. “While in authorizing service to intermediate points on 
regular routes we have not required the same degree of proof 
as with respect to termini, the degree of proof, including the 
frequency of service, should be commensurate with the size and 
commercial importance of the point involved. Here, we have 
an intermediate noint with a population of over 800,000 and 
which is a large industrial center. Obviously ‘grandfather’ 
authority to serve such a point can be granted only upon a 
showing of a substantial service having been rendered on and 
continuously since the statutory date... .” 

Other prior report 21 M. C. C. 521. 


TAYLOR TRUCKING PURCHASE 


The Commission, division 4, by a report and order in MC 
F-2222, R. E. Guerin Trucking Co., Inc.—Purchase—H. A. Tay- 
lor, has approved and authorized, subject to condition, purchase 
by R. E. Guerin Trucking Co., Inc., of Worcester, Mass., of 
certain operating rights and property of H. A. Taylor, doing 
oe as H. A. Taylor Trucking, of Millbury, Mass., for 

The Taylor rights involved cover the transportation of fuel 
oil, in tank trucks, from Tiverton, R. I., to Millbury and East 
Douglas, Mass., over a regular route, serving the intermediate 
points of Providence and East Providence, R. I., for pick-up 
only, in common carrier service. Two tractors, two semi- 


trailers, and parts and accessories for that equipment were 
included in the transaction. 


Fourth Section Switching Case 


In a case involving application of the provisions of section 
4 of the interstate commerce act to the Duluth, Minn., switch- 
ing district, the Commission, by Commissioner Alldredge, in a 
report and order in No. 29101, Zenith Dredge Co. vs. Northern 
Pacific Railway Co., has found applicable, but unreasonable, 
the rate charged on two carloads of steel plates shipped from 
Superior, Wis., to Duluth, prescribed a reasonable rate for the 
future, and ordered the defendant to pay reparation of $162.87, 
with interest. The defendant was ordered to pay the reparation, 
and to establish the rate found reasonable by not less than 30 
days’ notice, on or before March 14, 1945. 

The commissioner found applicable a rate of 12 cents based 
on the line-haul column 32.5, for 4.2 miles, the station-to-station 
distance from Superior to Duluth. He said it was complainant’s 
position that the applicable rate was a switching charge at 1.75 
cents published in item 460 of Northern Pacific’s local and joint 
switching tariff I. C. C. No. 9480, applicable on freight in inter- 
terminal switching movements between industries and connect- 
ing lines at Superior and the Northern Pacific docks No. 6 and 
No. 1 at Duluth. He said that the tariff item as to points in 
Duluth was specific in its application. He said the Zenith com- 
pany was not mentioned in the item and that the tariff did not 
contain an intermediate rule providing for the use of the 1.75- 
— aes at points intermediate to defendant’s docks in 

uluth. ‘ 

_ .The defendant, the report said, claimed that for all prac- 
tical purposes the 1.75-cent switching charge was a proportional 
rate applicable only on traffic moving from and to Duluth over 
the Great Lakes, and that no other traffic could move or had 
moved under it as the rate applied to and from the water lines 
at the docks indicated in the tariff iltem. 

“It is observed that where the application of the rate named 
efendant’s tariff applies only on lake traffic received from 
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or delivered to lake lines in Duluth the tariff so indicates,” said 
the report. “The charge involved as published in defendant’s 
switching tariff must be construed as having application locally 
on this traffic between locations or points in Duluth, i.e., docks 
Nos. 1 and 6, and the points in Superior described in the tariff 
item.” 

The report said that, as complainant’s industry was located 
on the bay front intermediate to defendant’s dock No. 6, it was 
claimed that the rate charged was in violation of section 4 of 
the act. Actual movement, it said, was beyond the Rice’s Point 
yard through the Fifth Avenue yard, thence over defendant’s 
line in a reverse direction, because of extreme traffic congestion 
at what was termed the Garfield Avenue bottleneck, and that it 
was said to be not feasible to use the shorter route direct from 
Rice’s Point yard to complainant’s plant. 

The application of rates published in tariffs was not deter- 
mined by railroad operating difficulties or by practices em- 
ployed to meet those difficulties, said the report. It said that if 
the shipments had been sent over the shorter route the appli- 
cable rate would have resulted in charges in violation of section 
4. It said that, under the principle laid down in State Docks 
Commission vs. Louisville & N. R. Co., 176 I. C. C. 473, in which 
the Commission said that the fourth section provision that the 
shorter distance must be included within the longer distance 
must be strictly construed where points of delivery were in the 
same switching district, complainant’s plant was not interme- 
diate to dock No. 6 over the route of movement. However, it 
continued, it was evident from a map of the Duluth-Superior 
switching area that over the route actually traveled the plant 
was intermediate to defendant’s dock No. 1, to which, it said, 
the 1.75-cent switching charge also applied. 

“It is apparent, therefore, that the rates as published in 
deefndant’s tariff were at variance with the long-and-short-haul 
provision of section 4,” said the report, “whether considered as 
applying over the route over which complainant’s shipments 
moved or over the more direct route to complainant’s plant, 
which was not used because of the congestion above mentioned. 
The tariff contained no routing restrictions. The rate assailed, 
therefore, was and is presumptively unreasonable.” 


Lee Brothers Motor Rights 


On further hearing in MC 44761, Lee Brothers, Inc., Con- 
tract Carrier Application, embracing MC 52522, Harold J. Lee 
and Francis P. Lee, doing business as Lee Brothers, Common 
Carrier Application, the Commission, division 5, has modified 
the findings in the prior report, 42 M. C. C. 859. It found the 
applicant, as successor in interest, in MC 44761, entitled to 
continue operations as a common carrier of general commod- 
ities, with exceptions, and of specified commodities, between, 
from and to certain points or territories in Dlinois, Indiana; 
Michigan, New York, Ohio, and Pennsylvania, over irregular 
routes. The prior findings in MC 52522, an application for 
authority similar to that asked in MC 44761, denying the appli- 
cation, were affirmed. 


The report said the proceedings were reopened for further 
hearing solely to determine whether applicant was entitled to 
authority to continue, as a common carrier by motor vehicle, 
of general commodities, with exceptions, the following opera- 
tions: 


(1) From and to points in the Chicago commercial zone, and points 
in Illinois within 10 miles of Chicago, as a base area; (2) from the 
destination points and territory granted in Indiana in the prior pro- 
ceeding to the base area described in (1); (3) between Olean, Hornell, 
Ithaca, Norwich, and Oneonta, N. Y., and the base area described in 
(1); (4) between Midland, Mich., and the base area described in (1); 
and (5) irregular route cross-haul operations between points within 
the various described areas in the states granted. 


The report said that, except as to the extent questioned by 
Motor Carriers Central Freight Association, protestant, the 
recommendations of the examiner in his proposed report on 
further hearing were adequately supported by the evidence, 
and that to this extent his findings would be adopted. The 
findings of the examiner were set forth as follows: 


(1) Authority granted to continue such operations between points 
within the Chicago commercial zone, as defined in Chicago, Ill., Com- 
mercial Zone, supra, and points in Illinois within 10 miles of Chicago, 
not included within the commercial zone, herein referred to as the 
base territory, on the one hand, and, on the other, points and areas 
as set forth in paragraphs (c) and (d) of the above-described findings 
in the prior report. 

(2) Authority was denied to continue these operations in the reverse 
direction or from the destination points and territory in Indiana as 
authorized in paragraph (d) of our findings in the prior report, to 
the base territory described in (1) above. 

(3) Authority was denied to continue these operations between 
Olean, Hornell, Ithaca, Norwich, and Oneonta, N. Y., on the one hand, 
and, on the other, poirts in the base territory described in (1) above. 

























































































































































































1558 





(4) Authority was granted to continue such operations between Mid- 
land and the base territory described in (1) above. 

(5) Cross-haul operations: 

In addition to affirming the cross-haul operations granted in the 
prior report authorizing the transportation of (a) fruit juices, jams, 
jellies, and preserves from Westfield and Silver Creek, N. Y., and 
North East, Pa., to Lawton and Mattawan, authority was granted to 
transport these commodities from Westfield and Silver Creek to 
Detroit, Mich., (b) butter from Bay City, Mich., to Troy and Bing- 
hamton, N. Y., in addition to Syracuse, Rochester, Utica, Amsterdam, 
Schenectady, and Albany, (c) general commodities, with the usual 
exceptions, from points in Michigan within five miles of, and including, 
Detroit, to South Bend, Ind., and points in Indiana within 25 miles 
thereof, and (d) similar commodities from points in New York on and 
west of New York Highway 57 from Oswego to junction with U. S. 
Highway 20, thence on and north of U. S. Highway 20 to Geneva, 
thence on and east of U. S. Highway 14 to its junction with U. S. 
Highway 96, thence on, east, and north of U. S. Highway 96 to Roches- 
ter, to Cleveland and Cincinnati, Ohio; and from points in Ohio within 
five miles of, and including, Akron, to points in Indiana on and north 
of U. S. Highway 24 from the Illinois-Indiana State line to Fort Wayne, 
and thence on and west of Indiana Highway 3 from Fort Wayne to the 
Indiana-Michigan state line. 


, In discussing operations between Midland, Mich., and points 
in the base territory, the report said that, although the ma- 
jority of the commodities transported between the base terri- 
tory and Midland either originated or were destined to Chicago, 
the operations had been conducted with a fair degree of regu- 
larity. It said that, considering the fact that Midland was only 
about 13 miles from the Michigan area heretofore authorized 
to be served, that the evidence did not indicate that the service 
to and such points was restricted to the commodities actually 
transported by the applicant or the points served prior to June 
1, 1935, and the further fact that other operations between the 
base territory and the Michigan area had been found to be 
those of a common carrier of general commodities, with certain 
exceptions, “we conclude that it is entitled to continue the 
Same operations between points in the base territory on the 
one hand, and Midland on the other, over irregular routes.” 
__ As to transportation from points in Michigan within five 
miles of and including Detroit, to points in Indiana within 25 
miles of and including South Bend, the report said the Commis- 
sion was of the opinion that the applicant had established 
“grandfather” rights to continue the transportation of soda ash, 
caustic soda, and other cleaning compounds from Detroit and 
Wyandotte to South Bend, Elkhart, and La Porte, over irreg- 
ular routes. It said that there was no convincing evidence that 
applicant had served other points in the Michigan and Indiana 
areas. 
Operations from Midland, and from the territory within 
five miles of and including Detroit, were set forth in appendices 
to the report. 


COMMISSION MOTOR REPORT 


_. [0 105013, Mel Taliman, Council Bluffs, la., common car- 
Tier. Certificate granted. Livestock, feed, building materials, 
and coal, between Council Bluffs, Ia., and Ia. points within 15 


miles thereof, on the one hand, and Omaha, Neb., on the other, 
over irregular routes. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may de ob- 
tained by prompt application te the Commission. ) 


Superphosphate 


Fourth Section Application No. 20944, Superphosphate, 
East St. Louis, Ill., to St. Paul, Minn. Authority denied, by 
Fourth Section Order No. 15219, to carriers parties to Agent 
L. E. Kipp’s tariff I. C. C. No. A-3513, to establish and main- 
tain a rate of 17.5 cents, minimum 100,000 pounds, on pile-run 
superphosphate, other than ammoniated, from East St. Louis, 
Iil., to St. Paul, Minn., without observing the long-and-short- 
haul provision of section 4. The report said the prayer for re- 
lief was based on water competition. The report said the prayer 
for relief to maintain over the all-rail routes a rate exactly the 
same as the corresponding barge rate rested primarily on a 
statement by witness for applicants that a shipper had advised 
the applicants that the higher minimum and longer time in 
transit by barge were not important to it, and that this traffic 
would not move by either rail or barge at a rate in excess of 
17.5 cents. It said that the protesting barge line took the posi- 
tion that, considering the superior service afforded by the all- 
rail routes as contrasted with the service by barge, the rail 
rate should be somewhat higher than the barge rate, although 
it conceded that on this traffic the differential might be some- 
what less than 20 per cent. It said that a protestant producer 


TRAFFIC WORLD 


objected to the proposed reduction in the rail rate on pile-run 
superphosphate unless a corresponding reduction be made in 
the rail rates on other articles included in the fertilizer. In 
view of the conclusions, the report said, it was unnecessary to 
discuss evidence introduced by the protestant, except to point 
out that the objection to the removal of one article from the 
fertilizer list applied also to the present barge rate on super- 
phosphate, adding that this rate was not in issue. On the rec- 
ord, it said, the relief prayed had not been justified. 


Advertising Displays 


No. 28911, Coleman Lamp & Stove Co., vs. Atchison, To- 
peka & Santa Fe Railway Co. By division 2. Dismissed. Rate 
of $6.93, one and one-half times first class, found applicable on 
various less-than-carloads of advertising store and window dis- 
plays, shipped in 1938 and 1939, from Wichita, Kan., to Los 
Angeles, Calif. The report said the complainant stated that the 
shipments were store or window displays, paper, paperboard, 
with or without wooden reinforcements, other than flat or 
folded flat, in boxes or crates. It said that the commodity rate 
sought, of $2.65, applied on paper or paper articles . . . store 
or window displays, paper, paperboard, or pulpboard, other 
than flat or folded flat, in boxes . . . in crates, L. C. L. It said 
that the latter rate did not apply on store or window displays, 
paper or paperboard, with wooden reinforcement, other than 
flat, and that the record did not show which, if any, of the 
displays were not reinforced with wood. 


Iron and Steel Articles 


No. 29029, Safety Guard & Manufacturing Co. vs. Atchison, 
Topeka & Santa Fe Railway Co., et al. By the Commission, 
division 2. Reparation of $444, with interest, awarded. Rate 
charged on a shipment of iron and steel articles, parts for coke- 
wharf gates, from Pittsburgh, Pa., to Fontana, Calif., found 
inapplicable. Applicable rate of $1.35, minimum 40,000 pounds, 
named in the iron and steel list of the defendants’ commodity 
rate tariff found not shown to have been or to be unreasonable 
or otherwise unlawful. The division said that evidence tending 
to show that a rate as high as $3.28 would.be unreasonable was 
substantial. It said that a rate of $1.35, minimum 40,000 pounds, 
was maintained also on derricks, oil, water or gas, knocked 
down, in straight carloads or mixed with steel forms, structural 
plates, weights, and other iron and steel articles. According to 
the report, commodity rates ranging from $1.11 to $1.96 applied 
between Pittsburgh and Fontana on various commodities, in- 
cluding wallboard, canned goods, alcohol, acetic acid and other 
chemicals, anti-freezing compounds, insulating materials, benzol, 
dry milk food n. o. s., brass valves, bronze or copper valves, 
carpet lining n. o. i. b. n., cellulose products, refrigerators, 
folded furniture, vacuum coffee makers, bottles, carboys, jars 
n. 0. s., and hand lawn mowers or parts. It said that corre- 
sponding class rates ranged from $3.23 to $9.43. 


Railroad Abandonments 
D. V. and S. 


The Delta Valley & Southern Railway Co., in Finance No. 
14781, has asked the Commission to abandon that portion of 
its line between Denwood and Deckerville, in Mississippi and 
Poinsett counties, Ark., a distance of 5.4 miles. Because of un- 
dermaintenance, this portion of its line became unsafe for 
operation 1938, the applicant said, and that it was forced to 
discontinue service over it. It had not had funds with which 
to repair the line, and the cost of rehabilitation would greatly 
exceed any possible revenue from traffic that would originate 
or terminate on the line, the applicant said. 


N. C. & St. L. 


The Commission, division 4, by a report and order in 
Finance No. 14469, Nashville, Chattanooga & St. Louis Railway 
Abandonment, has denied the application of the N. C. & St. L. 
for permission to abandon that portion of its line of railroad 
extending from Union City, Obion county, Tenn., to the end 
of the line at Hickman, Fulton county, Ky., approximately 16.57 
miles. It observed that it was questionable that the volume of 
freight at Hickman would justify the service of two railroads 
indefinitely, and that shippers at that point should bear that 
fact in mind in arranging for the movement of their traffic. 
The report said it was true that one of the principal shippers 
had ceased business, but that it did not appear that sufficient 
time had elapsed to permit of readjustment and exploration of 
the possibility of obtaining qther traffic to replace that which 
had been lost. Furthermore, it said, the trucking situation 
was such as to raise grave doubts as to the ability of the high- 
way vehicles to afford the service necessary for the handling 
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of the available traffic. The report said the Illinois Central 
also served Hickman, and that the applicant was willing to 
sell the tracks and other operating property at that point to 
the I. C. at the net salvage value, but that it was not known 
whether the latter would buy, as no steps in that direction had 
been taken. 

Yonkers Branch, N. Y. C. 


The Supreme Court of the United States has denied a 
petition of the appellants for rehearing in No. 479, Public 
Service Commission of New York City, City of Yonkers, et al., 
Appellants, vs. United States of America, New York Central 
Railroad Co. and Interstate Commerce Commission, in which 
the Supreme Court, in a per curiam decision handed down 
November 13, upheld the lower court’s action sustaining the 
Commission’s findings in the Yonkers Branch Abandonment 
Case No. 2 (see Traffic World, Nov. 18, p. 1304). 


Lawndale Railway 


Lawndale Railway & Industrial Co.,. by an application in 
Finance No. 14788, has asked the Commission for authority to 
abandon its entire line of railroad between Lawndale and 
Shelby, in Cleveland county, N. C., 11.05 miles. The applicant 
said that, because of undermaintenance, the line had become 
unsafe for operation. It was a narrow gauge line, it said, and 
that the cost of rehabilitation would greatly exceed any possible 
revenue from traffic that would originate or terminate on it. 
It added that it could operate motor trucks and give daily 
service with only 40 per cent of the manpower required to 
operate the railroad three days a week. 


M-K-T of Texas 


By an order in Finance No. 14219, Missouri-Kansas-Texas 
Railroad Co. of Texas Abandonment, the Commission, division 
4, has dismissed the proceeding without prejudice. The M-K-T 
had ‘asked for authority to abandon a line of railroad between 
Greenville and Mineola, Tex., 52.41 main and other track miles 
located in Hunt, Rains, and Wood counties. The protestants re- 
quested a further hearing after service of a proposed report in 
which Examiner Lucian Jordan recommended that M-K-T be 
authorized to abandon the line. Correspondence in the docket 
showed that the M-K-T asked, in November, that the case be 
permitted to stand for another four or five months or until the 
war situation in Europe cleared up. Assistant Director Boles, 
of the Commission’s Bureau of Finance, said that it was not the 
practice of the Commission to carry such cases in suspense in- 
definitely. He said that, in view of the fact that it would be 
necessary to supplement the existing record if the case again 
became active, it was believed that no adverse effect would 
follow if the application was dismissed without prejudice. To 
this, the M-K-T agreed. 


Oklahoma City Junction 


Report and certificate by division 4 of the Commission in 
Finance No. 14743, Oklahoma City Junction Railway Co. Aban- 
donment of Operation, permits abandonment by the Oklahoma 
City Junction Railway Co. of operation of railroad loading and 
unloading facilities at the Oklahoma National Stock Yards, 
Oklahoma City, Okla. Approved. 


K. C. S&S. 


In Finance No. 14549, Kansas City Southern Railway Co. 
Abandonment, embracing Finance No. 14668, Kansas City 
Southern Railway Co. Trackage Rights, the Commission, divi- 
slon 4, by a report, certificate and order, has permitted the 
Kansas City Southern to abandon a portion of a branch line of 
railroad extending from a connection with its main line at 
Spiro, Le Flore county, Okla., to a connection with a line of 
the St. Louis-San Francisco, at South Fort Smith, Sebastian 
county, Ark., approximately 15.11 miles. At the same time, in 
Finance No. 14668, authorized the Kansas City Southern to 
acquire trackage rights and to operate over the line of the St. 
Louis-San Francisco extending from Poteau, Okla., to the point 
of connection with the applicant’s line at South Fort Smith, 
approximately 28.74 miles. Conditions for the protection of em- 
Ployes adversely affected by the abandonment were prescribed 
for a period of four years from the effective date of the order, 
December 22. 

The report said that more than $300,000 had been spent on 
the branch to be abandoned for bank stabilization and reloca- 
tion of portions of the track, in the period from 1908 to 1937, 
because of encroachments by the Arkansas River. It said that 
the branch traffic, other than overhead, did not warrant the 
large expenditures required for the relocation and continued 
Operation of the branch. 

The conditions for the protection of employes were sub- 
Stantially the same as those imposed by the Commission in 
Finance No. 14426, Chicago, Burlington & Quincy Railroad Co. 
Abandonment (see Traffic World, Nov. 11, p. 1222). 








L. & N.-I. C. Construction 


By a report and certificate in Finance No. 14536, Louis- 
ville & Nashville Railroad Co. Construction, the Commission, 
division 4, has modified the condition under which it previously 
granted the L. & N’s application for construction of a line in 
Muhlenberg county, Ky., to serve two mines owned, respec- 
tively, by the Kirk Coal Mining Co. and the W. A. Wickliffe 
Coal Co. (see Traffic World, December 9, p. 1494). 

The division issued the modified certificate on the condi- 
tion that the L. & N. permit the Illinois Central railroad to 
participate in joint service over that portion of its line to be 
constructed between the Kirk and Wickliffe mines “upon such 
terms and conditions as may be found just and reasonable in a 


. proceeding for authority to conduct joint operation,” in the 


event that the division, in Finance No. 14571, Illinois Central 
Railroad Co., Construction, involving construction of a line to 
serve those mines, should find that the public convenience and 
necessity required such action, and on condition that the L. & 
N. begin such construction on or before December 30, and com- 
plete it on or before June 30, 1945. 

The division said the L. & N.’s petition for modification of 
the condition had been based generally on the grounds that 
since the L. & N. and I. C. approached the mines from different 
directions the only possible economy or efficiency, should the 
division permit both railroads to serve the mines, would be in 
joint operation between the two mines, a distance of about a 
mile. It said the petition also asserted that L. & N. had no in- 
terest in the possible construction and operation of a line be- 
yond the terminus of its proposed line at the Kirk company 
mine, as it would merely parallel one already owned and oper- 
ated by that railroad. It said the I. C. had advised that it had 
no objection to the proposed modification of the condition. 

In Finance No. 14571, Chicago, St. Louis & New Orleans 
Railroad Co. and lllinois Central Railroad Co. Construction and 
Operation, Commissioners Mahaffie, Porter, and Miller heard 
argument December 14. Attorneys appearing were Elmer A. 
Smith, for the Illinois Central, and W. L. Grubb for the Louis- 
ville & Nashville, intervenor. 

Mr. Smith contended that the question of the need for joint 
operation of the I. C. and L. & N. to serve mines operated by 
the Kirk Coal Mining Co. ahd the W. A. Wickliffe Coal Co. in 
Muhlenberg county, Ky., was a matter for the mine owners 
to decide. He said the L. & N., however, would base the 
answer on a mere measure of distance involved, but that the 
I. C. took a broader view and would consider such factors as 
cost to the operators, needs of the shippers, and the amount 
of coal to be recovered. 

He said there had been an increased demand for west 
Kentucky coal and that the yearly tonnage of the mines in- 
volved, ranging from 850,000 to 1,400,000 tons, would be amply 
sufficient to justify operation of a branch line by the I. C. There 
were many joint operations of railroads at mines in the Ken- 
tucky and Illinois fields, he said—eight in all in West Ken- 
tucky. Under joint operation, he said, in answer to a question, 
the railroads would have joint rates and each would get a 
proper division of the proceeds. 

The Illinois Central, Mr. Smith said, was willing to work 
out a plan to save both railroads the expense of building sep- 
arate lines over the one mile distance between the Kirk and 
Wickliffe mines and was willing to have joint operation if the 
Commission should permit the L. & N. to build a line to the 
mines. He asserted that the I. C.’s total coal tonnage did 
not “anywhere near” match that of the L. & N., although the 
I. C. was the largest hauler of coal in the southern Illinois 
field. 

He said the I. C. believed each railroad should have an 

opportunity to share in a total traffic of 1,400,000 tons of coal 
a year and that the extension of both railroads would tend to 
preserve the earning capacity of the two mines. He said he 
was opposed to the theory that one railroad had a vested right 
to serve a particular operator. He asserted that the Wickliffe 
company would not build the modern plant required for oper- 
ation of its mine, involving an investment of $300,000, unless 
it could get joint railroad service, and that Wickliffe desired 
access to the car supply of both companies. 
Mr. Smith said he supported the contention of the ex- 
aminer in the proceeding that the “anticipated betterments” 
of joint operation would outweigh any advantages existing be- 
cause of the location of one of the railroads. 

Presenting the L. & N.’s position, Mr. Grubb declared the 
I. C. sought to capture the business built up by the L. & N. 
over a period of 30 to 40 years. The L. & N. alone, he said, 
had served the Kirk Company for 30 years as originating car- 
rier—the I. C. “not one day.” For 40 years the L. & N. served 


the Wickliffe company as originating carrier, he said, adding 
that no other need for railroad service, other than that fur- 
nished by L. & N., was shown on the record in this proceeding. 

“The Illinois Central did not move to serve either coal 
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company until after the L. & N. moved to meet their needs,” 
said Mr. Grubb. 


In seeking to have the L. & N. “cooperate,” Mr. Grubb 
said, the I. C. used the word “cooperate” in “much the same 
sense as the Nazis used it.” In concluding he added, “The 
way of the aggressor is hard.” 


PETITIONS FOR REHEARING, ETC. 

No. 28976, Louisville Livestock Exchange vs. A. G. S. et al. Com- 
plainant asks reargument and reconsideration by entire Commission of 
certain findings of division 3, of report of October 31. 

No. 29034, Pennsylvania Drilling Co. vs. B. & M. et al. Complainant 


asks for reopening and reconsideration of report and order of Com- 
mission of November 11. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 14245, Willamina & 
Grand Ronde Railway Co. Notes, granting authority to issue non- 
interest-bearing promissory notes for not exceeding $182,124.74 to be 
delivered to the Miami Corporation for the purpose of paying a like 
amount of notes which will mature on December 31, 1944. Approved. 

Report and order in F. D. No. 14751, Baltimore & Ohio Railroad Co. 
Purchase, Authorizing purchase by the Baltimore & Ohio Railroad Co. 
of the railroad properties of the Toledo & Cincinnati Railroad Co., 
the Hamilton Belt Railway Co. and the Lima Belt Railway Co. Approved. 

Report and order in F. D. No. 14762, Central of Georgia Railway 
Co. Trustee Notes, granting authority to issue not exceeding $1,450,488.30 
of promissory notes in evidence of the unpaid portion of the purchase 
price of certain equipment to be acquired under a conditional-sale or 
lease agreement, the notes to be sold at $1,466,695.06. Approved. 


MOTOR FINANCE CASES 


MC F 2687, George Vigeant—Control; Old Colony Transportation Co., 
Inc.—Purchase—George Vigeant and James Taylor. Application for au- 
thority under section 210a(b) of Old Colony Transportation Co., Inc., 
of New Bedford, Mass., for temporary operation of a portion of the 
motor-carrier rights and properties of George Vigeant, doing business 
as G. Vigeant Trucking, also of New Bedford, and of the motor-carrier 
rights and properties of James Taylor, doing business as Old Colony 
Transportation Co., of Fall River, Mass., granted with conditions. 

MC F-2705, Keystone Freight Lines—Purchase—L. D. Tindall et al. 
Application for authority under section 210a(b) of Keystone Freight 
Lines, of Tulsa, Okla., for temporary operation of a portion of the 
motor-carrier rights and properties of L. D. Tindall, Earl Powers, and 
W. H. Mayo, doing business as O. C. & E. Motor Freight Lines, of 
Okemah, Okla., granted with conditions. 

MC-F-2680, L. F. Miller and F. D. Miller—Purchase—Dalby Motor 
Freight Lines, Inc. Extension granted to December 21, 1944, of time 
for compliance with conditions of order of November 11, 1944, granting 
temporary authority under section 210a(b). 

MC F-2702, Capital Transit Co.—Issuance of Securities, embracing 
MC F-2704, Capital Transit Co.—Issuance of Securities. 1. Authority 
granted Capital Transit Co. of Washington, D. C., in MC F-2702, to 
issue not exceeding $12,500,000 of first and refunding mortgage bonds, 
series A, to be sold at competitive bidding, and the proceeds applied 
to the redemption of outstanding bonds, payment on balance of pur- 
chase price of street cars, and other corporate purposes, subject to 
condition. 2. Application in MC F-2704 for authority to execute a loan 
agreement to borrow $2,500,000 dismissed. 


FINANCE APPLICATIONS 


Finance No. 14778, Rahway Valley Line asks authority to extend a 
bond and mortgage for $14,000, and to refund bond and mortgage for 
$8,026.82, the latter reduced from $35,000 as originally authorized. The 
applicant said the two mortgage bonds matured, by extension, on 
December 1, and asked authority to extend the maturity of the $14,000 
bond to December 1, 1952, on the same terms and conditions as set 
forth in the originals, except that it would agree to apply on each 
December 1, beginning December 1, 1947, to the payment of the prin- 
cipal, the excess of the rent received by it under its lease to the Rahway 
Valley Co., lessee, above the amount of interest payable on the bond 
plus the amount of interest and principal payable on the other bond. 
It said proposed to refund the $8,026.82 bonds on the same terms and 
conditions as set forth in the original bond and mortgage, so that the 
entire principal of the bond would be paid off or mature on December 
1, 1947. The applicant said it proposed to pay the bond at its maturity 
and refund it through issuance of a bond and mortgage. 

Finance No. 14779, Rahway Valley Co., lessee, asks authority to 
acquire control of Rahway Valley Line by extension of lease expiring 
December 1, which it said it proposed to extend to December 1, 1952, 
under the same terms as provided in the existing lease. The rent, it 
said, was $3,840 a year, plus an agreement to pay certain expenses of 
the lessor. 

Finance No. 7890, Supplemental, Detroit & Mackinac Railway Co., 
lessor, and Erie & Michigan Railway & Navigation Co., lessee, ask 
extension of lease under which E. & M. R. & N. operates over the main 
line of the D. & M. between Alabaster Junction and East Tawas, a 
distance of 4.09 miles, and over a branch of the D. & M. extending from 
Alabaster Junction to Alabaster, a distance of 4.27 miles, all in Iosco 
county, Mich., until February 1, 1951. The application said no changes, 
modifications or amendments to the existing contract, other than the 
extension, were proposed. 

Finance No. 14786, Delaware, Lackawanna & Western Railroad Co., 
and Morris & Essex Railroad Co. ask authority to merge the M. & E. 
into the D. L. & W. The properties of the M. & E. according to 
the application are operated under lease by the D. L. & W., requiring 
the latter to pay as rental to all holders of stock of the M. & E. 7% 
per cent a year on the par value of the stock. The merger, it said, 
would eliminate for the future problem as to federal taxes on income 
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of the leased line companies by reason of rental payments on this and 
other leased lines, with respect to which negotiations for merger had 
taken place and applications filed with the Commission. 

Finance No. 14787, Delaware, Lackawanna & Western Railroad Co. 
asks authority to issue certificates of deposit in respect of not to exceed 
298,699 shares of capital stock of the M. & E.; not to exceed $14,934,950 
principal amount of its M. & E. division collateral trust bonds; and 
not to exceed $4,899,950 principal amount of its M. & E. division 4 per 
cent mortgage bonds; to pledge as security for the M. & E. division 
collateral trust bonds not to exceed $4,899,950 of M. & E. division 4 
per cent mortgage bonds, not to exceed $4,899,950 first refunding goid 
mortgage bonds of M. & E. railroad, not to exceed $4,904,950 construc- 
tion mortgage gold bonds, series A, of the M. & E., and $10,000,000 of 
construction mortgage gold bonds, series C, of the M. & E.; and to 
assume obligation and liability in respect of $35,000,000 of said first 
refunding gold mortgage bonds, $10,000,000 of said construction mort- 
gage gold bonds, series A, $15,000,000 of said construction mortgage 
gold bonds, series B, and $10,000,000 of said construction mortgage gold 
bonds, series C, pursuant to merger proposal in Finance No. 14786. 

MC F-2713, Citizens Truck Co., Inc., of Los Angeles, Calif., asks 


authority to purchase certain operating rights of Barr Freight Transit, 
Inc., also of Los Angeles. 


COMMISSION ORDERS 


MC-F 2419, Charles Allen, Jr. et al., control, Cincinnati, Newport & 
Covington Ry. et al., and MC-F 2418, Cincinnati, Newport & Covingto1. 
Ry., issuance of note. Protestant’s petition for reconsideration of report 
and order of division 4 of September 9, and for further hearing, denied. 

MC-C 382, R. D. Fowler Motor Lines, Inc., vs. Colonial Motor Freight 
Lines, Inc. Order of October 6, requiring defendant to institute rea- 
sonable continuous service to public at Marion, N. C., and all inter- 
mediate points on its regular route between Salisbury and Marion, N. C., 
and at all authorized off-route points along said route, modified so as 
— defendant to institute such service on or before February 15, 
1945. 

MC-F 2592, Allen Benton and W. D. Benson, Jr., purchase, Dalby 
Motor Freight Lines, Inc. Application dismissed. 

No. 28921, American Potash & Chemical Corp vs. Aberdeen & Rock- 
fish et al. Order of August 26, further modified to become effective 
March 5, 1945, on not less than 30 days’ notice, instead of February 
5, 1945. 

No. 28960, Diamond Fertilizer Co. et al vs. Aberdeen & Rockfish et 
al. and No. 28960 Sub. 1, American Agricultural Chemical Co. vs. Same. 
Interveners granted leave to file petition for reconsideration of matter 
of reparation only, on or before December 27. 

No. 28755, Colorado Portland Cement Co. vs. Apache et al. 
of complainant for reconsideration, denied. 

MC-F 1555, James C. Coughlin, control, Valley & Coast Transit Co., 
and MC-F 1572, California Motor Transport Co., Ltd., merger, Valley 
and Coast Transit Co. Time within which authority granted in report 
and order of February 27, 1942, may be exercised, extended to May 31, 
1945. 


MC-F 2638, Rose Doudell, purchase, John Doudell. 
missed. 

MC 44592, Middle Atlantic Transportation Co., Inc., common carrier 
application, MC 44592, Sub. 1, Middle Atlantic Transportation Co., Inc., 
lessee, extension, and MC 74083, Sutherland Shipping, Inc., common car- 
rier application. Proceedings in MC 44592 Sub. 1 and MC 74083, reopened 
for further hearing, limited solely to a determination of following: 

(a) The extent to which applicant is entitled to serve intermediate 
points on the routes authorized in the order of April 18, 1944. 

(b) The extent to which applicant is entitled to serve off-route 
points in Ohio. 

(c) The extent to which applicant is entitled to serve off-route points 
in terminal areas around New Britain and Bridgeport, Conn., New York, 
Albany, and Buffalo, N. Y., Cleveland and Toledo, Ohio, Pittsburgh and 
Philadelphia, Pa., and Detroit, Mich. 

Order of April 18, to extent it applies to MC 44592 Sub. 1 and MC 
74083, as subsequently modified to become effective November 30, 
insofar as it denies applicant right to continue above-described opera- 
tions, vacated. 

W-461, Jackson-Hope Towing Co., Inc., contract carrier application. 
Effective date of amended certificate and order of September 12, further 
postponed to March 8, 1945. 

No. 28930, Aberdeen Plywood Corp. et al. vs Amador Central et al. 
Petition of complainants for reconsideration, denied. 

No. 28960, Diamond Fertilizer Co. et al. vs. Aberdeen & Rockfish et 
al., and No. 28960 Sub. 1, American Agricultural Chemical Co. vs. Same. 
Order of October 2, modified to become effective January 11, 1945, on 
not less than 10 days’ notice instead of 30 days’ notice. 

Finance 14571, Chicago, St. Louis & New Orleans et al., construc- 
tion and operation. Motion of intervener, Louisville and Nashville, to 
strike matter contained in applicant’s reply to exceptions, overruled. 

MC 93692 Sub. 2, Ralph W. Blain, dba Blain’s Drive-A-Way System, 
common carrier application. Reopened for further hearing. 


Petition 


Application dis- 


RAIL CIGAR RATE EFFECTIVE 


The Commission has refused to suspend item 11682-D, in 
supplement 45 to Agent R. H. Hoke’s tariff 314-F MF-I. C. C. 
No. 823, effective December 12. Suspension was asked by the 
Southern Motor Carriers Rate Conference with respect to the 
proposed reduction in what it called an already depressed rate 
on cigars from Tampa, Fla., to eastern port cities (see Traffic 
World, Dec. 9, p. 1495). j 

The conference argued that cigars were not necessary in 
the war effort, and should bear their proportionate share of the 
transportation burden, if any commodity should. It said that 
the effect of the protested rate had been to cause a proposed 
reduction in the import rates on cigars from other Gulf ports, 


and that such a proposal was pending on the docket of the 
Southern Freight Association. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Tri-State Transit Merger 


Examiner C. R. Engelhart has recommended merger of 
operating rights. and properties of Interurban Transportation 
Co., Inc., Alexandria, La., and of Bordelon Lines, Inc., New 
Orleans, into Tri-State Transit Co. of Louisiana, Inc., Shreve- 
port, and acquisition of control of the rights and property by 
Continental Motor Coach Lines, Inc., and Beneficial Industrial 
Loan Corporation, both of Wilmington, Del. The report is in 
MC F-2217, Beneficial Industrial Loan Corporation—Control; 
Continental Motor Coach Lines, Inc.—Control; Tri-State Tran- 
sit Co. of Louisiana, Inc.—Merger—Intreurban Transportation 
Co., Inc., and Bordelon Lines, Inc., embracing also MC F-2218, 
Tri-State Transit Co. of Louisiana, Inc.—Issuance of Stock. 

The examiner proposed continuance by Tri-State of the 
service rendered by Bordelon as a carrier of passengers, bag- 
gage, express and newspapers between certain Louisiana points, 
and approval of Tri-State’s issuance of not more than 7,043 
shares of no-par-value common stock. He recommended dis- 
missal, for lack of jurisdiction, of the supplemental application 
in MC F-2217 in so far as it requested authority for Tri-State 
to employ Morgan W. Walker and denial of the same applica- 
tion in so far as it asked authority for Tri-State to “lease” 
certain operating rights of Southwestern Greyhound Lines, Inc. 

With respect to proposed employment of Mr. Walker in an 
advisory capacity for five years, while he remained in control 
of Coastal Coaches, Inc., the examiner observed that Mr. Walker 
would receive no stocks of Tri-State, that control of Tri-State 
would be in other hands closely identified with Beneficial, and 
that the Commission should find that Mr. Walker’s proposed 
employment would not necessarily result in control or manage- 
ment of the two carriers in a common interest. 


The examiner pointed out that the agreement concerning 
Southwestern Greyhound apparently did not cover a lease of 
all Southwestern Greyhound operating rights, but of certain 
schedules, without “detracting” from the right of Southwestern 
to continue operating between the same points over the same 
routes. 

The examiner said that Beneficial Industrial Loan Corpora- 
tion was one of the two largest corporations in the country 
engaging in personal financing and certain incidental business. 





Cartridge-Case Rates 


Examiners R. .M. Brown and H. W. Archer, in a proposed 
report in No. 29093, Henry L. Stimson, as the Secretary of 
War, vs. Akron, Canton & Youngstown Railway Co. et al., have 
recommended that the Commission find that rates on cartridge- 
case cups and bullet jacket cups, in carloads, from and to nu- 
merous points in the United States, were not unreasonable in 
the past, but would be unreasonable for the future. 

They recommended that the Commission find, for the fu- 
ture, that the assailed rates would be unreasonable to the extent 
that they exceeded or might exceed 40 per cent of the corre- 
sponding present first-class rates on traffic within Official Terri- 
tory, and 35 per cent of the corresponding present first-class 
rates on traffic governed by the Western or Southern classifica- 
tions, in all cases subject to a minimum weight of 40,000 pounds. 
Said the examiners, as to a recommended denial of reparation: 


The rates herein prescribed are for future application only. From 
the standpoint of the entire adjustment, the prescribed bases will be 
fair and reasonable to all concerned, due consideration being given, 
among other factors, to the inherent nature of the commodities and 
the volume and extent of the traffic. Also, we are not unmindful of the 
fact that the federal government is at present the sole shipper of the 
commodities, but that this situation need not necessarily obtain after 
the termination of the present emergency. While the findings will 
result in reduced rates for the future, it does not necessarily follow 
that those rates should be used as a basis for an award of reparation 
on shipments which have moved in the past. In our judgment the rates 
charged on complainant’s shipments were not at such a level as would 
Warrant an award of reparation herein. 


The examiners said that, prior to December, 1941, the cups 
Were produced in ammunition plants that there was, therefore, 
no appreciable movement. However, they added, due to the 
demands of war, it was considered expedient to devote certain 
Plants more or less exclusively to their production, and that 
this had resulted in the shipment of 18,668 cars of cups from 
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September, 1942, to February, 1944. Of these, they said, 11,169 
cars contained brass cartridge-case cups. Shipments were made 
in cartons, wooden boxes, or barrels, and any type of box-car 
equipment was satisfactory, they said. The described the rate 
situation as follows: 


Brass cartridge-case cups, the principal commodity here under con- 
sideration, as well as gilding metal or brass bullet-jacket cups, were 
accorded the classification ratings on ‘‘brass, bronze, copper, cupro- 
nickel or nickel-silver articles, viz., blanks (unfinished shapes).’’ This 
commodity description took fourth class in all territories, minimum 
30,000 pounds, equivalent to column 50 in official and Illinois territories, 
and column 55 in western and southern territories. However, by classi- 
fication exceptions, rates were assessed in official and Illinois territories 
on the basis of column 40, minimum 30,000 pounds, and in southern 
territory and from the south to official territory on basis of column 45, 
minimum 30,000 pounds. Between official and western territories and 
between southern and western territories the full classification basis 
was charged, except in certain instances where lower commodity rates, 
or lower combination rates, were applicable. 

Steel cartridge-case cups, not coated, were accorded the ratings on 
‘fron or steel blanks, stampings, or unfinished shapes, n. o. i. b. n.,”’ 
and took fifth class (column 35) in official and Illinois territories; sixth 
class (column 40) in southern territory; and, by exceptions, column 32.5 
in western territory and from official to western, in all cases with a 
minimum of 36,000 pounds. 

Steel cartridge-case cups coated with copper sulphate and steel 
bullet-jacket cups clad with gilding metal were accorded the ratings 
on ‘‘hardware, n. o. i. b. n., iron or steel,’’ and took fourth class in all 
territories, or column 50 in official and Illinois territories and column 
55 elsewhere. 

Effective February 3, 1944, the carriers revised their classification 
ratings on steel cartridge-case cups, coated or uncoated, to fifth class 
(column 35) in official and Illinois territories, to sixth class (column 
40) in southern territory, and to fifth class (column 37.5) in western 
territory and from official to ‘western, minimum 36,000 pounds in all 
instances. No change was made in the ratings on any of the other 
cups. 


Complainant asked for the prescription of rates not higher 
than column 32.5, minimum 40,000 pounds, with alternative 
rates of column 27.5, minimum 80,000, pounds, said the ex- 
aminers. A table in the report showed car-mile on brass 
cartridge-case cups earnings to New Brighton, Minn., which 
the examiners said was one of the principal destinations, ranging 
from 47.5 cents to 87 cents, on average loading of 89,782 pounds, 
and from 33.5 cents to 62 cents, on average loading of 53,455 
pounds, from Rome, N. Y., and Kenosha, Wis., respectively. 

They said that the defendants, referring to a comparison 
made by the complainant of the assailed rates with those on 
small-arms ammunition, had urged that the latter rates should 
not be used as a measure of maximum reasonableness for the 
reason that such rates had been established at the request of 
producers in Central Territory after the first world war. The 
industry had pointed out the vital part it had taken in supplying 
the needs of the government during that war, they said, and 
had pleaded for a concession in freight rates in order to help 
keep the industry alive as a patriotic measure. The commodity 
rates in Trunk Line and New England territories had also 
been maintained on a relatively low basis for reasons similar 
to those, said the examiners. 


ae on the record in the proceeding, the examiners 
said: 


From a study of the record, three points are reasonably clear: (1) 
That the commodities under consideration have relatively high values, 
and that there is no transportation or commercial factor present which 
would justify the prescription of rates lower than such values warrant; 
(2) that the nature of the commodities and their transportation charac- 
teristics are so similar that no good reason exists why all should not 
be accorded the same level of rates; and (3) that the rate level of 
column 32.5 on small-arms ammunition, emphasized by complainant, 
does not represent a reasonable maximum basis for comparative pur- 
poses. As previously indicated, fourth class (column 55) was found 
reasonable for small-arms ammunition in the southwestern revision, 
and a rate approximating fourth class from King’s Mills, Ohio, to Du- 
luth, Minn., was found not unreasonable by division 4 in Peters Cart- 
ridge Co. vs. Director General, 73 I. C. C. 311. 

Brass cartridge-case cups and brass bullet-jacket cups now take, 
and have taken for some years, rates in official territory made 40 per 
cent of the corresponding first-class rates. This level, we believe, repre- 
sents a maximum reasonable basis for future application in that terri- 
tory. A somewhat lower percentage relation to first class, namely, 
column 35, would be reasonable for traffic governed by the western or 
southern classifications, including interterritorial movements. As has 
been shown, the average loading of these cups is well in excess of 
40,000 pounds, and that weight, we believe, would represent a reason- 
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able minimum for uniform application within and between all terri- 
tories. With respect to complainant’s request for alternative rates made 
on basis of column 27.5, minimum 80,000 pounds, it may be said that 
there is no showing of commercial necessity or desirability for such an 
adjustment, and the mere fact that certain of the cups can be loaded to 
a weight of 80,000 pounds, or over, is not of itself a sufficient reason 
for the prescription of alternative rates on this traffic. See Platnick 
Bros., Inc., vs. Baltimore & O. R. Co., 238 I. C. C. 218, 223. 


A. & P. Carrier Limitation 


Recommendation that C. A. Conklin Truck Line, Inc., and 
the Brown Avenue Transportation Co., both of Toledo, O., be 
given certain elections for removal of objections to holding 
dual authority has been made by Examiner Mack Myers in 
MC 32474, C. A. Conklin Truck Line, Inc.—Dual Operation, 
embracing also Same, Sub. 2—Extension of Operations; MC 
59922, The Brown Avenue Transportation Co., and Same, Sub. 
1, Extension of Operations. 

The examiner said the proceeding was one to determine if 
the Conklin and Brown concerns were under common control 
and, if so, to determine if the holding of a certificate by Conklin 
and a permit by Brown were consistent with the public interest 
and national transportation policy. 

He recommended that the Commission find that the two 
corporations were under the control of E. H. Kern and Dora N. 
Kern, his wife; that MC 32474, Sub. 2, and MC 59922, Sub. 1, 
extensions of operations, did not operate in competition with 
the Brown company and that, therefore, their operation would 
be consistent with public policy; and that, under section 210 of 
the interstate commerce act, Brown’s holding of a permit in 
MC 59922 and Conklin’s holding of a certificate in MC 32474, 
authorizing operation by the respective applicants in the trans- 
portation of property over the same routes or within the same 
territory, would not be consistent with the public interest and 
national transportation policy. 

The examiner further recommended a finding that Conk- 
lin’s holding of an amended certificate in MC 32474, excluding 
service on traffic originating or destined to southern Michigan 
points now served by Brown, and Brown’s holding a permit 
authorized in MC 59922, would be in accord with public interest 
and policy, and that with that in view Conklin should, within 
90 days, petition for appropriate modification of its certificate; 
or that, on compliance with certain conditions with respect to 
elimination of common control, and subject to the Commission’s 
approval respecting any transfer of rights, the holding of the 
certificate presently issued to Conklin and of the permit au- 
thorized in MC 59922 by the person then entitled to receive it, 


would preclude the application of section 210 of the interstate 
commerce act. 


The examiner further found that in the event the appli- 
cants did not make the aforementioned election, the order 
entered February 9, 1938, in MC 59922, should be set aside, and 
the application therein denied. Said the examiner further: 


The sole question to be determined herein arises under section 210 
of the interstate commerce act, which provides that no person, or any 
person controlling, controlled by, or under common control with such 
person, shall hold a certificate as a common carrier authorizing opera- 
tion for the transportation of property by motor vehicle, over a route 
or within a territory, if such person, or any controlling person, con- 
trolled person, or person under common control, holds a permit as a 
contract carrier authorizing operation for the transportation of property 
by motor vehicle over the same route or within the same territory, un- 
less for good cause shown the Commission shall find, or shall have 
found, that both certificate and permit may be so held consistently 
with the public interest and the national transportation policy. 


Brown, the examiner related, maintained an office and 
garage in Toledo across the street from the Great Atlantic & 
Pacific Tea Co. warehouse and since 1926 had served A. & P. 
almost exclusively, having been the only contract carrier avail- 
able offering the particular kind of service desired by the 
A. & P. and its Toledo warehouse. He said Brown was also 
authorized to transport gasoline, kerosene, and distillates, in 
bulk, from Toledo to various Michigan points which would 
also involve points served by the common carrier Conklin. 
However, he continued, since Conklin was not authorized to 
transport commodities in bulk, these operations could not be 
construed to be competitive. They did, he said, constitute about 
40 per cent of Brown’s total business. 

“At the present time practically all of the distribution 
within warehouse territories, whether from the warehouse, or 
from a direct distribution point to the stores, is performed 
by contract motor carriers working exclusively for the A. & P. 
company,” said the examiner. “The service performed through- 
out these territories is similar to that which would be performed 
by a fleet of company-owned vehicles.” 

He further said that the “more cumbersome common car- 
rier service’ would result in congestion at the warehouse and 
delayed deliveries and that the service of a contract carrier 
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was peculiarly adapted to the A. & P.’s perishable food-handling 
requirements. 

He said it had been contended that if the “Keystone” re- 
striction were written into Brown’s permit it would be im- 
possible for Brown to solicit business from any shipper being 
served by Conklin. 

“There is nothing in the Keystone restriction to prohibit 
a common carrier from serving chain stores,” said the examiner. 
“The applicants are agreeable to having the Keystone restric- 
tions included in the authority issued to Brown.” 

According to the examiner, the insertion of the Keystone 
restriction in Brown’s permit would not remove the objections 
to dual operations between Brown and Conklin. 

“The adoption of such restriction would not prohibit the 
common carrier from rendering any service for the A. & P. 
since the range of commodities which the contract carrier 
is authorized to transport is so broad, in effect, as to be all 
inclusive of the commodities which the common carrier is au- 
thorized to handle,” said the examiner. “In the final analysis, 
so long as either the common carrier and the contract carrier, 
which are commonly controlled, are authorized to serve com- 
mon points the danger of discrimination between shippers is 


present, and where such danger exists, dual operations may not 
be permitted. 


Continuing, he said: 


One method of removing the danger of undue preferences or advan- 
tages or unfair or destructive practices, would be to impose a restric- 
tion in the certificate of the common carrier Conklin prohibiting service 
at the points in Michigan where dual service is now or can be per- 
formed. The only other practical alternative would be for the common 
owners of the two respondents to completely divest themselves of con- 
trol, of either Conklin, the common carrier or Brown, the contract car- 
rier, in which event the provisions of section 210 would no longer apply. 

Since the applicants are operating over the same routes and in the 
same territory, serving the same points as hereinbefore described as 
both common and contract carriers by motor vehicle, and transporting 
property in their contract carrier operation which has no real distin- 
guishing characteristics from the property transported by them as a 
common carrier, it is concluded that they may not consistently be with 
the public interest and the national transportation policy, hold the cer- 
tificate issued in No. MC-32474 and the permit authorized in No. 
MC-59922. 


losteieteememmelll 


Proposed Reports 
Iron and Steel Articles 


MC C-390, Blaw-Knox Co., Power Piping Division, vs. Acme 
Freight Lines, Inc., et al. By Examiner T. M. Hanrahan. Rec- 
ommends dismissal. Rate of 68 cents on mixed truckload ship- 
ment, consisting chiefly of iron and steel articles, from Pitts- 
burgh, Pa., to Illiopolis, Ill., found applicable but unreasonable 
to the extent that charges exceeded those that would have 
accrued under the aggregate of intermediate rates to and from 
Chicago shown in an appendix to the report. 


Rate Restrictions 


I. and S. M-2437, Rate Restrictions over Lee Way Motor 
Freight. By Examiner Allan F. Burroughs. Recommends sus- 
pended schedules ordered canceled and proceeding discontinued, 
and that proposed increased rates on fresh and salted meats, 
packing house products and related commodities, from Kansas 
City, Mo., to certain Oklahoma points be found not shown just 
and reasonable. By schedules filed to become effective June 27, 
Lee Way Motor Freight, of Oklahoma City, Okla., proposed to 
cancel the application of commodity rates over its line on fresh 
and salted meats, packing house products and related com- 
modities, from Kansas City to 12 Oklahoma points, resulting 
in the application of class rates. On protest of the Price Ad- 
ministrator, operation of the schedules was suspended until 
January 27, 1945. The examiner said the respondent admitted 
that the increases proposed related to commodities that had 
not been handled by it in the past and that it assertedly did 
not desire to handle in the future. It was apparent, therefore, 
he said, that the proposal would not benefit respondent’s oper- 
ating income should it become effective. He said that respond- 
ent’s primary purpose in seeking the rate adjustments was 
apparently to insure it against being tendered such traffic in 
the future, and that this was no justification for the increases 
proposed. 

Soapstone 


No. 29065, Whittaker, Clark & Daniels, Inc., vs. Tonopah 
& Goldfield Railroad Co. et al. By Examiner Leland F. James. 
Recommends dismissal, on a finding rates on crude soapstone 
or talc, in carloads, from mines in California, Montana, and 
Nevada, ground in transit at‘Los Angeles, Calif., thence re- 
shipped as ground talc to destinations in Massachusetts, New 
York, and New Jersey, not shown to have been or to be un 
reasonable or otherwise unlawful. The report said the com- 
plainant had stated the question at issue to be the great difference 
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between the rates on the identical commodity from the same 
points of origin to the two adjoining groups A and K territory. 
The examiner said it was well established that a mere dis- 
crepancy in rates to different points did not, in and of itself, 
serve to establish either unreasonableness or undue prejudice. 
In the light of “such fact,” he said, complainant’s contention 
lacked merit. 


Folding Partitions 


No. 29109, Paul Horn, Doing Business as Horn Manufac- 
turing Co. vs. Illinois Central Railroad Co. et al. By Examiner 
E. L. Glenn. Recommends dismissal. Claim for reparation 
based on inapplicability of rate charged on one carload of 
folding partitions from Fort Dodge, Ia., to Ely, Nev., barred 
by reason of the fact that the complaint was not filed with 
the Commission within the three-year period, or within six 
months after the carrier’s denial, as required by the statute. 


Coal 


No. 29100, Hugh McGinn vs. Philadelphia & Western Rail- 
way Co. By Examiner Morris H. Konigsberg. Recommends 
finding the assailed interstate rate, 50 cents, applicable on 
coal from Millbourne Siding, Pa., to Ardmore Junction, Pa., 
not shown to be unreasonable or otherwise unlawful, and that 
the complaint be dismissed. The examiner said that the 
present rate of 20 cents applicable on intrastate traffic had 
been in effect since December 30, 1913, and that the complain- 
ant alleged that the assailed rate was unreasonable to the 
extent that it exceeded 20 cents. The examiner said that, if 
the same rate had been published to apply on interstate ship- 
ments and had been subjected to the various general increases 


and the general reduction of 1922, the present rate would be 
53 cents. 


Motor Proposed Reports 


(Recommended orders in proposed motor revorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions jvwave been filed within the 20-day 
period or exceptions have been seasonably jiled by other parties, or 
the order has been stayed or postponed by the Commission. State 
‘nm which applicant has home office is shown in “black face” type 
with name of town or city following.) 


West Virginia (Charleston)—-MC 79385,’ Sub. 2, Paul Hall, 
extension. Certificate proposed. Heavy machinery and contrac- 
tors’ equipment between points and places in Kanawha, Boone, 
Lincoln, Putnam, Jackson, Roane, Fayette, Greenbrier, and 
Clay counties, W. Va., on the one hand, and, on the other, 
points and places in W. Va., Ind., Ky., Md., O., Pa., Tenn., Va., 
and the District of Columbia. 

Missouri (St. Louis)—-MC 11910, Sub. 3, Red Oak Express 
Co., Inc., extension. Certificate proposed. General commodities, 
with exceptions, (1) between McLeansboro, Ill., and Evansville, 
Ind., and between Morganfield and Henderson, Ky., with cer- 
tain restrictions, and (2) to and from off-route points in the 
St. Louis commercial zone in connection with regular route 
— described in certificate MC 11910, dated March 20, 


Wisconsin (Waupun)—MC 8310, Ray Jeffords, common 
carrier: Certificate proposed. Tire patches, pneumatic tire re- 
pair kits, metal rivets, tire vulcanizers, tire retreaders, rivet 
machines, lubricating oils and greases, and scrap metals from 
Waupun to Chicago, Ill., over described routes,and metal wire 
and supplies and materials used in the manufacture of the 
aforementioned tire-repairing commodities, from Chicago to 
— over a described route, serving specified intermediate 
points. 

Minnesota (St. Paul)—-MC 73596, Sub. 2, Ballard Storage 
& Transfer Co., extension. Household goods between St. Paul 
and its suburbs named in Moshier Extension of Operations- 
Twin Cities, Area, 34 M. C. C. 125, on the one hand, and, on 
the other, points and places in Calif., Ore., Wash., Ida., Wyo., 
Utah, and Nevada. 

Texas (Jasper)—-MC 102526, Sub. 2, Forest S. Whittlesey, 
extension. Certificate proposed. Passengers and their baggage, 
in the same vehicle with express, mail, and newspapers, serving 
the intermediate points of Burkeville, Newton, Bleakwood, 
Kirbyville, Buna, Gist, Texia, and Mauriceville, Tex., on appli- 
cant’s presently authorized regular route between Wiergate and 
Orange, Tex. 

Georgia (Augusta) —MC 105093, Sam Readdy, common 
carrier. Certificate proposed. Household goods, between Au- 
gusta, Ga., on the one hand, and, on the other, all points in 
South Carolina within 150 miles of Augusta, over irregular 
routes. 

lowa (Keokuk)—MC 105223, Earl E. Gildersleeve, contract 
carrier. Permit proposed. Dairy products, from Keokuk and 
Ft. Madison, Ia.; to Rock Island, Ill.; poultry, eggs, and cream, 
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from points in Mercer, Henderson, and Hancock counties, IIl., 
and in a described area of Mo., including points and places on 
the indicated portions of the highways specified, to Keokuk and 
Ft. Madison, restricted to transportation between branches and 
buying stations owned and operated by Swift & Co. and Bea- 
trice Creamery Co. 


Texas (Corpus Christi)—-MC 105122, W. T. Morgan, com- 
mon carrier. Denial of certificate proposed. New and second- 
hand automobiles and commercial vehicles, in truckaway serv- 
ice, between points in Ill., O., Mich., and Ind., on the one hand, 
and, on the other, Corpus Christi, Alice, and Kingsville, Tex., 
over irregular routes. 


New York (Poughkeepsie)—-MC 79774, Sub. 2, Vincent J. 
Sucato, extension. Denial of certificate proposed. General com- 
modities, between New York, N. Y., on the one hand, and, on 
the other, points in Dutchess and Orange counties, N. Y., 
through N. J.; and between Springfield and West Springfield, 
Mass., on the one hand, and, on the other, points in Orange 
county, N. Y., through Conn., over irregular routes. 


Minnesota (St. Paul)—-MC 10910, Murphy Transfer & Stor- 
age Co. Permit proposed. Continuance in operation, such mer- 
chandise as is dealt in by wholesale, retail, and chain grocery 
stores, and in connection therewith, equipment, materials, and 
supplies, used in the conduct of such business, under individual 
contracts or agreements with persons who operate retail stores, 
the business of which is the sale of food, between Minneapolis, 
St. Paul, Detroit Lakes, Fergus Falls, Brainerd, Alexandria, 
Madena, Sauk Centre, Little Falls, Stillwater, and St. Cloud, 
Minn., Hudson, New Richmond, and River Falls, Wis., and of 
refused or damaged merchandise or equipment from the afore- 
mentioned points other than Minneapolis and St. Paul to Min- 
neapolis and St. Paul, over irregular routes. Applicant found 
to own, control, and manage Murphy Motor Freight Lines, Inc., 
and recommended holding by applicant of permit and by Mur- 
phy Motor Freight of a certificate, to the extent authorized, be 
found consistent. 

Nebraska (Fairbury)—-MC 25240, Sub. 2, Gerald E. Can- 
ning, common carrier. Certificate proposed. Wholesale grocery 
commodities between Osborne and Stockton, Kan., over U. S. 
highway 24, serving all intermediate points. 


Indiana (Fairmount)—-MC 83087, Sub. 2, Ralph Deeter, 
extension. Certificate proposed. Livestock from points and 
places in 10 Indiana counties, to Ionia and Grand Rapids, Mich., 
and between points in the aforementioned Indiana counties, on 
the one hand, and, on the other, Lexington and Danville, Ky. 
Fertilizer from Calumet City, Ill., to points and places in the 
aforementioned Indiana counties. 


Kentucky (Winchester)—-MC 94060, Sub. 5, Edwin Nickols 
Yeary, extension. Certificate proposed. Dressed poultry from 
Winchester to Cincinnati, O., and empty containers on return, 
over a specified route, serving no intermediate points. 


Illinois (Peoria)—-MC 48103, Sub. 5, Black Hawk Motor 
Transit Co., extension. Certificate proposed in revised report 
and order. Passengers and their baggage between Davenport, 
Ia., and Springfield and Champaign, IIl., over a described 
route; between Havana, Ill., and Champaign, over Illinois high- 
way 10, serving all intermediate points; and between Spring- 
field and Champaign, and return, over a described route, serving 


‘all intermediate points. It was also recommended that the 


applicant might abandon its presently authorized route between 
Petersburg, Ill., and the junction of Illinois highways 123 and 
29, over highway 123. 

Texas (Jasper)—MC 104669, Sub. 1, Forest S. Whittlesey 
and M. S. McMullen, extension. Certificate proposed. Passen- 
gers and their baggage and express, mail, and newspapers in 
the same vehicle with passengers, serving the intermediate and 
off-route points of Emilie, Woodville, Indian Village, Camp 
Ruby Junction, and Camp Ruby, Tex., on regular route between 
Jasper and Livingston, Tex., granted to applicants in the Com- 
mission’s order in MC 104669, dated December 13, 1943. 

Michigan (Detroit)—-MC 104944, Sub. 1, Kleitch Bros., Inc., 
common carrier. Denial of certificate proposed. Castings, iron 
or steel, between Ironton, O., on the one hand, and, on the 
other, Detroit, and Michigan points within eight miles of De- 
troit. Recommended that the Commission, on its own motion, 
consider issuance of temporary authority. 

New Jersey (Trenton)—MC 105287, Michael Melchiondo and 
Richard Hirst, common carrier. Denial of certificate proposed. 
Canned goods, fresh fruits, and vegetables from Trenton to 
specified New Jersey and Pennsylvania points. The report said 
no ne of a public need for the proposed service had been 
made. 

Washington (Goldendale)—-MC 104469, Sub. 1, Antone P. 
Anrig, common carrier. Certificate proposed. Hay. and live- 
stock between points in three Washington counties, on the one 
hand, and, on the other, points in six Oregon counties. Wooden 
telephone poles between points in three Washington counties, 
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on the one hand, and, on the other, points in six Oregon coun- 
ties. 

Kentucky (Murray)—MC 61375, Sub. 3, Western Ken- 
tucky Stages, extension. Certificate proposed. Passengers and 
their baggage, and express, mail, and newspapers in the same 
vehicle with passengers, between Erin, Tenn., and Waverly, 
Tenn., over Tennessee highway 13, serving all intermediate 
points. 

Texas (Houston)—-MC 59910, Sub. 8, Texas & New Or- 
leans Railroad Co., extension. Certificate proposed. General 
commodities between Lockport, La., and Jay, La., over Louisi- 
ana highway 78 and/or Louisiana highway 77, serving no inter- 
mediate points, subject to the following conditions: (1) that 
motor-vehicle service be limited to that which is auxiliary of 
or supplemental to T. & N. O. rail service: and (2) such further 
specific conditions as the Commission in the future may find it 
necessary to impose in order to restrict the carrier’s motor- 
vehicle operations to service auxiliary of or supplemental to its 
rail service. 

Michigan (Detroit)—-MC 10761, Sub. 12, Transamerican 
Freight Lines, Inc., extension. Certificate proposed. General 
commodities, with exceptions, between certain Indiana points 
over specified alternate routes, for operating convenience only, 
with no service at the termini or at intermediate points unless 
otherwise authorized. 

Pennsylvania (Lancaster)—MC 18008, Sub. 2, Lancaster 
Transportation Co., extension. Denial of certificate proposed. 
General commodities, with exceptions, over described routes 
between Philadelphia and Harrisburg, Pa., Lancaster and York, 
Pa., and between Philadelphia and New Brunswick, N. J., and 
to certain intermediate and off-route points. 





Minimum Charge Shipments 


Briefs have been filed with the Commission by parties to a 
group of proceedings involving proposed increased_ minimum 
charges in the east, in Central Territory, and over Continental 
Transportation Lines, Inc., I. and S. M-2436, Minimum Charges 
Per Shipment in East; I. and S. M-2240, Minimum Charges in 
Central Territory; and I. and S. M-2450, Continental Trans- 
portation Lines, Inc., Minimum Charges. ; 
Middle Atlantic States Motor Carrier Conference, Inc., in 
I. and S. M-2436 (also case 11585, Increased Minimum Charges 
before the Public Service Commission of New York, and 
M. AT-C-14008 before the Public Utilities Commission of Penn- 
sylvania), said that from the point of view of its member car- 
riers there were a few essential facts that were controlling 
under the law. The cost and other statistical data, derived from 
twelve of the larger motor common carriers, covering 28 ter- 
minal operations in 18 different localities, both small and large, 
were representative, it said. From the record of those carriers, 
the conference said, it was shown that while for that type 
of company minimum charge shipments accounted for only 
3 per cent of the total weight of all freight carried and the 
present minimum charges yielded only 5 per cent of the total 
revenue, yet they amounted to 33 per cent of all individual 
shipments transported. That disparity, it said, was alone sug- 
gestive that there was.something seriously wrong with the 
rates. 

The conference said that if existing minimum charges were 
below what were the service costs in 1942, and if expense level 
in 1942 was raised by 6 per cent to reflect the much higher 
cost level now prevailing, the disparity between present cost 
and revenue was that much greater and that if as little as 5 
per cent for profit before taxes was added, higher minimum 
charges even than those under suspension should have to be 
imposed. The suspended schedules should be found not unjust 
and unreasonable, the order of suspension should be vacated, 
and the proceeding discontinued, it said. 

In a two-volume brief in I. and S. M-2240, Central States 
Motor Freight Bureau, Inc., asked the Commission to conclude 
that the reasonableness of the present rule providing for a 
minimum of the first class rate for 100 pounds was not in issue 
in this proceeding, and that, if the Commission should hold to 
the contrary, then that it find that the present rule was just 
and reasonable and the rule proposed by the Chicago Associa- 
tion of Commerce was unlawful and non-compensatory. The 
bureau observed that the rule suggested by the Chicago com- 
merce body in effect provided a minimum charge for 100 
pounds at the applicable rate, but not in excess of the first- 
class rate. 

Other findings requested by the bureau were that, on the 
evidence, respondents’ present charge entailed an out-of-pocket 
loss on the average minimum shipment and that the suspended 
charge would produce less than cost plus a fair profit; that 
respondents’ distribution of costs among service groups was 
statistically sound and accurate; that any constant costs should 
be distributed on the basis of direct costs; that there was no 
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evidence that any appreciable part of respondents’ costs, over 
a long period of time, was not affected by changes in traffic 
volume; that average weight of minimum shipments carried 
by respondents was in excess of 109 pounds; that data under- 
lying respondents’ collection and delivery time study typified 
conditions in Central Territory; that the entire movement time 
of collection and delivery should be separated between mini- 
mum shipments and other traffic on the basis of stops appor- 
tionable to each; that methods used by respondents in separat- 
ing collection and delivery time at mixed stops was statistically 
sound; and that respondent’s cost without profit, of carrying 
the average minimum shipment in Central Territory, was in 
excess of $1.55. 

The Price Administrator said the respondents in the three 
proceedings had not established that their proposed minimum 
charges were proper under existing conditions. On the con- 
trary, he said, it appeared that they would be detrimental to 
the program of economic stabilization. He asked denial of 
authority to increase the existing minimum charges, and gen- 
erally took the position that the cost data submitted for selected 
carriers was not representative. 

The Middle Atlantic Shippers Motor Carrier Committee 
asked the Commission to find that the respondents’ cost studies 
were not based on a representative selection of carriers, the 
points selected, the pick-up and delivery routes used, or the 
number of stops and shipments. They said the Commission 
should find that respondents should investigate the possibilities 
and effect, among other things, of adequate pick-up and deliv- 
ery allowance and a basis of minimum charges related to indi- 
vidual pick-ups or deliveries rather than to individual shipments, 
before increasing the base of minimum charges as a whole; 
that respondents’ volume of tonnage, amount of revenue, and 
number of transactions involved in minimum shipments were 
not such as to justify any present change in the general plan 
of minimum charges; and that respondents had not justified 
the schedules under suspension and an order should be issued 
cancelling them. 

Eastman Kodak Co. in I. and S. M-2240, and I. and S. 
M-2436, said that the respondents had not justified the pro- 
priety or legality of the proposed minimum charges and that 
they were unreasonable and improper. It asked that an order 
be issued requiring cancellation of the schedules. 

American Drug Manufacturers Association, American Home 
Products Corporation, Drug and Toilet Preparation Traffic Con- 
ference, and the Proprietary Association, in a brief in the 
three proceedings, asked that the schedules in I. and S. M-2436 
and I. & S. M-2450 be ordered cancelled, and that the order 
in I. and S. M-2240 be reaffirmed. They said that the findings 
should be without prejudice to the filing of new schedules pro- 
viding that the minimum charge for a single shipment from 
one consignor to one consignee on one bill of lading should be 
the charge for actual weight at the applicable class or com- 
modity rate, but in no case less than 90 cents. They added 
that, if the Commission was of the opinion that minimum 
charges should be predicated solely on cost of service, the 
facts of record would only sustain a finding that such charge 
should be based on the weight a stop. 


RAIL TRANSPORT OF SEMI-TRAILERS 


The Atchison, Topeka & Santa Fe has filed with the Com- 
mission a petition to make “more definite and certain” the 
complaint in No. 29180, Ringsby Truck Lines, Inc., vs. Atch- 
ison, Topeka & Santa Fe et al., in which the complainant al- 
leges that the’ Santa Fe has refused and failed to furnish 
reasonable transportation for complainant’s loaded and empty 
semi-trailers on flat cars between Chicago and Denver, between 
Chicago and Los Angeles, and between Denver and Los 
Angeles (see Traffic World, Sept. 9, p. 660). 

The Santa Fe contends that the complaint does not set 
forth what commodities are loaded in the semi-trailers or what 
rates are sought between the points shown in the complaint, 
“all of which make it impossible for defendant to determine 
the nature of the showing to be made in order to convince the 
Commission that whatever rates are sought are just, reasonable 
and otherwise lawful.’”’ The Santa Fe asks that the complain- 
ant be required to specify: (1) the commodities shipped; (2) 
the manner in which such commodities are packed; (3) the 
rates presently applicable and which are alleged to be un- 
reasonable under section 1, and (4) the rates the complainant 
deems to be reasonable and otherwise lawful. The Santa Fe 
noted that a motion it had filed earlier, for dismissal of the 
complaint, had been overruled by the Commission’s order of 
November 6. 


REPARATION ORDERS 


A reparation order has been issued in No. 28778, Harry R. 
Michelson vs. Canadian National, et al. 
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Ex Parte 148 Suspension 


In Ex Parte 148, Increased Railway Rates, Fares and 
Charges, 1942, the Commission has further suspended until 
January 1, 1946, the authority contained therein to increase 
freight rates. 

At the same time the Commission declined to require the 
railroads to cancel the passenger fare increase of 10 per cent 
authorized in Ex Parte 148. 

The decision was announced the afternoon of December 13. 
In a statement W. P. Bartel, secretary of the Commission, said: 


The Interstate Commerce Commission today issued its report and 
order in the reopened proceeding, known as Increased Railway Rates, 
Fares, and Charges, 1942, Ex Parte No. 148. Decision was reached De- 
cember 12, 1944, by a vote of 7 to 2, Chairman Patterson and Commis- 
sioners Aitchison, Porter, Lee, Mahaffie, Splawn and Rogers constitut- 
ing the majority, with Commissioner Alldredge concurring in part and 
Commissioner Miller dissenting in part. Commissioners Johnson and 
Barnard did not participate. 

The reopened proceeding dealt with the questions (1) whether 
increases in freight rates, averaging above 4.7 per cent, which by au- 
thority of the Commission were in effect from March 18, 1942, to May 
14, 1943, but were suspended until January 1, 1945, should be permitted 
again to be established, and (2) whether the 10 per cent increase in 
interstate standard passenger fares of the railroads in effect since 
February 10, 1942, should be canceled. 

Freight and passenger business of the railroads has continued to 
increase substantially in the last two years. Operating revenues this 
year will reach an all-time high. Because of the great increase in rail- 
road traffic, the National Association of Railroad and Utilities Com- 
missioners filed a petition requesting that no increases in freight rates 
be permitted to become effective on January 1, 1945, but that authority 
to do so should be canceled. The Price Administrator, the Director of 
Economic Stabilization, the Secretary of Agriculture and the War Food 
Administrator made the same request. In addition, certain of these 
parties called upon the Commission to cancel the increases in passenger 
fares. In response, the railroads asked that no action be taken to pre- 
vent the increases in freight rates from going back into effect on Janu- 
ary 1, 1945, or to cancel the passenger fare increases. 


Today’s decision by the Commission resulted from a further hear- 
ing held in the latter part of October. 

Briefly, the Commission declined to require the railroads to cancel 
the passenger fare increases, but suspended until January 1, 1946, the 
authority to increase freight rates. In view of the uncertainties facing 
railroads and shippers in the coming year, the proceeding is held open 
upon the Commission’s docket so that any party may request further 
action if conditions substantially change. 


“We expect petitioning railroads and intervening carriers 
not later than December 29, 1944, to publish and file tariffs or 
supplements to tariffs postponing until January 1, 1946, the 
application of all their tariffs so far as they now provide for 
the restoration on January 1, 1945, of the increases in freight 
rates and charges authorized by our order of March 2, 1942,” 
said the Commission in its decision. “Permission will be granted 
to effectuate such publication and filing.” 

The Commission’s report filled 37 mimeographed pages plus 
an appendix and its order. 

The major portion of the report was given over to a review 
of the testimony and argument submitted in the proceeding. 
In its findings and conclusions the Commission said that the 
Price Administrator again raised the issue that the increases 
in freight rates authorized and now under suspension and the 
increases in standard passenger fares should be ordered re- 
moved on the ground that they were inconsistent with the 
national effort to control inflation. The Commission disposed of 
that matter by saying that it was discussed and considered in 
its report on further hearing in Ex Parte 148, 255 I. C. C. 357, 
368, and: “We adhere to the views there expressed.” 


_ Operating revenues of Class I railroads had continued to 
increase throughout the war period up to September, 1944, but 
had now leveled off and no further appreciable increases were 
probable, said the Commission. Here the Commission inserted 
a table giving data on income. For the year 1944 the table 
showed the following estimates: Railways operating revenues, 
$9,494,000,000; railway operating expenses, $6,252,000,000; net 
railway operating income before federal income taxes, $2,502,- 
000,000; net railway operating income after federal income 
taxes, 1,147,000,000; net income before federal income taxes, 
—e net income after federal income taxes, $667,- 
U, 4 

The net income after federal income taxes of $667,000,000 
Was compared with $873,000,000 for 1943, $902,000,000 for 1942, 
and $500,000,000 in 1941. The table also showed an average net 
Income after federal income taxes, for the period 1921-30, of 
$619,000,000, for the period 1931-40, of $40,000,000, and for 
1925, $809,000,000. 

Conclusions 


_ The Commission said that estimated net railway operating 
income and net income for 1944 were higher than they would 
have been if expenditures had been made for maintenance that 
had been deferred. But, it said, both these items were somewhat 
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lowered because of charges which were made to operating 
expenses resulting from a 20 per cent amortization rate, in- 
stead of the normal depreciation rate. Continuing, the Commis- 
sion, in its conclusions, said: 


With the exception of increases due to increased freight rates in 
effect from March 18, 1942, to May 14, 1943, inclusive, and increases due 
to increased passenger fares ‘in effect since February 10, 1942, the latter 
amounting to approximately $130 millions in 1943, the large railway 
operating revenues of the war years have been due altogether to the 
increase in traffic arising out of wartime conditions. The general level 
of freight rates is practically the same as has existed since 1938, al- 
though, due in part to changes in consist of traffic and length of haul, 
and in part to individual rate reductions and to land-grant and special 
governmental tonnage, ton-mile earnings have declined somewhat. Ton- 
mile earnings for Class I railroads were 9.39 mills in the first eight 
months of 1944, 9.33 mills in 1943, 9.32 mills in 1942, and 9.35 mills in 
1941, compared with 9.84 mills for 1931-40 period, and 11.1 mills for the 
1921-1930 period. The estimated declines in net railway operating in- 
come and in net income in 1944 as compared with 1943 are due to 
increases in wages, costs of materials and supplies, and taxes. In esti- 
mating operating results for the near future, the present wage levels 
and costs shown in the record must be taken. As long as freight and 
passenger traffic continue on their present levels, there is little reason 
to fear further declines in net railway operating income and in net 
income below the levels in recent months. 


Effect of War Status 


Probably some small decline in traffic may be expected even before 
the end of hostilities in Europe. There is considerable difference of 
opinion as to the extent to which freight and passenger traffic will then 
decline, and there is further disagreement as to what the situation will 
be at the end of the war with Japan. All parties must agree that with 
the war at its height on all fronts there is no basis upon which to 
predict the date of the end of hostilities either with Germany or Japan. 
Consumption of materials in the European war area is tremendous. 
Great as were past efforts for the production and transportation of 
munitions and materiel, the country is at this moment adjured by those 
highest in authority that it is imperative that there be no slackening— 
indeed a marked intensification—of the production of supplies and muni- 
tions for operations overseas. The progress of the war has made vain 
all estimates based upon the ending of war in the European theatre 
during the current calendar year. However, it is probable, and cer- 
tainly is possible, that except for supplies to our forces that may be 
maintained in Europe and materials for rehabilitation of devastated 
areas and for relief, consumption of materials will be greatly reduced 
at the end of hostilities, and will result in a considerable reduction in 
railroad traffic in the United States. We cannot anticipate that an in- 
crease in the tempo of the Japanese war will provide a fully compensat- 
ing increase in traffic for the railroads as a whole, although there may 
be little decline, and perhaps even some increase, in the freight traffic 
of the western railroads leading to the Pacific ports. 

Steamship service between ports on our Atlantic, Gulf and Pacific 
coasts has ceased, but when ships are available for these services no 
doubt a considerable portion of the present unprecedented volume of 
railroad freight traffic will be diverted to water service. Decreases in 
steamship service and diversion of export and import traffic to south 
Atlantic and Gulf ports account to some extent for the increases in 
traffic and length of hauls on railroads in the southern region. Certain 
other factors which will disappear with the war have added to the 
length of haul on class I railroads and increased ton mileage and earn- 
ings. There has been moved by rail from the west and southwest into 
the southern and Atlantic seaboard states a large volume of petroleum 
which formerly moved by tank vessel. Pipe lines have been constructed 
which have already reduced this petroleum movement by rail, and the 
restoration of tanker service will cause it largely to disappear. The 
record indicates also that there will be considerable increases in barge 
equipment on inland waters and coastal canals which will tend to divert 
traffic from the railroads. 

Probably the most important reason for the great increase in pas- 
senger travel by rail has been the decline in the use of private auto- 
mobiles for intercity transportation, due in part to the cessation of 
production of such vehicles and difficulties in obtaining service and 
repair parts for them, but in greater degree to the rationing of gasoline 
and tires. As soon as such rationing is materially relaxed considerable 
decline in passenger traffic by rail is to be expected. 

Apart from the fact that the decline in traffic assumed by the Price 
Administrator is less than that predicted by the railroads, the net 
railway operating income and net income presented by him differ from 
those of the class I railroads in that the latter deducted federal income 
and excess profits taxes and he did not. In view of the conclusions 
hereinafter reached, it is unnecessary in this proceeding definitely to 
decide to what extent federal income and excess profits taxes should 
be taken into account in determining whether the net earnings of the 
railroads are adequate. 

Using the class I railroads’ estimate of railway operating revenues 
of $7,620 millions for the year 1945, we have recomputed their estimates 
for 1945 operating results, as shown in the last column of the appendix. 
Upon the assumption that the federal income taxes will be 65 per cent 
of net income before federal income taxes, these computations indicate 
for 1945 a net railway operating income after federal taxes of $891 
rhillions, as compared with the class I railroads’ estimate of $790 mil- 
lions, and a net income of $451 millions as compared with the railroads’ 
estimate of $350 millions. If, in this adjustment, federal income taxes 
were computed at a rate of 61 per cent of net income before federal 
income taxes, the net railway operating income after federal income 
taxes, would be about $943 millions and the net income about $503 
millions. 

Because of the many uncertain factors we will not attempt to pre- 
dict the net railway operating income or net income that will be earned 
in 1945. Even if the carriers’ estimate of a decline of 19 per cent in 
revenue is accepted (and probably this estimate is excessive), their 
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estimates of expenses are too great, even after readjusting them for 
amortization on emergency equipment. 


Freight Rate Findings 


Having in mind (1) that the earnings of the railroads both before 
and after taxes in the years 1941-44 have been favorable, (2) that the 
estimates presented by the railroads for 1945 are considerably lower 
than may reasonably be expected even if the assumptions upon which 
they are based prove correct, (3) that there is great uncertainty as 
to when hostilities in Europe will actually cease, but that obviously 
it will not be as early as seemed to be predicated in the testimony on 
this further hearing, and (4) that it does not appear probable that in 
the year 1945 traffic will fall off to the extent estimated by the railroads, 
we must find that the respondents have failed to show that we should 
permit the freight increases again to go into effect on January 1, 1945, 
or that an increase in the general basis of rates will result in just and 
— rates, or be in conformity with the national transportation 
policy. 

We find that, under present conditions, and, so far as we can reason- 
ably foresee, for the period from January 1 to December 31, 1945, both 
inclusive, the revenues received by the railroads, if their freight rates 
and charges, including those on milk and cream whether transported 
in passenger or freight trains, are left substantially on their present 
level without the addition of the increases originally permitted in this 
proceeding, will meet the objectives of the national transportation policy 
as defined in the interstate commerce act, and the standards of section 
15a (2) of the act, and will be reasonable and just. 


Passenger Fares 


There remain for consideration the questions as to whether the 
passenger fare increases shall be suspended or be required to be can- 
celed, and whether the freight rate increases shall be suspended for a 
further period or required to be canceled. 

Conjectures vary widely as to what the passenger traffic situation 
will be, not only in the first year after the cessation of hostilities with 
Germany but in the years immediately following the end of the Japanese 
war. Some of the parties forecast that the national income will remain 
large, that there will be full employment and consequently heavy traffic 
for the railroads even though considerably reduced below the war levels, 
while others foresee a return to substantially the conditions that existed 
in 1939 or 1940. Even with traffic on a considerably higher level than 
that of 1941, if present wage and price levels remain, the record indi- 
cates that the railroads would not be able, at present rate levels, to 
obtain an adequate net income. There will be need for substantial 
expenditures to overcome the deferred maintenance which has accumu- 
lated in the past three or four years, and that which will accumulate 
until hostilities with Germany end and perhaps until the end of the 
war with Japan. Modernized equipment and facilities will be needed, 
if the railroads are to give the safe, adequate, economical, and efficient 
service contemplated by the national transportation policy. For us to 
cancel, instead of further suspending, the freight rate increases would 
have the practical effect of requiring that before any increases neces- 
sary could be made effective, a new proceeding must be instituted with 
further hearings therein to enable a decision to be made as to what 
increases should be allowed, and upon what traffic they should be placed. 
Having in mind all these factors, we conclude that we should not cancel 
the authority hertofore granted in this proceeding to increase railroad 
freight rates, but should suspend that authority to and including Decem- 
ber 31, 1945. We find that during such extended period of suspension, 
the general basis of freight rates will be just and reasonable, but would 
be unjust and unreasonable if increased as originally authorized. 

Passenger traffic for the entire period from 1930 to 1941, inclusive, 
failed to pay its proper share of expenses. Even with the large increase 
in passenger traffic in 1942, the operating ratio for passenger and allied 
services remained decidedly less favorable than the operating ratio 
for freight. 

Fare applicable in sleeping and parlor cars on the present level of 
3.3 cents per mile are only slightly higher than the 3-cent basis in effect 
prior to 1920, and are materially lower than the 3.6-cent fare (plus Pull- 
man surcharges) that became effective by our authorization in that year. 
Coach fares on the present basis of 2.2 cents per mile are 26 per cent 
lower than the 3-cent level prevailing interstate during and before 
world war I. In fact, even after the war much higher fares were charged 
on local business in large sections of the country. The actual revenue 
collected per passenger-mile is considerably below the standard rate 
of fare. It is influenced by the offering of reductions in round-trip fares, 
by the application of direct-line fares over circuitous routes, and by 
special reduced fares maintained for furloughed and discharged person- 
nel of the armed forces. The actual revenues per passenger-mile col- 
lected in the years 1921-27, including commutation traffic which is car- 
ried on fare bases below the average, ranged from 3.086 to 2.896 cents. 
Excluding commutation traffic, the revenues per passenger-mile were 
1.90, 1.87, 2.00, and 1.93 cents for 1940, 1941, 1942, and 1943, respectively. 

We find that no modification of our previous findings, orders, and 
authorizations respecting passenger fares is warranted. 


Rates for Government 


As hereinbefore noted, the Secretary of War at the hearing called 
to our attention the fact that with respect to special rates made for the 
federal government some railroads have apparently construed our find- 
ings as authorizing the continuance of the increases in such rates 
although when compared with normal rates paid by shippers generally 
the special rates were not below reasonable levels. We are of the view 
that we should except from our order suspending the authorized in- 
creases only rates which have been reduced below reasonable levels as 
a real concession to the government, but not rates which, even though 
reduced at the request of the government, were not below such levels. 
The petitioning carriers should remove the increases in so far as they 
apply to rates or charges which, while established for the government, 
were not below reasonable or normal levels as compared with rates 
paid by shippers generally in the same territory. 

Our duties under the national transportation policy of Congress and 
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under the other provisions of the interstate commerce act are contin- 
uous. In view of the uncertainties as to the factors that may affect the 
traffic and revenues of the respondents during the period of further 
suspension herein required, any party to these proceedings may petition 
us if circumstances and conditions affecting such traffic and revenues 
substantially change. 


State Commission Cooperation 


The Commission set forth that it had the benefit of the 
cooperation of the members of the cooperating committee of 
state commissioners. It set forth the recommendations of the 
state commission committee in a footnote. The state committce 
recommended that the Commission further suspend the freight 
rate increase and that the next suspension be for a period of 
12 months from January 1, 1945, and further that the Commis- 
sion remove “in their entirety by means of a 12-month suspen- 
sion order, the 10 per cent passenger fare increase heretofore 
granted in this proceeding and now in effect.” The footnote 
showed that the state committee held that the carriers had 
failed to prove that the increases, both freight and passenger, 
were necessary to enable the carriers to meet the war emer- 
gency and particularly to offset the increases in operating costs 
incurred by the carriers. The state committee at the former 
hearings, it was stated, had voted by majority vote to approve 
keeping the passenger fare increases in effect “because it was 
believed that these higher fares would tend to discourage unnec- 
essary passenger travel, and thus relieve the heavy passenger 
traffic congestion.” The committee concluded that the passen- 
ger increases had virtually no effect whatever in curtailing 
passenger traffic and that their elimination would have no effect 
whatever of increasing such traffic. The state committee said 
it was of the opinion that elimination of the passenger fare 
increases would not impair the financial strength of the opera- 
ating efficiency of the railroad industry as an integral part of 
the war economy. 

Alldredge’s Views 


In his concurring-in-part opinion Commissioner Alldredge 
agreed as to the disposition of the passenger fare increase, but 
said he was unable to agree with the disposition of the freight 
rate increases. In his discussion, Mr. Alldredge said that most 
of the general increases in freight rates and charges that had 
been made since world war I had come in periods of relatively 
low prices and reduced business activity. He said the avoidance 
of such occurrences in the future seemed a desirable objective. 
Careful consideration of all these circumstances indicated to his 
mind that the prudent course to have followed in 1943 was to 
make such revisions in the freight rate increases as the facts 
as that time justified and permit the continuation of the others, 
along with the passenger fare increases, with the proviso that 
all the proceeds involved, as well as an additional portion of 
the increased earnings resulting from war activities, should be 
subject to impounding for the purpose of enabling the carriers, 
first, to accumulate a fund to purchase new equipment and 
rehabilitate and modernize their properties when the war was 
over and, second, to reduce their outstanding debts as much as 
possible, said he. Continuing, he said: 


As any shock to or inflation of the general commodity price structure 
in the country had been fully absorbed at the time of our last decision 
in this case, this course would have assured the public that it was 
making no sacrifice to increase the profits of the private owners of the 
railway properties. Instead, it would have procured the application of 
such resources to the ultimate benefit of the general public at a time 
when the burden of such increases could readily be borne. 


In the present circumstances, when this same question is again 
before us, it seems to me that the same logic holds good. As we ap- 
proach the end of the war, uncertainty as to what may happen in the 
interim between the cessation of hostilities and the resumption of peace- 
time business activity is still present. The indications are that the 
impact of such a transition will fall more heavily upon some railroads 
than upon others, and possibly upon some regional rail groups more 
severely than others. The trend now seems to be more unfavorable to 
official territory lines, for example, than to any of the others. This 
uneven trend may be accentuated if Congress should repeal, by passage 
of a bill now pending before it, the law authorizing land-grant deduc- 
tions to the government. 

Weighing the general public interest, therefore, both in the utmost 
exertion of the railroads in the prosecution of the war and in the vital 
public need for safe, adequate, economical, and efficient service at the 
lowest possible rates whén peace comes, and having in mind the avoid- 
ance, as far as action now may forestall it, of a recurrence of demands 
for general increases in rates in the critical period of transition from 
war to peace, I am persuaded that it would be a prudent as well as a 
sound policy to continue the moderate freight rate increases heretofore 
granted, subject to the changes indicated in my dissent in 255 I. C. C. 
357, 403-404, provided the total earnings of the carriers above a reason- 
able figure are impounded for the improvement of their properties and 
the reduction of their debts. 


Commissioner Miller, dissenting in part, said: 


I dissent in so far as these increases are suspended without any 
findings as to when, without a further hearing, they will be permitted 
to become effective. In my opinion, the record clearly shows that the 
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carriers should secure the benefit of these increases not later than the 
end of the war in Europe. 


That the railroads were permitted to retain the 10 per 
cent increase in passenger fares and that the authorization for 
‘reight rate increases was not canceled but suspended for a 
year with the carriers having the right to petition for further 
consideration before January 1, 1946, were regarded as find- 
ings favorable to the railroads in railroad circles. It was 
pointed out that the railroads had sought restoration of the 
authority to impose the freight rate increases authorized in 
Ex Parte 148 primarily because they had felt that the war in 
Europe might come to an end soon and the volume of traffic 
reduced. Now, it was pointed out, there was doubt as to when 
the war would end. However, it was further pointed out, if the 
war in Europe did come to an end before January 1, 1946, and 
the revenues of the carriers fell off as a result thereof, the 
carriers could petition the Commission for restoration of the 
freight rate increases. 


Keeshin Debt Adjustment Plan 


Keeshin Freight Lines, Inc., and Debt Adjustment Corpo- 
ration, the latter incorporated in Illinois on November 30 by 
certain of the principal stockholders of Keeshin Freight Lines, 
Inc, to carry into effect a debt reduction plan for that motor 
carrier, have filed a petition with the Commission in MC F-1108, 
Keeshin Freight Lines, Inc.—Issuance of Notes, asking for 
modification of the Commission’s order of February 3, 1940, in 
that proceeding, so as to permit the transfer of Keeshin notes 
of series I, II and III by the holders to the Debt Adjustment 
Corporation and the pledging of such notes by the latter cor- 
poration as collateral security for its undertaking as provided 
in the debt reduction plan, attached to the petition. 

According to the petition, “it is contemplated that there 
will be eliminated through the consummation of the plan ap- 
proximately $1,250,000 of indebtedness.” 


The petition recited that the Commission, by its order of 
February 3, 1940, in 35 M. C. C. 119, authorized Keeshin Freight 
Lines to issue promissory notes of three series in an aggregate 
principal amount not exceeding $2,850,000, but imposed a con- 
dition restricting the transfer of the notes, and that Keeshin 
thereafter issued notes aggregating $2,835,000, comprising $1,- 
235,000 of series I, $1,200,000 of series II and $400,000 of series 
III. The petitioners said Keeshin had made payments of prin- 
cipal and interest in accordance with the terms provided in the 
notes and that the balance outstanding after November 1 pay- 
ments was $2,004,700, comprising $404,700 of the series I notes, 
$1,200,000 of series II and $400,000 of series III. It was now 
proposed, according to the plan attached to the petition, that 
the Debt Adjustment Corporation purchase the series I notes 
at a price equaling 40 per cent of the principal amount held on 
July 31, 1944; the series II notes at 40 per cent of the principal, 
the series III notes at 20 per cent of the principal, and ‘‘Found- 
ers stock” at $4 a share. The plan further provided among other 
things, that collateral notes of the Debt Adjustment Corpora- 
tion, referred to as “purchase notes,” would, after delivery of 
one per cent of the aggregate purchase price to the depositary 
(the American National Bank & Trust Co. of Chicago) for the 
depositing noteholders, be delivered to the depositary; that the 
purchase notes would provide that the Keeshin notes being sold 
would be pledged as collateral but left with the depositary as 
agent of respective vendors or their assignees as holders of the 
purchase notes; that the purchase notes would mature on No- 
vember 1, 1945, would bear interest at 5 per cent per annum, 
and would contain provisions requiring interim payments on 
account of principal of the purchase notes of all moneys paid 
by the debtor in respect of notes held as collateral. 


“Neither Debt Adjustment Corporation nor its stockholders 
as such will obtain any benefit from the consummation of the 
plan,” the petitioners assert, adding that “all such benefits will 
be made available to Keeshin Freight Lines, Inc., or its sub- 
sidiaries or stockholders through reduction in the amount of 
the indebtedness of the Keeshin System by cancellation of the 
excess of the face amount of the notes acquired under the plan 
... Over and above the costs of acquisition thereof through con- 
tribution to capital or surplus, or in such other manner as may 
be approved by the Interstate Commerce Commission.” 


The petitioners said the Debt Adjustment Corporation 
would file with the Commissioner of Internal Revenue an ap- 
plication for a ruling establishing that noteholders who sold to 
thet corporation under the plan here proposed would be en- 
titied to deduct as a capital loss the excess of cost of their notes 
Over the proceeds of sale. It was stated at one point in the 
Plan that some changes in provisions of the plan originally con- 
templated had been made because of none-participation of New 
York Transit & Terminal Co., Ltd., a subsidiary of the Balti- 
more & Ohio, and, according to the petition, a holder of $40,000 
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of series I notes outstanding and of $150,000 of series III notes 
outstandin 


The ~ attached to the petition included the following: 


It is hoped that New York Transit & Terminal Co., Ltd., will 
participate in the plan at some date in the future. If and when New 
York Terminal & Transit Co., Ltd., does sell its notes to the purchase 
and join in the plan, then as soon as practicable after consummation 
of purchase of all of the notes, steps will be taken to make available 
through cancellation of indebtedness and contributions to capital or 
surplus of the debtor, of the excess of the face amount of the notes 
over and above the cost of acquisition thereof, including not only the 
purchase prices but the expenses incurred in connection with the plan, 
and particularly the compensation to be paid to Morris Sider. ...In the 
event, however, that New York Transit & Terminal Co., Ltd., fails to 
participate in the plan, then the notes may be kept available unreduced 
in amount even after the consummation of the purchase thereof until 
some plan for the readjustment of the indebtedness of the debtor can 
be worked out satisfactory to the debtor and approved by the Interstate 
Commerce Commission or such other tribunal as may have jurisdiction. 
In no event, however, shall any profit out of the acquisition of the 
notes, if any should result, inure to the benefit of the stockholders of 
the purchaser as such.... 


It was stated in the plan that the expenses of acquisition 
of the notes would include compensation of $50,000 to Morris 
Sider for his services in connection with the plan. An exhibit 
attached to the application showed that holders of the series I 
notes were: The Cary Corporation, Commercial Investment 
Trust, Inc., General Tire & Rubber Co., New York Transit & 
Terminal, Ltd., Socony Vacuum Oil Co., and Yellow Manufac- 
turing Acceptance Corporation; that holders of series II notes 
were Yellow Manufacturing Acceptance Corporation and Stand- 
ard Oil Co. of New Jersey, and that holders of series III notes, 
in addition to ten individuals, were New York Transit & Ter- 
minal, The Cary Corporation, General Motors Corporation, and 
Socony Vacuum Oil Co. 


F. E. C. Reorganization 


S. A. Lynch, and others joined with him, and the Atlantic 
Coast Line, have filed a brief and a memorandum in support 
of the petition for reopening of Finance No. 13170, Florida East 
Coast Railway Co. Reorganization, for the purpose of submit- 
ting a new proposed plan of reorganization (see Traffic World, 
Nov. 11, p. 1226). St. Joe Paper Co., and Fred G. Hamilton, 
holders of bonds of the debtor railroad, have filed briefs in 
opposition to the petition. The Independent Protective Com- 
mittee of F. E. C. first mortgage bonds have filed a brief 
asking immediate payment of the present first mortgage. 


S. A. Lynch, and those joined with him, reviewed the 
essential features of the proposed new plan of reorganization 
filed by them, and said that the “du Pont interests” through St. 
Joe Paper Co., had raised procedural objections to the plan. 
They said the plan was sound and that the “threat of veto 
voiced by the du Pont interests should not deter the Commis- 
sion.” They asked the opportunity to present factual support 
“for proposals designed to promote a lawful and successful 
reorganization.” 

Answering an objection that the Lynch petition had been 
filed late in the proceedings, Atlantic Coast Line argued that 
the Commission had authority to reopen cases and grant re- 
hearing even after decision, citing Baldwin vs. Scott County 
Milling Co., 307 U. S. 478, 59 S. Ct. 943, 83 L. Ed. 1409, and 
A. T. & S. F. R. R. Co. vs. United States, 284 U. S. 248, 62 S. 
Ct. 146, 76 L. Ed. 273. It objected to the manner in which ap- 
ponents of the plan and petition for reopening figured the 
thirteen years in which, they said, the A. C. L. had stood by 
without intervening, saying that that figure included the ten 
years of equity receivership. The A. C. L. also argued that the 
Commission might receive a plan submitted by the holder of 
a single debtor bond if that plan was superior to plans sub- 
mitted by holders of larger proportions of the bonds. 

The new plan did not violate the fifth amendment to the 
Constitution, said the A. C. L., adding that “the alleged viola- 
tion consists only in this—the du Pont interests want to oper- 
ate the Florida East Coast Railroad... .” It said the impelling 
reason why the case should be reopened was that the Lynch 
plan would result in operation of the F. E. C. property by the 
A. C. L., and cited its experience in handling traffic in the in- 
volved territory, and said that, geographically and physically, 
the line of the F. E. C. south of Jacksonville represented a 
logical extension of the A. C. L. rails into the east coast Florida 
territory. 

The St. Joe Paper Co. brief raised the points, among 
others, discussed in the A. C. L. memorandum. It argued that 
the Lynch plan was “improvident, unreasonable and unlaw- 
ful,” and said that earnings to be anticipated would not meet 
the charges under the plan. It said the original plan promul- 
gated by the Commission, and accepted by over two-thirds of 
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the owners of the equity, would result in a permanent reor- 
ganization of the debtor on a sound financial basis. 

Fred G. Hamilton, who said he was a holder and repre- 
sentative of holders of first and refunding mortgage 5 per cent 
bonds of the debtor, opposed the filing of another plan of re- 
organization. He said the problems now before the Commission 
were the relative lien rights of the two mortgages and, after 
this determination, to make an allotment of the available cash 
between the two mortgages based on the relative earning power 
of the two properties since May 12, 1932. He reaffirmed the 
objections he said he had heretofore filed in the proceeding to 
plans proposed by various parties. 


Forwarder Terminal Area Question 


Rights of freight forwarders served by the applicant mo- 
tor-carrier in pick-up and delivery service should not be preju- 
diced by inferences, in a report dealing with the motor-carrier’s 
rights, as to the extent of the terminal areas of such freight 
forwarders, said American Carloading Co. in a petition for 
reconsideration in MC 72300, American Carloading Co. Common 
Carrier Application. 
In that proceeding the Commission, division 5, modified the 
findings in the prior report, 33 M. C. C. 627 and denied a cer- 
tificate. It found exempt under section 202(c) of the interstate 
commerce act the applicant’s collection and delivery services, 
performed at Chicago, Ill., Lansing, and Pontiac, Mich. 
The applicant asked reconsideration of the portion of the 
report on reconsideration referring to the terminal areas of 
freight forwarders served by it, “to the end that the discussion 
and the inferences therein as to the extent of the terminal areas 
of such freight forwarders be eliminated from such report. .. .” 
The extent of those terminal areas was not involved in 
these proceedings, American Carloading said, and that deter- 
mination of the areas served by it in these proceedings would 
be prejudicial to the forwarders in that their rights would be 
determined in proceedings to which they were not parties and 
in which they had not had an opportunity to offer evidence. 
The applicant raised the further objection that the terri- 
tory served by it in pick-up and delivery service for freight 
forwarders on, prior to, and subsequent to, June 1, 1935, could 
not determine the areas within which the forwarders held them- 
selves out to perform pick-up and delivery service, since the 
forwarders had not become subject to Commission regulation 
until May 16, 1942. Therefore, said the applicant, the scope of 
such forwarder operations could be broadened at any time 
between June 1, 1935, and May 16, 1942, by the forwarder. To 
determine the extent of their terminal areas on the basis of the 
service performed for them by motor carriers with reference 
to the critical date in the motor carrier act would be an unwar- 
ranted restriction on the forwarders’ rights, it said. Determina- 
tion of those areas came under part IV of the interstate com- 
merce act, and not under part II, it said. 


Express Rates Complaint 


Alleging that the continuance of a “depressed level of 
rates” by Railway Express Agency, Inc., between points in 
eastern and southeastern Massachusetts and Rhode Island, 
established in 1939 for the “alleged purpose of meeting motor 
truck competition,’ and in the light of motor rate increases 
since then, could have no other object than that “of harrassing 
and injuring the competitive motor carriers contrary to the re- 
quirements of the interstate commerce act,” the New England 
Rate Bureau, Inc., has asked the Commission to investigate 
those rates, in complaint No. 29226. 

The bureau said the rates had been reduced on or about 
August 15, 1939, and that they had been maintained at the 
1939 level without change, except for the application of an 
emergency charge of 10 cents for less-carload shipments of one 
or more packages or pieces in addition to the tariff rate. 

“The 1939 rate reductions of the respondent placed its 
rates at levels equivalent to or below those of the competitive 
motor carriers,” said the bureau. “Subsequently member car- 
riers Of the complainant, which constitute substantially if not 
all of the competition afforded the respondent, have increased 
their class rates by a total of 10 per cent over the 1939 level, 
and likewise minimum charges (i. e., March 18, 1942—6 per 
cent; December 23, 1943—4 per cent) for the purpose of meet- 
ing rising costs common to all motor carriers and general 
business. They have also increased all commodity rates by at 
least 10 per cent over the 1939 level. Commodity rates on many 
commodities have been advanced in excess of 10 per cent, and 
in numerous instances have been completely eliminated, re- 
sulting in the application of the substantially higher class 
rates.” 

The bureau continued by saying that, as a consequence, 
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the motor carrier level was much higher than the rates of the 
respondent, and that the maintenance of the depressed level by 
the respondent, “if ever valid,” was now completely invalid and 
constituted a form of destructive competition. It said that the 
express company, in addition, “enjoys additional competitive 
advantages derived from tariff rules relating to the collection, 
delivery and treatment of freight, allowance of free storage of 
merchandise and other tariff provisions.” 

Subsequent to the reduction of 1939, the bureau said that 
the express company had incurred increases in all items of 
expense, including labor. Those costs, the bureau said it was 
informed and believed, were “absorbed by revenues derived by 
respondent from other sections of its business, and are also 
absorbed indirectly and in part by its railroad principals.” The 
bureau further alleged that the respondent’s rates, in the light 
of known costs for pick-up and delivery service with motor 
vehicles, must of necessity be below actual costs of operation, 
and in instances even less than the out-of-pocket cost of opera- 
tion itself. 

The declared intention to meet motor carrier competition 
in 1939 was further made evident, the bureau said, by the fact 
that “the type of rates provided by the respondent within the 
comparatively narrow territorial area involved represents a 
radical departure from the rate structure used by it in other 
sections and follows the motor carrier pattern, although now 
substantially below its level.” The result was, it said, that the 
respondent’s rates were preferential from important points of 
origin located within the area, to destinations therein, and un- 
lawfully discriminatory against destinations at equal distances, 
but lying outside of the “treated” territory. 

The bureau asked the Commission to enter on a formal in- 
vestigation; to find the involved rates and tariff rules unjust 
and unreasonably low and non-compensatory and unduly and 
unreasonably preferential and discriminatory, and their main- 
tenance to constitute a destructive competitive practice; and 
that the Commission prescribe ‘a proper level of rates on a 
basis not lower than maintained by the respondent between 
other points within New England as just and reasonable be- 
tween the points here involved.” 


Nickel Plate Financing 


_In Finance No. 14780, the New York, Chicago, St. Louis 
Railroad Co. has asked the Commission for authority to issue 
and sell $42,000,000 principal amount of refunding mortgage 
bonds, series D, at a rate of interest to be specified by the suc- 
cessful bidder. 


The applicant said it proposed to create a fourth series of 
bonds to be issued under its refunding mortgage to Guaranty 
Trust Co. of New York, dated March 1, 1924. Proceeds from 
the sale of the bonds, it said, together with such additional 
treasury cash as might be required, would be applied to pay- 
ment of the applicant’s promissory note to Manufacturers Trust 
Co., of New York, dated October 24, in the principal amount 
of $10,000,000, and for the redemption and payment of the 
$26,058,000 of its refunding mortgage 5% per cent bonds, series 
A, and the $6,500,000 first mortgage 4 per cent bonds of Toledo, 
St. Louis & Western Railroad Co., outstanding in the hands of 
the public. 


It said that the promissory note was payable in yearly in- 
stallments of $500,000 each, 1945 to 1948, inclusive, with pay- 
ment of $8,000,000 on October 24, 1949, but that it had the right 
to prepay all or any part of the balance on ten days’ written 
notice. The 5% per cent bonds, series A, would mature April 1, 
1974, it said, but were redeemable on any interest date on not 
less than 60 days’ notice. The T. St. L. & W. bonds would 
mature April 1, 1950, it said, but were subject to redemption 
on any interest date on not less than six months’ notice. 


The new bonds, it said, were to be dated January 1, 1945, 
to mature January 1, 1975, and would be issuable in the form 
of coupon bonds, registerable as to principal, in the denomina- 
tion of $1,000, and as registered bonds without coupons, in de- 
nominations of $1,000, $5,000, $10,000, and any multiple of 
$1,000 in excess of $10,000, and would be interchangeable in the 
manner provided in the refunding mortgage. 

They would have, under the provisions of a proposed sup- 
plemental indenture, the benefit of a sinking fund into which 
there would be payable $210,000 semi-annually, beginning July 
1, 1945, it said. The new bonds would be redeemable at the 
option of the applicant, in whole or in part, on any interest 
payment date, on not less than 60 days’ notice, the applicant 
said, or, at the instance of the sinking fund trustee, in part, on 
any interest payment date, for the purposes of the sinking fund, 
on not less than 30 days’ notice. 

The Nickel Plate said that, assuming that the new bonds 
could be issued with a 3% per cent coupon, the reduction in 
annual interest charges would be $649,770. 
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Carloader Rates Protest 


Acme Fast Freight, Inc., has raised the question of the 
lawfulness of rates published on chemicals from Philadelphia, 
Pa., to Gulf ports by Carloader Corporation, calling them 
“cyt-rate commodity rates,” and below a reasonable minimum. 
The rates are in question for the second time, the Commission, 
in August, having suspended on its own motion similar Car- 
loader rates in I. and S. No. 5316, Chemicals, Etc., Philadelphia, 
Pa. to Gulf Ports. At the hearing in that proceeding the 
question of whether or not a freight forwarder might establish 
proportional rates was, for the first time, brought into issue, 
as the rates provided for forwarding from Philadelphia traffic 
originating at du Pont plants at Carney’s Point, N. J., Newark, 
Del., Penns Grove, N. J., and Wilmington, Del., lower than 
the local rates from Philadelphia to the ports (see Traffic 
World, Sept. 23, p. 764). al 

Acme Fast Freight has now asked the Commission to 
suspend items 200, 205, 210, 215, 220 and 225 in supplement 
No. 14 to I. C. C. FF-3, published by Carloader Corporation 
to become effective December 20. As to the circumstances 
of the publication of the protested rates, Acme said: 


It has been this protestant’s understanding that respondent be- 
lieves that its operating rights from Philadelphia permit it to assemble 
freight from contiguous territory and when respondent elected to with- 
draw the rates under suspension, thereby terminating the proceeding 
then pending, it was protestant’s belief that new rates would be filed 
specifically naming Carney’s Point, etc., as origins, for the purpose of 
affording respondent an opportunity to test the validity of its conten- 
tions concerning the extent of its operating rights and at the same 
time eliminating certain objectionable features in the rates which were 
then before the Commission. By its supplement No. 14, to its I. C. C. 
FF-3, respondent has refiled these rates, but instead of naming Carney’s 
Point, ete., as origins at the full level of prevailing forwarder rates, 
the new rates apply from respondent’s station in Philadelphia and are 
uniformly 21 cents less than its present rates from Philadelphia, and, 
generally speaking, represent an even greater differential under pro- 
testant’s rates. 


Acme said that a rate that failed to return an adequate 
profit to the carrier could not be regarded as just and reason- 
able by any test, and that preservation of a national trans- 
portation system required that “no transportation agency’s 
rates be permitted to sink to a level where they are both non- 
compensatory to the paricular agency involved and destructive 
in their effect upon the revenues of competing agencies.” Ob- 
serving that Carloader’s rates had clearly “reached such a 
level,” Acme said that Carloader’s deficit for the quarter ended 
December 31, 1943, was $6,510, and cited deficits for the first 
three quarters of 1944. The record showed, it said, that the 
greater portion of Carloader’s traffic moved between New York 
and Philadelphia, on the one hand, and Gulf ports, on the 
other, and that, thus, with that traffic moving under rated 
equivalent to the prevailing 1. c. 1. rates and between the same 
origin and destination territory as involved in the instant pro- 
ceeding, “respondent is operating at a loss. Yet, it here pro- 
poses to reduce some of these rates by amounts varying from 
8% per cent to 20. per cent.” ] 

Acme said that the proposed rates bore no relation to 
respondent’s avowed purpose of serving Carney’s Point and 
the other nearby towns that were involved in I. and S. No. 
5316. To the contrary, it said, they represented an arbitrary 
reduction of 21 cents under the prevailing rate from Phila- 
delphia, “necessitated by no sound purpose, and uneconomical 
and destructive in its effect.’”’ They tended to destroy com- 
pletely the proper relationship between respondent’s rates 
on other commodities originating in Philadelphia, and on the 
particular commodities that would receive the benefit of the 
reduction, said Acme, adding that “they are, in essence, cut- 
rate commodity rates, but designed solely to attract tonnage 
now moving in the service of other forwarders.” 





FORWARDERS AND P. C. W. A. STATUS 

By an order in Ex Parte No. 160, Pacific Coast Whole- 
Salers’ Association—Investigation of Status, the Commission, 
division 4, has instituted, “upon the Commission’s own motion,” 
a proceeding of inquiry and investigation into whether or not 
the Pacific Coast Wholesalers’ Association, or its directors, 
officers or representatives are operating as a freight forwarder 
in violation of the provisions of part IV of the interstate com- 
merce act. 

The order said the Commission had considered a petition 
of the Freight Forwarders Institute for such an investigation 
(see Traffic World, Oct. 7, p. 903), in which the forwarders 
cConiended that the association performed services ‘“substan- 
tially the same” as those of freight forwarders, but that it had 
not applied for or received a permit from the Commission 
authorizing it to operate as a freight forwarder. 

The order said it appeared that the association or its di- 
rectors, officers, or representatives asserted that it was an 
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association of shippers engaged in consolidating and distributing 
freight for its members on a nonprofit basis for the purpose of 
obtaining the benefits of carload, truckload, or other volume 
rates and that, it was, therefore, not subject to the provisions of 
part IV of the act by virtue of the exemption in section 
402(c) (1). 

The order said that neither the association nor its directors, 
officers, or representatives had ever applied for or received a 
permit from the Commission authorizing such operations, nor 
complied with any of the provisions of part IV of the act 
applicable to persons engaged in such operations, for compensa- 
tion, in interstate commerce. 

The order made the association, and Elmer J. Jensen, Jules 
H. Ernst, Percy T. Lyon, Ira C. Lambert, L. A. Lindroth, G. A. 
Olson, and Sol Smith, directors, officers, and representatives 
of the association, all of Los Angeles, Calif., respondents in 
the proceeding and said that it should be assigned for hearing 
at a time and place to be specified. 


SUSPENDED TARIFFS 


In I. and S. M-2486, the Commission, upon its own motion, 
suspended from December 12 until July 12 the operation of 
certain schedules published in supplements 55 and 57 to joint 
tariff MF-I. C. C. No. 282, and supplements 33 and 34 to joint 
tariff MF-I. C. C. No. 319, issued by the Southern Motor Car- 
riers Rate Conference, agent, Atlanta, Ga. The suspended sched- 
ules propose to cancel the participation of Leon E. Ball, doing 
business as Ball’s Express, Mansfield, O., Allied Motor Express, 
Inc., Cleveland, O., and the Western Express Company, Cleve- 
land, in joint rates named in the tariffs. 


F. J. & G. REORGANIZATION 

Judson Zimmer, substitute trustee, and Maider & Maider, 
attorneys for the trustees, have filed petitions with the Com- 
mission in Finance No. 9954, Fonda, Johnstown & Gloversville 
Railroad Co., for approval of additional compensation author- 
ized by an order of the federal court for the northern New 
York district. The court granted Maider & Maider $18,700 
additional compensation “for extraordinary, unusual and un- 
foreseeable work performed for the trustee in this proceeding,” 
and granted Judson Zimmer additional compensation for his 
services as trustee of $1,500 a year from July 23, 1940, to June 
1, 1944, aggregating $5,750, in each case subject to the approval 
of the Commission. 

The Zimmer petition showed that his compensation as sub- 
stitute trustee was originally fixed at $7,500 a year. The peti- 
tion of the attorneys showed that their compensation was orig- 
inally fixed at $9,000 a year. 


CHICAGO AREA COMMUTATION FARES 


By an order in No. 28974, Interstate Commutation Fares— 
Chicago, IIll., District, the Commission has denied a petition of 
the respondent rail carriers for reconsideration and reargument 
with respect to its decision in this proceeding last August, de- 
nying authorization to those carriers to increase their com- 
mutation fares in the Chicago area by 20 per cent (see Traffic 
World, Nov. 11, p. 1216, and Nov. 25, p. 1373). 

The Commission predicated its order of denial on further 
consideration of the record, of the respondents’ petition and of 
the reply of the Price Administrator to that petition. The 
Price Administrator, in his reply, urged denial of the railroads’ 
petition on the ground, among others, that the increase re- 
quested was not necessary to maintain essential commutation 
service by the respondents. 


Terminal Service Exceptions 


Spencer Kellogg & Sons, Inc., has filed exceptions to the 
proposed report of Examiners E. J. Hoy and Charles W. Berry 
in Ex Parte 104, Practices of Carriers Affecting Operating Reve- 
nues or Expenses, Part II, Terminal Services, Spencer Kellogg 
& Sons, Inc., in which the examiners recommended that the 
Commission find that a reasonable charge in addition to line- 
haul rates should be made for certain deliveries at the com- 
pany’s Decatur, Ill., plant (see Traffic World, Nov. 4, p. 1157). 

The company said that the examiners had erred in finding 
that additional switches over and above a single switch daily 
constituted special service for which a reasonable charge should 
be exacted, and in finding that a spotting charge of any sort 
should be assessed at any time. 

In its exceptions, Spencer Kellogg reproduced a paragraph 
from the proposed report dealing with two deliveries a day at 
its plant, and below that reproduced a paragraph from the 
proposed report on Archer-Daniels-Midland Co., in which the 
same examiners concluded that as many as four switches a day 
at the A-D-M plant, in the peak season, were made for the 
carrier’s convenience and benefit and were not a concession to 
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the industry. Spencer Kellogg commented on the reproduced 
paragraphs as follows: 

Here we have two soybean mills located within a quarter of a mile 
of each other, one to the north of the Illinois Terminal track and the 
other to the south. In the one instance the examiners hold that one 
set of. principles should apply in the matter of receiving additional 
switching service to unload beans and in the other instance they rule 
that a still different set of principles should apply. 


These findings were not consistent, Spencer Kellogg said. 
As to the assessing of a spotting charge at any time, the com- 
pany said that “further argument on this point would be re- 
dunant material, and it is merely stated that our company sub- 
scribes to the theory advanced by other parties to this proceed- 
ing that under the American system of freight rates the line- 
haul rates should include the delivery and pick-up of loaded 
cars to and from specific points within the plant proper, regard- 
less of size or any other set of conditions, providing, of course, 
that the carriers’ locomotives can effect such pick-up or 
delivery.” 

The company asked, as to services at its plant, that the 
following specific findings be made: 

1. That additional switches over and above a single switch daily 
do not constitute special service, and the carriers should be required 
to render the additional switches without any charge over and above 
the line-haul rates. 

2. That a spotting charge of any sort be condemned as abhorent 
to the American system of freight rates. 


The company asked that oral argument be granted. 





REDIKER FORWARDER RIGHTS TRANSFER 


Rediker Brothers Shipping Co. and Rediker Brothers Ship- 
ping Co., Inc., have filed an application with the Commission 
in FF-60, for authority to transfer the forwarder rights of Red- 
iker Brothers Shipping Co. to the corporation which, the appli- 
cation said, had been organized solely for the purpose of taking 
over the company’s business. The application said the company 
was authorized to operate between New York and as far south 
as Florida, New York and New Orleans, New York and Cali- 
fornia. It was operating between those points, other than Cali- 
fornia, it said, war conditions no longer necessitating use of 
California ports for the time being. 





LIBERTY MOTOR INJUNCTION 


The Commission has been advised that a three-judge court 
for the northern Illinois district has entered findings of fact, 
conclusions of law, and final decree dismissing the complaint in 
No. 44 C 957, Liberty Motor Freight Lines, Inc., vs. United 
States et al., according to a memorandum issued by the Com- 
mission’s chief counsel. ; 

Liberty had asked that the court set aside an order of the 
Commission in MC 222. In that case, the Commission upheld 
an earlier finding by division 5 to the effect that the applicant’s 
services as a broker and operator of motor vehicles in common 
carriage before the “grandfather” date did not entitle it to a 
certificate (see Traffic World, Aug. 26, p. 504). 





SERVICE ORDER VIOLATIONS FINE 


Secretary Bartel, of the Commission, in a “memorandum 
to the press,” says the Commission has_been informed that on 
November 7 Howard S. Palmer, James Lee Loomis, and Henry 
-B. Sawyer, trustees for the New York, New Haven & Hartford 
Railroad Co., paid a penalty of $500 in full settlement of an 
action pending in the federal court for the Connecticut district 
for violations of the Commission’s service order No. 178. The 
service order, as amended, prohibited the use of refrigerator 
cars for the movement of empty beer containers, among other 
things. 

The secretary said that the matter had been investigated 
by the Commission’s Bureau of Inquiry. In the bureau it was 
said that this was one of a number of civil suits filed against 
railroads for similar violations of the service order. 


SUIT IN SEABOARD REORGANIZATION 


The Supreme Court of the United States has been asked 
to review a decision of the federal circuit court of appeals for 
the Fourth Circuit affirming a decree of the federal district 
court for the eastern Virginia district by which was approved, 
with certain modifications, a plan of reorganization for the 
Seaboard Air Lines Railway Co. 

Petitioners for a writ of certiorari to the circuit court 
of appeals are F. G. Badenhousen, William S. Spatcher and 
Howard H. Hubbard, constituting the protective committee for 
holders of the Georgia & Alabama Railway First Mortgage 
Consolidated 5 per cent gold bonds, due 1945. Defendants in 
the suit are the Guaranty Trust Co. of New York and Merrel 
P. Calloway as trustees of the Seaboard. The case is docketed 
in the Supreme Court as No. 720. The district court handed 
down its decision December 13, 1943, and the appeals court 
affirmed by its decision of August 2, 1944. 
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In their petition for certiorari, the members of the pro- 
tective committees set forth the contention that the allocation 
of securities in the Seaboard reorganization to holders of the 
Georgia & Alabama bonds was based on an unduly low level 
of earnings. They said the Georgia & Alabama first mortgage 
consolidated bonds constituted one of the underlying issues of 
the Seaboard system. Under the plan of reorganization ap- 
proved by the district court, they said, the holders of the 
Georgia & Alabama bonds, who had a first lien claim, including 
principal and accrued interest to January 1, 1944, of $1,625 for 
each $1,000 bond, would receive new securities totaling $1,043.78, 
comprising (for each $1,000 bond) $58.74 of first mortgage 
bonds, $262.55 of income bonds, $107.88 of preferred stock 
and $614.61 of common stock. 

They said the earnings of the Seaboard system in the years 
1936 to 1940 were used in computing the basis for distribution 
of the new securities. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal couris, for violations o} 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Western New York district, at Buffalo. Alvina L. Butcher, 
of York, Pa., and Madison Wire Co., Inc., Buffalo, N. Y., were 
fined a total of $450, November 28, following entry of their 
separate pleas of guilty to an information charging each of them 
with violations of part IT of the interstate commerce act. Each 
defendant was required to pay $225. The defendant, Alvin L. 
Butcher, was charged with operating as a contract carrier of 
property by motor vehicle for compensation, without a permit 
having been issued to her by the Commission authorizing such 
operations. The defendant, Madison Wire Co., Inc., was charged 
with aiding and abetting these operations. 

Middle Pennsylvania district, at Harrisburg. Joseph H. 
Sprecher, doing business as Sprecher Brothers in the motor- 
carrier transportation of automobiles, at Lebanon, Pa., was 
fined $1,000, December 5, following entry of a plea of guilty to 
an information charging him in 17 counts with violations of 
part II of the interstate commerce act and provisions of the 
motor-carrier safety regulations promulgated under that act. 
The fine was imposed on 10 counts of the information and $500 
of it was ordered paid at once. Imposition of sentence on the 
remaining seven counts, together with the payment of the re- 
maining $500 of the fine, was suspended during a probationary 
period of three years. The defendant was charged with operat- 
ing as a motor-vehicle common carrier without a certificate, 
and with failure to require his drivers to keep drivers’ logs 
while operating his vehicles engaged in such transportation. 


Motor-Rights Contest in South 


_ Operating authority granted by the Commission to Asso- 
ciated Transport, Inc., as successor in interest to Southeastern 
Motor Lines, Inc., with respect to transportation of general 
commodities over regular routes between Nashville and Knox- 
ville, Tenn., is the subject matter of a suit brought to the Su- 
preme Court of the United States on appeal from the federal 
district court for the southern New York district. 

The case is docketed in the Supreme Court as No. 731, 
Andrew B. Crichton, R. M. Crichton, C. N. Crichton, M. E. 
Crichton, R. B. Crichton and A. B. Crichton, Jr., copartners dba 
Super Service Motor Freight Co.; the Mason & Dixon Lines, 
Inc., and Hoover Motor Express Co., Inc., Appellants, vs. United 
States of America and Interstate Commerce Commission. 

The district court, in its decision of August 24, denied the 
prayer of the complaint that the court set aside and annul the 
Commission’s order of November 2, 1943, in MC 76037, South- 
eastern Motor Lines, Inc., insofar as that order and report by 
the entire Commission, reversing a decision by division 5, 
authorized operation by Associated Transport between Nash- 
ville and Knoxville. The plaintiffs alleged in their suit that the 
Commission’s order was erroneous in law, that the applicant 
was not entitled to a certificate, and that they, the plaintiffs, 
would suffer great injury and irreparable damage by the grant- 
ing of the authority sought to Associated Transport. 

In their petition for review of the district court’s decision, 
the appellants said that questions brought before the Supreme 
Court were whether the Commission’s duties and powers were 
such as to permit issuance of certificates for new service or 
extension of existing service on a showing of “illegal service 
under the so-called ‘grandfather’ clause of section 206(a) of the 
interstate commerce act,” to ‘permit competitive operations 
with existing motor carriers without finding that their service 
was inadequate, and to assign an application involving opera- 
tions in not more than three states to an examiner of the Com- 
—— rather than to a joint board under section 205(a) of 

e act. 
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REGULATION OF COMMON CARRIERS 


(District Court, E. D. Michigan, S. D.) The factual de- 
terminations made by Interstate Commerce Commission, if sup- 
ported by evidence, are final, and the judicial function is ex- 
hausted when there is found to be a rational basis for conclu- 
sions approved by Commission. 

The basic purpose of the Transportation Act as it applies 
to water carriers is the preservation of earning capacity and 
conservation of financial resources of individual carriers, to 
permit property employed to earn a reasonable return, and 
to prevent waste resulting from unnecessary competition. Inter- 
state Commerce Act Sec. 301 et seq. 49 U. S. C. A. Sec. 901 
et seq. 

Evidence before, and finding of Interstate Commerce Com- 
mission, that carrying capacity of vessels of applicant for cer- 
tificate of public convenience and necessity was needed to 
transport automobiles on the Great Lakes, in absence of evi- 
dence or finding that applicant’s vessels were only vessels avail- 
able to certificated carriers, was insufficient to sustain award 
of certificate of public convenience and necessity to applicant. 
— Commerce Act Sec. 309(a), 49 U. S. C. A. Sec. 

ce). 

Finding and order of Interstate Commerce Commission 
granting an application for a certificate of public convenience 
and necessity aS a common carrier of automobiles by water, 
which had effect of introducing a new and competing carrier 
into a field adequately served without definite need for services 
being shown, was set aside as conflicting with purpose of 
Transportation Act. Interstate Commerce Act Secs. 301 et seq., 
309(c), 49 U. S. C. A. Secs. 901 et seq., 909(c). 


Conclusion of Interstate Commerce Commission that public 
interest would be adversely affected if, after production of 
automobiles is resumed, protesting certificated carriers were 
delayed in acquiring additional facilities, which conclusion 
formed basis for issuance to applicant of certificate of public 
convenience and necessity for common carriage of automobiles 
by water, and which conclusion was arrived at without con- 
sideration of period required for automobile manufacturers 
to reconvert their plants to civilian production, was rejected 
as conjectural. Interstate Commerce Act Sections 301 et seq., 
309(c), 49 U. S. C. A. Sees. 901 et seq., 909(c). 

The effect of a denial by Interstate Commerce Commission 
of application for certificate of public convenience and _neces- 
sity as a common carrier by water upon investment of appli- 
cants in their vessels has no controlling force in a determina- 
tion of the validity of the order, since the Commission is 
concerned only with the public interest. Interstate Commerce 
Epa 301 et seq., 309(c), 49 U. S. C. A. Secs. 901 et seq., 

c). 

The fact that vessels of applicants for certificate of public 
convenience and necessity were used by certificated carriers to 
carry automobiles prior to war emergency and might be needed 
for that service when production of automobiles is resumed 
does not warrant conclusion that there will be need for opera- 
tion of such vessels by applicants as a new carrier in the field 
so as to warrant the issuance of a certificate of convenience 
and necessity. Interstate Commerce Act Secs. 301 et seq., 
309(c), 49 U. S. C. A. Secs. 901 et seq., 909(c). 

(Detroit & Cleveland Nav. Co. vs. United States, 57 Fed. 
Supp. 81.) 

(Supreme Court of Illinois.) The Inflation Control Act of 
1942, requiring notice to President or agency designated by 
him before increase in public utility rates and consent to inter- 
vention by agency before authority considering such increase, 
merely gives Director of Economic Stabilization the right to 
intervene in rate-fixing proceedings, and does not affect juris- 
diction of Commerce Commission. Inflation Control Act of 1942, 
Sec. 1, 50 U. S. C. A. Appendix, Sec. 961. 

Failure to give notice of railroad rate increases to federal 
agency did not affect jurisdiction or powers of Illinois Com- 
merce Commission in railroad rate cases which had been sub- 
mitted before passage of Inflation Control Act of 1942, nor 
change the issues in such cases. Smith-Hurd Stats. c. 111%, 
Sec. 73; Inflation Control Act of 1942, Sec. 1, 50 U. S. C. A. 
Appendix Sec. 961. 

Where suburban commutation rates were lower than one- 
way and round-trip fares, though cost of carrying commutation 
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passengers was the same, railroads seeking increase of commu- 
tation rates were not required to segregate operating’ expenses 
between commutation and other service, which would only 
increase deficit as regards commutation service. Smith-Hurd 
Stats. c. 11136, Sec. 73. 

Where railroads were seeking to increase suburban com- 
mutation rates, not for return on investment but merely to 
reduce operating deficit, value of facilities used and useful in 
such service was an academic question and proof thereof was 
unnecessary. 

A hearing before Commerce Commission is not a partisan 
hearing with the commission arrayed against the utility, but 
an administrative investigation to ascertain and make findings 
of fact. Smith-Hurd Stats. c. 111%, Sec. 73. 

In proceeding by railroads to increase commutation rates, 
Commerce Commission should indicate the formula which it 
would approve for determining value of property used and 
useful, and should require evidence to be offered on basis 
thereof, and it was arbitrary and unfair to question for the 
first time in final order the correctness of the formula and the 
basis of evidence of value. Smith-Hurd Stats. c. 111%, Sec. 73. 

In proceeding by railroads to increase suburban commuta- 
tation rates, refusal of Commerce Commission to consider evi- 
dence of allocation of expenses to suburban service, because of 
their opinion that proportion of such expenses charged to 
suburban service was too high, was improper as disregarding 
evidence and acting upon opinions and conclusions not based 
upon evidence. Smith-Hurd Stats. c. 111%, Sec. 73. 

An inference by Commerce Commission in fixing suburban 
rates, that revenue from suburban service had substantially 
increased during 1942 in view of increase in incomes from 
entire railroad systems, was improper as pure speculation un- 
supported by evidence. Smith-Hurd Stats. c. 111%, Sec. 73. 

The Commerce Commission erred in refusing to permit 
railroads to increase commutation rates for suburban service 
on theory that equipment used was mostly previously used in 
through service, and that suburban service was more or less a 
by-product, so that any revenue over “out-of-pocket expense” 
was so much profit. Smith-Hurd Stats. c. 111%, Sec. 73. 

In determining cost of transporting particular commodity 
for rate-fixing purposes, all outlays which pertain to it must 
be considered, and there is no basis for distinguishing between 
“out-of-pocket costs” or ‘actual’? expenses and other outlays 
not incurred exclusively in the traffic in question. 

The state may not select a commodity or class of traffic, 
and, instead of fixing what may be deemed to be reasonable 
compensation for its carriage, compel carrier to transport it 
at less than cost or for nominal compensation. 

In making reasonable adjustment of carriers’ charges, the 
state need not secure the same rate of return from passenger 
and freight business, but the state may not select either of 
these departments for arbitrary control. 

In rate fixing, cost of transportation includes not only ex- 
penditures incurred exclusively for that particular traffic, but a 
just proportion of expenses incurred for all traffic of which 
that in question forms a part, and cannot be limited to amount 
by which total operating expenses would be diminished by 
eliminating, or increased by adding, the traffic in question. 

Where a public utility furnishes different kinds of service, 
it cannot be compelled to carry on a branch of its business 
which furnishes one kind of service at a loss, even though at 
the same time its whole business may be conducted at a profit. 
Smith-Hurd Stats. c. 111%, Sec. 73. 

The state cannot justify unreasonably low rates for do- 
mestic transportation, considered alone, on ground that carrier 
is earning large profits in interstate business, nor can carrier 
justify unreasonably high rates on domestic business in order 
to meet losses on interstate business. 

Orders of Commerce Commission refusing to permit in- 
crease in suburban commutation rates, which did not contain 
findings as required by statute, and were in form merely argu- 
ments and conclusions based upon assumptions and specula- 
tions and not supported by evidence, were improper. Smith- 
Hurd Stats. c. 111%, Sec. 69. 

Evidence substantially supported finding by Commerce 
Commission that proposed 10 per cent, increase by transfer 


company in suburban commutation rates was unreasonable. 
Smith-Hurd Stats. c. 111%, Sec. 73. 


Rentals received by terminal railroad company from prop- 
erty used in suburban service must be regarded as income 
from that property for purposes of fixing suburban commuta- 
tion rates. Smith-Hurd Stats. c. 111%, Sec. 73. 

If a railroad limits operations to technical compliance with 
statute in order to be able to lease facilities to other railroads, 
expenses incurred in such operations are a first charge against 
rentals received, and railroads cannot set aside such rentals 
for payment of interest and dividends and accumulation of 
surplus until such expenses are paid, nor pass on to the public 









1572 


any deficit in operations in form of increased rates as long as 
it derives substantial net income from rental of facilities used 
in the service. Smith-Hurd Stats. c. 114, Sec. 77. 

A railroad seeking to increase suburban commutation rates, 
and appealing from refusal of such permission by Commerce 
Commission, had burden of showing that proposed rates were 
not unreasonable. Smith-Hurd Stats. c. 111%, Sec. 73. 

Rate fixing is essentially a matter of legislative control, 
and not a judicial function. Smith-Hurd Stats. c. 111%, Sec. 73. 

The right to review conclusion of Legislature or adminis- 
trative body acting under delegated authority concerning utility 
rates is limited to determining whether the body acted within 
scope of its authority, whether order is without substantial 
foundation in evidence, or whether utility’s constitutional right 
has been infringed. 

The courts cannot set aside Commerce Commission’s order 
on the facts unless it is against manifest weight of evidence. 


(Fleming vs. Illinois Commerce Commission, 57 N. E. Rep. 
2d. 384.) 





Georgia Rate Complaint 


Because two of the defendants—the Seaboard Air Line and 
the Nashville, Chattanooga & St. Louis as lessee of the state- 
owned Western & Atlantic—were citizens of the plaintiff state, 
the Supreme Court of the United State could not, under section 
2 of Article III of the Constitution, entertain the amended bill 
of complaint of the state of Georgia, alleging, among other 
things, that the railroads named as defendants had, by their 
rate making practices, conspired to restrain trade and com- 
merce, seven of the eight southern railroads named as defend- 
ants in the suit contended in a return to the Supreme Court’s 
rule to show cause why leave to file the amended complaint 
should not be granted to the state of Georgia (see Traffic World, 
June 24, p. 1709, and Nov. 11, p. 1233). 

Article III of the Constitution, these railroads maintained, 
eliminated from the Supreme Court’s original jurisdiction suits 
by a state against its own citizens. 

Parties to the return to the show-cause rule were: the 
Atlantic Coast Line; the Carolina, Clinchfield & Ohio (Atlantic 
Coast Line and Louisville & Nashville, lessees); the Louisville 
& Nashville; the Illinois Central; the Gulf, Mobile & Ohio; the 
Nashville, Chattanooga & St. Louis, and the Southern. They 
stated that the other southern railroad defendant, the Seaboard, 
would file a separate return. 

The State of Georgia, in its motion for leave to file an 
amended bill of complaint, notarized September 15, asked that 
the defendants be enjoined perpetually from engaging in the 
violations of law alleged in the complaint, that the alleged 
“conspiracies” be adjudged unlawful, as violation of the state’s 
rights under the common law and of the federal antitrust laws, 
and that token damages totaling $10,000,000 and other damages 
totaling $1,000,000 be awarded the complainant. 


Provisions of Law Cited 


The seven railroads noted that section 2 of Article III of 
the Constitution provided that “the judicial power shall extend 
to . . . controversies between two or more states—between a 
state and citizens of another state—between citizens of differ- 
ent states—between citizens of the same state claiming lands 
under grants of different states, and between a state, or the 
citizens thereof, and foreign states, citizens or subjects.” They 
pointed also to provisions of section 233 of the Judicial Code 
(28 U. S. C. 341) including a provision that “the Supreme Court 
shall have exclusive jurisdiction of all controversies of a civil 
nature where a state is a party, except between a state and its 
citizens, or between a state and citizens of other states, or 
aliens, in which latter cases it shall have original, but not 
exclusive, jurisdiction.” The railroads parties to the return also 
quoted a proviso of the Clayton act that “nothing contained in 
sections 12, 13, 14-21, 22-27 of this title shall be construed to 
entitle any person, firm, corporation, or association, except the 
United States, to bring suit in equity for injunctive relief against 
any common carrier subject to the provisions of chapters 1 and 
8 of title 49, in respect of any matter sugject to the regulation, 
supervision or other jurisdiction of the Interstate Commerce 
Commission.” They said the interstate commerce act completely 
covered rate making by interstate carriers by railroad and 
gave the Commission complete and primary jurisdiction and 
control over all questions as to the legality or illegality of the 
rates referred to in the amended complaint. 

“It furnishes the remedy for all matters sought to be com- 
plained of in the amended bill, to the exclusion of remedy by 
injunction and damages under the antitrust laws,” they added. 


Effect on Regulation 


In contending that the original bill of complaint presented 
no justiciable case or controversy within the Supreme Court’s 
original jurisdiction, and that the amended bill “must fail for 
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all of the same reasons which applied to the original bill,”’ the 
railroads set forth a summary of their argument, including the 
following: 


To allow Georgia, without resort in the first instance to the rezu- 
latory Commission, to sue for an injunction under the anti-trust laws 
and, in the guise of enjoining violations of those laws, to secure decrees 
fixing rates, would break down beyond repair the unity of the system 
of regulation built up by interstate commerce legislation beginning in 
1906 and the interpretation thereof by this court beginning with its 
decision of 1907 in Texas & Pacific Railway Co. vs. Abilene Cotton Oil 
Co., 204 U. S. 426. See Terminal Warehouse Co. vs. Pennsylvania Rail- 
road Co., 207 U. S. 500, S13... . 

The interstate commerce act, not the anti-trust act, provides ihe 
remedy for alleged unreasonable, discriminatory, and illegal rail freight 
rates and for damage resulting therefrom, and that remedy is primary 
and exclusive. A charge of violation of the anti-trust act does not con- 
fer jurisdiction on the court in such case. . . . The Sherman act, in 
the case of common carriers by railroad, is qualified by the interstate 
commerce act. Tigner vs. Texas, 310 U. S. 141, 148, and cases cited; 
McLean Trucking Co. vs. United States, 321 U. S. (adv) 67, 83. ... 

Under express mandate of the transportation act of 1940, the Com- 
mission now has under general investigation, in a proceeding to which 
Georgia is a party, the lawfulness of the very interterritorial rates 
sought to be attacked here by the amended bill. A decree here by this 
court would not bind the United States or the Commission. It would 
not bind or benefit any other southern state save Georgia or the citizens 
of and shippers in any other states than Georgia. It would bind no 
railroad except the twenty here named defendants. Such a decree 
would instantly produce impossible discriminations and prejudice as 
between shippers in the other southern states, who would have to con- 
tinue to pay tariff rates, and shippers in Georgia over these twenty 
railroads, who would pay a different set of rates fixed pursuant to this 
court’s decree. .. . A litigant before the Commission, asserting a 
remedy under the interstate commerce act, cannot pari passu pursue 
another remedy, in the courts under the Sherman act, for the same 
grievance. U. S. Navigation Co. vs. Cunard S. S. Co., 50 Fed. (2d) 83, 
90, affirmed, 284 U. S. 474. 


The seven railroads charged that the state of Georgia, by 
its amended bill of complaint, was trying to by-pass the Com- 
mission, to avoid statutory provisions for review of the Com- 
mission’s decisions, and to have the Supreme Court, without 
prior resort to the Commission, perform the function of rate 
making in the guise of an exercise of its original jurisdiction. 

If the freight rates resulting from the alleged ‘“‘conspiracy” 
of the railroads were not illegal, and if Georgia was not at- 
tacking illegal rates, it had no case at all, and whether the 
rates were illegal was a question within the jurisdiction of the 
Commission, said the railroads. 

For the reasons set forth in their return, they said, the 
court should deny leave to the state of Georgia to file the 
amended bill of complaint. 

Ten railroads designated in the Georgia complaint as the 
“northern defendants,” joining in a return to the show-cause 
rule, said that insofar as the proposed complaint presented a 
claim for injunctive relief under the antitrust laws, it failed 
to state a cause of action. They said that the right of a com- 
plainant other than the United States to injunctive relief 
under those laws derived solely from section 16 of the Clayton 
act, and that that section specifically exempted common car- 
riers by railroad from suits in equity seeking injunctive relief 
with respect to any matter subject to the Commission’s juris- 
diction, except where such suit was instituted by the United 
States. They declared that the state’s request that “certain 
rates, and certain practices alleged to be followed in the estab- 
lishment of such rates,” be decreed unlawful, and the state’s 
claim for damages, further failed to state a cause of action 
insofar as relief was sought for the use of citizens of Georgia 
or private shippers within that state, “because a state has no 
standing in this court to enforce the private rights of its citizens 
and residents.” 

“Damages based on alleged violation of the antitrust laws,” 
the northern roads asserted, ‘‘may not be recovered by a shipper 
against a railroad carrier or carriers where the gist of the 
charge is that the illegal concert and combination consists in 
the fixing of rates and charges which are within the jurisdiction 
of the Interstate Commerce Commission. This point was 
squarely decided by this court in Keogh vs. C. & N. W. R. Co. 
260 U. S. 156 (1922)... .” 

In several respects, the arguments submitted in the re- 
turn of the northern roads were similar to those in the southern 
roads’ return. 


Seaboard Air Line 


The Seaboard, in its separate return, said it was a con- 
solidated corporation existing under the laws of Virginia, North 
Carolina, South Carolina, Georgia and Florida and that unde? 
the laws of each of those states it was a corporation of the 
state and a citizen thereof ‘within the meaning of the con- 
stitutions and laws of the said several states, the Constitution 
of the United States and the laws made pursuant thereto and 
the decisions of this cous construing the said laws.” It pointed 
out that its properties had been placed in receivership by 
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separate decrees of the federal district courts for the eastern 
Virginia district and the southern Florida district, and that 
no leave had been sought or obtained from those courts to 
sue the receivers. 

“The alleged cause of action set up in the amended bill of 
complaint,” the Seaboard said, “is not of such a character as 
to dispense with the necessity of such leave... .” 

The Seaboard emphasized the contention that the Supreme 
Court could not take jurisdiction of a suit between a state and 
one of its own citizens, under decisions of the court construing 
section 2 of Article III of the Constitution. 


Position of C. & O. 


The Chesapeake & Ohio and the New York, Chicago & St. 
Louis, in a separate return, made contentions generally along 
~ of those presented in the return of the northern rail- 
roads. 

“The state of Georgia,” they said, “seeks an injunction 
against the future fixing of rates pursuant to the alleged con- 
spiracy and damages for the injury allegedly cause to it and 
to its citizens by the fixing of rates pursuant to the alleged 
conspiracy. . . . It seeks this relief as (1) a sovereign, (2) a 
quasi-sovereign, (3) a proprietor and (4) a protector of the 
people of Georgia. ... 

“The determination of this motion will turn upon the effect 
of the interstate commerce act upon the right of Georgia, under 
the antitrust laws or at common law, to recover damages or 
to secure an injunction because of the exaction by carriers of 
unreasonable freight rates. It must be assumed, there being 
no allegation to the contrary, that the rates complained of 
are rates stated in schedules filed with the Interstate Commerce 
Commission and published according to the requirements of 
the interstate commerce act. It is the duty of the carriers 
under the act to enforce such rates against shippers.” 


ELKINS ACT PROSECUTIONS 


The Commission has been informed that on December 11, 
in the federal court at Cleveland, O., Jacob Phillip Roth, a part- 
ner in the firm of M. Wilner & Co., entered a plea of guilty to 
the first count of a five-count indictment charging him with 
having violated the Elkins act, according to a memorandum 
issued by Secretary Bartel, of the Commission. The secretary 
said that a fine of $1,000 was imposed, and that the remaining 
four counts were dismissed. 

He said that the indictment charged that Roth had solicited, 
accepted and received concessions from the New York Central 
by unloading green saited hides at Cleveland from cars of hides 
moving from Erie, Pa., to Sault Ste. Marie, Mich., billed to 
stop off at Cleveland to complete loading. The matter was in- 
vestigated by the Commission’s Bureau of Inquiry, according 
to the memorandum. 


CAROLINA SCENIC COACH SUIT 


In a per curiam decision in No. 637, Carolina Scenic Coach 
Lines, Appellant, vs. United States of America, Interstate Com- 
merce Commission et al. (see Traffic World, Nov. 11, p. 1234), 
the Supreme Court of the United States has affirmed the judg- 
ment of the federal district court for the western district of 
North Carolina, upholding action by the Commission in deny- 
ing to Carolina Scenic Coach Lines authority to operate as a 
motor common carrier of passengers between Clinton, S. C., 
and Augusta, Ga., while granting such authority to Smoky 


Mountain Stages, Inc. The Supreme Court’s decision read as 
follows: 


The motions to affirm are granted and the judgment is affirmed. 
(1) North Coast Transportation Co. vs. U. S., No. 275, decided Oct. 9; 
(2) Chesapeake & Ohio Railway Co. vs. U. S., 283 U. S. 35, 41-43; U. S. 
vs. Baltimore & Ohio Railroad Co., 293 U. S. 454, 484-5; U. S. vs. Pan 
American Petroleum Corporation, 304 U. S. 156, 158; Interstate Com- 
merce Commission vs. City of Jersey City, 322 U. S. 503, 512-13: (3) 
McLean Trucking Co. vs. U. S., 321 U. S. 67, 86. 


The federal district court, in its decision of July 21, 1944, 
held that the Commission’s order, entered in MC 61598, Sub. 9, 
Smoky Mountain Stages, Inc.—Extension—Augusta, Ga., em- 
bracing MC 14486, Sub. 9, McDuff Turner, dba Carolina Scenic 
Coach Lines—Extension—Augusta, Ga., was amply supported 
by the evidence. Carolina Scenic Coach Lines made the conten- 
tion, among others, that the joint board by which a hearing on 
its application had been held had been unlawfully constituted. 


D. C.-VA. PASSENGER FARES CASE 


The Supreme Court of the United States has noted prob- 
able jurisdiction in No. 663, United States of America and In- 
terstate Commerce Commission, Appellants vs. Capital Transit 

0., et al., a case in which the federal government is seeking 
reversal of a decision of the federal district court for the Dis- 
trict of Columbia by which were set aside the Commission’s 
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findings, in an investigation instituted by it at the instance of 
the Secretary of War, with respect to the reasonableness of 
passenger fares on bus lines operating between points in the 
District of Columbia and government installations on the Vir- 
— of the Potomac River (see Traffic World, Sept. 2, 
p. : 

The Commission, in its report in No. 28991, Passenger 
Fares Between District of Columbia and Nearby Virginia (see 
Traffic World, June 24, p. 1684), extended the District of Co- 
lumbia fare zone to include the War Department’s Pentagon 
Building on the Virginia side of the Potomac, and required the 
establishment of “reasonable” fares prescribed ‘in its order. 
The federal district court, in setting aside the Commission’s 
findings, concluded that the bus lines involved were engaged in 
intrastate transportation the entire length of their lines and 
were not subject to the Commission’s jurisdiction. 


Rail Employe Representation Suit 


In an opinion in No. 200, Order of Railway Conductors of 
America, H. W. Fraser as president of the Order of Railway 
Conductors of America, etc., et al., Petitioners, vs. The Penn- 
sylvania Railroad Co. and Brotherhood of Railroad Trainmen, 
the Supreme Court of the United States has dismissed a writ 
of certiorari to the U. S. Court of Appeals for the District of 
Columbia, previously granted by the Supreme Court in this 
case. The opinion was written by Justice Roberts, who ex- 
plained in the opinion that the controversy here involved was 
one over the right to represent, for collective bargaining pur- 
poses, certain employes of the Pennsylvania, and over alleged 
refusal by the Pennsylvania to bargain with the Order of Rail- 
way Conductors. The court said that the Order of Railway 
Conductors and the Brotherhood of Railroad Trainmen had 
jointly negotiated contracts with the railroad until April 18, 
1941, on which date the railroad notified the two unions of its 
desire to alter the contract; that, subsequently, the representa- 
tives of the conductors withdrew from the negotiations. 

It was stated in the opinion that the conductors’ union con- 
tended that an election ordered by the National Mediation 
Board, following which the trainmen’s brotherhood was certi- 
fied by the board as bargaining agent, was illegal, and that the 
Order of Railway Conductors demanded in its complaint that 
the election and certification be annulled and that the board 
and its members be restrained from holding such election until 
after it had considered the conductors’ allegations of unfair 
labor practices. The federal district court for the District of 
Columbia dismissed the complaint, and the Court of Appeals 
for the District of Columbia dismissed the appeal. In disposing 
of the case, after reciting the allegations and the relief sought, 
the Supreme Court said: 


The arguments in this case covered a wide range and embodied sug- 
gestions as to possible remedies should the (National Mediation) board 
act or refuse to act on charges of coercion antecedent to election and on 
possible remedies to deprive an employer guilty of influence and coercion 
of the benefits of the election and the board’s certification. 

We do not reach the question reserved in General Committee vs. 
M. K. T. R. Co., 320 U. S. 323, 336, Note 12, whether the courts may 
afford relief where the board refusesr fails to perform a function dele- 
gated to it by Congress, since the board is not a party. Neither the 
pleadings nor the prayers disclose a situation in which the question 
of the availability of such remedies antecedent to, or subsequent to, 
the election or certification need be discussed or decided. 

The writ is accordingly dismissed. 





STEELTON & HIGHSPIRE LABOR DISPUTE 

President Roosevelt has issued a proclamation, dated De- 
cember 12, under section 10 of the railway labor act, creating 
an emergency board to investigate and report as to a dispute 
between the Steelton & Highspire Railroad Co., Steelton, Pa., 
and certain of its employes represented by the Brotherhood of 
Locomotive Firemen and Enginemen and the Brotherhood of 
Railroad Trainmen. The dispute involves a demand for a sec- 
ond man on the Diesel locomotives used by the railroad. 

The members of the board are Professor I. L. Sharfman, 
of the University of Michigan; Lief Erickson, associate justice 
of Montana, and Grady Lewis, attorney of Washington, D. C. 


NEW RAIL LABOR PROPOSAL 


General chairmen of the Brotherhood of Locomotive Fire- 
men and Enginemen, the Order of Railway Conductors, and 
Switchmen’s Union of North America will meet in the near 
future in Chicago, Ill., to consider problems facing railroad 
workers, according to an announcement made in “Labor,” the 
railroad union organ. 

“Chiefs of the three unions explained that for some time 
they have been making a study of conditions in the industry 
affecting the employes they represent, particularly of inequities 
that exist,” it said. “Their study has also included the outlook 
for the post-war period. As a result of that study they have 
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been formulating a program both to correct the inequities and 
to solve the many problems that will face rail workers after 
the war. That program will be placed before the general 
chairmen at the forthcoming conference, leaders of the three 
unions announced.” 

The date for the meeting would be shortly announced, it 
was stated. 

The Brotherhood of Locomotive Engineers and the Brother- 
hood of Railroad Trainmen will not be represented in the 
meeting, these two of the “Big Five” of the railroad unions 
having broken away from the other three in the wage dispute 
that resulted in President Roosevelt ordering the Secretary of 
War to take over the railroads for operation last December. 

The announcement in “Labor,” it was pointed out, forecast 
the making of new wage demands and working conditions in 
1945 by organized railroad labor, and a disvute, under the 
railway labor act, that probably would come to a head in the 
latter part of the year. 





SEABOARD AIR LINE STRIKE 


President Roosevelt has appointed an emergency board 
under section 10, of the railway labor act, to investigate and 
report on a dispute between employes represented by the 
Brotherhood of Locomotive Firemen and Enginemen and the 
Seaboard Air Line Railway. The action was announced shortly 
before midnight December 14, the brotherhood having called a 
strike for noon December 15. 

The dispute involves the question of representation of the 
employes for collective bargaining purposes. 

_ The members of the board are: Huston Thompson, Wash- 
ington lawyer; David J. Lewis, former member of the National 


Mediation Board, and Major General William H. Tschappat, 
retired. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,409,231 at the middle of 
November, an increase of 3.53 per cent over November last year 
and a decrease of .03 per cent under October this year, accord- 
ing to a rail employment compilation based on preliminary 
reports, prepared by the Commission’s Bureau of Transport 
Economics and Statistics. The November, 1944, employment 
was reported as follows: 
_ Executives, officials, and staff assistants, 14,699; profes- 
sional, clerical, and general, 230,845; maintenance of way and 
structures, 288,377; maintenance of equipment and _ stores, 
387,586; transportation (other than train, engine, and yard), 
169,026; transportation (yardmasters, switchtenders, hostlers), 
18,106; and transportation (train and engine service), 300,592. 


NEW RAIL PENSION BILL 


Revision of organized railroad labor proposals for exten- 
sion of greater pension and unemployment insurance benefits 
to railroad employes under the railroad retirement and unem- 
ployment insurance acts will be made before the proposals are 
submitted to Congress at the session beginning early in Janu- 
ary, spokesmen for the employes have announced. The pending 
bill, H. R. 4805, on which hearings were held by the House 
committee on interstate and foreign commerce, will “die” at 
the close of the present Congress, and will not be considered 
again. 

Labor spokesmen said it was decided not to press for action 
on the pending bill in the present session, indicating a realiza- 
tion that in the legislative situation at the Capitol there was 
no chance of final action at this session. The labor leaders also 
wish to present the amendments they are seeking in briefer 
form than in H. R. 4805. That bill, they said, represented an 
effort at codification of the laws involved and thus made a 
voluminous document “that looked rather formidable to some 
members of Congress.” Now the amendments sought will be 
presented only as amendments and not woven into the existing 
law as in H. R. 4805. The amendments also are to be revised 
“to simplify and strengthen the wording.” 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation paid employes in Sep- 
tember, 1944, of $318,971,006, and a total of 1,425,509 employes 
as of the middle of that month, according to a compilation of 
wage statistics of those roads, statement M-300, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The employment was an increase of 52,661, or 3.84 per cent, 
over the number reported for September, 1943. The total num- 
ber of hours paid for was 2.83 per cent greater, and the total 
compensation was 14.33 per cent greater, in September, 1944, 
than in September, 1943. A comparison of the number of em- 
ployes who received pay in the month, with the total hours 
paid for, showed 210 hours an employe in September, 1944, and 
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212 hours in September, 1943. Employes paid on an hourly 
basis in September, 1944, received pay for 32,075,676 hours of 
overtime, which was 12.11 per cent of the straight time paid 
for. The corresponding percentage for September, 1943, was 
12.28. 

Compensation for “time paid for but not worked” for Sep- 
tember, 1944, was reported as follows: Executives, officials, and 
staff assistants, $89,484; professional, clerical, and general, 
$2,581,215; maintenance of way and structures, $638,103; main- 
tenance of equipment and stores, $2,023,974; transportation 
(other than train, engine, and yard), $724,064; and transporta- 
tion (yardmasters, switch tenders, and hostlers), $264,497. 

In the train and engine service, compensation for Septem- 
ber, 1944, was reported as follows: Straight time actually 
worked, $60,707,235; straight time paid for, $73,259,533; over- 
time paid for, $9,356,312; constructive allowances, $6,311,944; 
total, $88,927,789. 





CANADIAN GREAT LAKES SEAMEN 


The Canadian minister of labor has announced that sea- 
men employed on the Great Lakes last summer will not be 
authorized to work outside of the dominion in the winter 
months, according to the U. S. Department of Commerce. The 
department said that the Canadian government wanted the 
seamen to be available when the lakes open to navigation in 
1945. 


M. C. Expenditure for Shipyard 


In a report on an investigation by it of expenditures by 
the Maritime Commission in connection with the construction 
of a shipyard at Providence, R. I, by the Rheem Manufactur- 
ing Co., Chairman Bland, of the House committee on merchant 
marine and fisheries, has expressed the view that the com- 
mission in this case “failed to fulfill its duty as a government 
agency to exercise reasonable and proper supervision over 
Rheem’s activities in connection with this shipyard.” 

The report showed that the commission, when it decided 
on establishment of a shipyard at Providence in 1942, estimated 
that the cost of the shipyard would be $6,050,000, but that the 
ultimate cost of the yard was $27,000,000. Of the latter amount, 
$9,200,000 was allocated by the commission to the Walsh-Kaiser 
Co., Inc., a company organized by the Walsh Construction Co. 
and the Henry J. Kaiser interests, after that company took 
over the ship contracts that had been surrendered by the Rheem 
Manufacturing Co. in February, 1943, Chairman Bland said. 

He said that “considerably more was spent on the con- 
struction of this yard than on any other similar shipyard in 
the country,” and averred that the fact that the Providence 
site was found to be unsuitable, because of soil conditions, did 
not entirely account for the excessive cost of the yard. 

“Rheem selected the shipyard site without adequate infor- 
mation or tests, used an unsatisfactory and unduly expensive 
method of preparing the site, spent an excessive sum of money 
in constructing the yard, used an excessive number of man- 
hours for building ships at the yard, failed to provide adequate 
fire protection for the fabricating shop, and, in general, failed 
to bring reasonable adequate management to the job,” said 
Chairman Bland. 

“The Maritime Commission approved the shipyard site 
without either making tests of its own or ascertaining what 
tests had been made by Rheem .. . approved unnecessary and 
excessive expenditures by Rheem, permitted it to incur heavy 
commitments without the prior. approval required by the con- 
tracts, approved inadequate fire extinguishers, failed to re- 
quire appropriate fire-protection measures to be taken... .” 

The committee recommended that its report be submitted 
to the Department of Justice ‘for such attention and action 
as it may deem appropriate.” 


M. C. SHIP CONTRACTS 


Approval of contract awards for 4 large tankers and the 
reassembly and completion of from 16 to 30 coastal cargo ves 
sels of the Cl-M-AV1 type has been announced by the Mali- 
time Commission. 

Marinship Corporation, Sausalito, Calif., received the award 
to build the tankers. The tankers are to be delivered to the 
Navy in September and October, 1945. 

Reassembly and completion of the C1-M-AV1’s will be done 
by the Pendleton Shipyards Company, Inc., New Orleans, La. 
the commission says, adding: 


The Pendleton firm has agreed to take the work of reassembling 
and completing a minimum of 16 and a maximum of 30, at the option 
of the commission. The agreement calls for the work on each vessel 
to be completed in 21 days. The vessels, built at Great Lakes yards, 
cannot make the trip to New Orleans in completed form because 
shallow water and low bridges. 
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Rivers and Harbors Bill 


A policy of spending hundreds of millions of dollars for 
waterway projects without any determination by a competent 
source that such additional transportation facilities were neces- 
sary “just does not make sense,” said Senator Reed, of Kansas, 
in an address in the Senate, in the course of debate on H. R. 
3961, the rivers and harbors bill (see Traffic World, Dec. 9), in 
which he criticized unnecessary development of inland water- 
ways and described transportation on them as “the least effi- 
cient of any form of transportation.” 

“Here is a presumably responsible legislative body indulg- 
ing in a financial orgy which it is difficult to reconcile with the 
conditions facing the nation,” Senator Reed said. “One would 
think from the way we are appropriating money that we were 
out of debt and were reducing our taxation to the vanishing 
point. As a matter of fact, at the end of this war we will have 
a debt so great that nobody yet has been able to present any 
practicable plan of handling it and keeping the government 
solvent on the basis of taxation the people can stand.” 

He said that in the face of that situation, the Senate a few 
days earlier had passed a bill that called for expenditure of a 
billion dollars, his reference being to the flood control bill. He 
added that now the Senate was considering a bill that on its 
face called for an expenditure of half a billion dollars, but that 
that amount could, “under the discretion of the (army) engi- 
neers beyond any further approval of the legislative body,” be 
extended to a billion dollars. 


Missouri River Project 


There was pressure now, he said, for construction of a 
9-foot channel in the Missouri River from Sioux City, Ia., to 
its confluence with the Mississippi. He submitted figures to 
show that commercial traffic on the part of the Missouri that 
now had a 9-foot channel had declined from 158,613 tons in 
1938 to 59,141 tons in 1942. He cited a report he said had been 
made in 1936 by the late Joseph B. Eastman as Coordinator of 
Transportation that it cost the government 24 cents a ton-mile 
for every ton of traffic that moved on the Missouri River, while 
me entire railroad freight rate averaged about 9 mills a ton- 
mile. 

__ “There is little of this river transportation that is justified,” 
said Senator Reed. “It is only cheap because it is paid for by 
the taxpayers. . . . If a private company were promoting the 
Missouri River, seeking to induce people to invest money based 
on the report of the army engineers, they would be subject to 
prosecution by the Post Office Department for using the mails 
to defraud, and, if they undertook to float securities, the Securi- 
ties and Exchange Commission would ban them. . . . We have 
spent $100,000,000, in round figures, on the Missouri River in 
trying to make it navigable from its mouth to Kansas City. We 
have spent already, in round figures, $1,000,000,000 upon our 
so-called inland waterway system for navigation purposes. 
Some of that expenditure is justified... .” 


Recipient of Benefits 


Senator Wheeler, of Montana, declared that ‘those who 
really get the benefits from navigation are the big oil com- 
panies, the big cement companies, and the big lumber com- 
panies.” In support of his view that these companies did not 
pass on to the public the savings made possible by inland 
waterway transportation, he quoted excerpts from testimony 
he said had been presented at a Commission hearing in Mem- 
phis, Tenn., in Fourth Section Application No. 17430, involving 
rates on gasoline and kerosene from Baton Rouge to Alabama 
points, by A. M. Stephens, general traffic manager of the 
Standard Oil Co. of Kentucky. Senator Shipstead said that 
“until we have honest regulation of carriers the large corpora- 
tions which own private carriers will have a monopoly of the 
use of the waterways on which we have spent hundreds of mil- 
lions of dollars,” and that it was the fault of Congress and the 
Commission that there had not been “honest regulation of car- 
riers so as to affect the water rate to the consumer and the 
producer.” He averred thtat wherever there was competition, 
the consumer received the benefit, but that private and contract 
carriers got together and fixed their own rates, “and usually 
there is no competition.” 

Senator Wheeler agreed with Senator Shipstead and added 
that “neither the farmers nor the consumers have had the 
benefit of water transportation.” He agreed also with Senator 
Reed’s observation that “about 60 per cent of the traffic moving 
on the rivers, consisting of coal, steel, oil and other products, 
nes to the manufacturers or great producers who own the 

Senator Clark, of Missouri, maintained that establishment 
Of the existing waterway project on the Missouri River had 
meant “immeasurable advantages to the people of the Missouri 
Valley in the way of the establishment of water freight rates 
Which are competitive with railroad freight rates.” The estab- 
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lishment of water freight rates, he contended, had an “ameli- 
orating influence” on rail freight rates to inland points. 


Volume of Waterway Traffic 


Senator Reed stated that, in 1943, 2.8 per cent of the com- 
mercial freight traffic of the United States was handled on the 
inland waterways, and he said the last available annual report 
of the Inland Waterways Corporation showed that from 1942 
to 1943 the total traffic of that corporation, operating the 
Federal Barge Lines, declined, in tonnage, by 14 per cent. He 
said there should be some authority more competent than the 
army engineers to pass judgment on the necessity for addi- 
tional transport facilities. When the war was over, there would 
be oo oo facilities than we will know how to 
use,” he said. 


St. Lawrence Waterway 


Senator Aiken, of Vermont, continuing his advocacy of the 
St. Lawrence seaway and power project (see Traffic World, 
Dec. 9), said that development of the seaway would “inevitably” 
be followed by development of the so-called Champlain cut-off, 
leading from New York to Montreal by way of the Hudson 
River and Lake Champlain; that there was already a 12-foot 
waterway from New York City to the Canadian border, and 
that by deepening this and improving a few miles of it on the 
Canadian side of the St. Lawrence large ships would be able to 
carry cargo to and from New York by way of this cut-off and 
save 1,460 miles on the trip each way. 

Senator Vandenberg, of Michigan, maintained that the 
St. Lawrence development would provide benefits for Detroit 
that, in reality, would be “a benediction upon the entire nation.” 

Senator Shipstead, speaking in support of the St. Lawrence 
project, said this development was “absolutely essential” to the 
balanced postwar development of “the immense region which 
extends from the Great Lakes area westward to the Rocky 
Mountains.” 


Water Carrier Regulation 


Senator Robertson, of Wyoming, speaking in support of his 
amendment, which the Senate rejected (see Traffic World, Dec. 
9), to require reports from.the Interstate Commerce Commis- 
sion as to the public convenience and necessity for navigation 
and transportation features of waterway projects, said that 
though the railroads and all for-hire motor carriers, with some 
minor exceptions, were subject to regulation by the Commis- 
sion, broad exemptions from regulation were provided for 
water carriers under part III of the interstate commerce act. 
He referred particularly to exemptions applying to transporta- 
tion by water of bulk commodities and contractors’ equipment, 
and to small craft of not over 100 tons carrying capacity or 
more than 100. horsepower, and small passenger boats or 
ferries. 

“Water carriers may expand like an octopus as fast as 
Congress builds inland waterways at the expense of the tax- 
payer,” he said. 

He contended that “the extrordinary exemption of carriers 
of bulk cargoes and the exemption of vessels of 100 tons carry- 
ing capacity creates a most dangerous threat to the stability of 
the carriers of the United States,” after having stated that 
“vessels can be operated on our inland waterways capable of 
carrying 10 large truckloads of general freight, or equal to 
three freight carloads, without regulations of any kind under 
nd interstate commerce act.” His remarks included the fol- 
owing: 


The Interstate Commerce Commission is the best qualified and 
equipped government organization, available at this time, to consider 
and recommend action upon new inland waterways. The Commission 
has vast resources in the shape of statistical records; it has experience 
and, above all, it is honest and its motives are unselfish. The integrity 
of the interstate commerce commissioners, as a group, is beyond ques- 
tion. From time to time criticisms have been leveled at certain com- 
missioners, but when there is a group of 11 men it is almost impossible 
for all 11 to be blameless in the eyes of all persons at the same time. 
It is enough to say that the great majority of these 11 men are able, 
honest and sincere. I hope the Senate will agree with me that Congress 
must have some impartial and competent advice on the question of 
constructing new inland waterways, because these waterways not only 
create substantial barriers to other and existing inland transportation, 
but they also carry the potential threat of destruction to other qualified 
carriers. ...I have yet to see a substantial demonstration of the finan- 
cial feasibility of any of our recent inland waterways projects. I think 
that even the army engineers would agree that if these works were prop- 
erly capitalized and if a proper amount of taxes were included in the 
operating costs, not one of them would be worthy of serious consid- 
eration. 


Senator Vandenberg suggested that the Commission “might 
not be the independent judicial body which ought to be chosen 
to exercise this over-all control, because ... . by historical 
character and by tradition and by habit it might be weighted 
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in favor of railroad transportation as against water transpor- 
tation.” 


St. Lawrence Out 


After many hours of debate on the Aiken amendment to 
the rivers and harbors bill, proposing authorization of con- 
struction of the St. Lawrence seaway and power project, the 
Senate, late in the afternoon of December 12, rejected the 
amendment, with 25 members voting for it and 56 voting 
against it. 

In concluding his plea for adoption of his amendment, Sen- 
ator Aiken announced that he had received, that day, the fol- 
lowing telegram from President Roosevelt: 


Of course, I want action as soon as possible on St. Lawrence seaway. 
It is logical and inevitable. The quicker the better. 


Bill Goes to Conference 


Shortly after it had rejected the Aiken amendment, the 
Senate passed the rivers and harbors bill, without a record 
vote, and sent it to a conference committee of the House and 
Senate. 

Senator Reed, of Kansas, in the debate that preceded the 
vote on the Aiken amendment, urged adoption of the amend- 
ment, saying that nothing would so greatly benefit the north- 
west as would the opening of the Great Lakes to communication 
with the ocean, so that vessel cargoes would not have to be 
transshipped. Senator Langer, of North Dakota, reviewed at 
length statements of government officials in support of the 
St. Lawrence project and spoke particularly in advocacy of 
the power feature of the project. Senator Aiken named several 
industrial plants in New England that, he said, had been shut 
down because they were dependent on steam power and could 
not obtain enough of it at the proper price. He said he had 
delayed the offering of his amendment until this time because 
he had been told that as soon as he offered it a motion would 
be made to table it, and that such a motion would have to be 
acted on without any dehate. He read a letter from the new 
Secretary of State, E. R. Stettinius, Jr., in which the latter 
said he had not found it physically possible to give the St. 
Lawrence agreement the personal study that its importance 
warranted, but that officers of the State Department who en- 
joyed his full confidence had prepared a memorandum with 
respect to the agreement, which memorandum he attached 
to his letter. The memorandum contained the statements that 
“the situation is one in which the arrangement might properly 
be effected either through the treaty method or by an agree- 
ment implemented by legislation of Congress and of the Cana- 
dian Parliament,” and that “it is a question of little importance 
which method is used.” 


Project Conference Membership 


Senator Aiken said he had obtained from Tom J. McGrath, 
executive director of the National St. Lawrence Project Con- 
ference, active in opposition to the St. Lawrence project, a 
list of chambers of commerce and other organizations that 
were members of that conference. He said he had “sent an 
inquiry to over 100 of the chambers of commerce listed as 
members” of the conference, to learn whether they were, in 
fact, members and the amount of any contributions they had 
made. 

“Nearly half the chambers advise me,” he said, “that they 
are not now and never have been members of the National 
St. Lawrence Project Conference. Their names have been used 
without their consent. Only seven out of the entire list I in- 
quired of admit that they have ever contributed a cent to the 
financial support of the organization.” 

He inserted in the Record the text of several telegrams 
he had received in response to his inquiries. He suggsted that 
the railroads or “other utility interests’ were the sources of 
the funds used by the conference. 


Opposition to Amendment 


Senator Overton raised the question whether “an extra- 
territorial project” such as the St. Lawrence project could be 
ratified and approved in “a rivers and harbors bill that author- 
izes projects solely within the territory and jurisdiction of the 
United States,” and said “the answer should be unequivocally 
in the negative.’ He and Senator Bailey, of North Carolina, 
joined by Senator Burton, of Ohio, assailed the Aiken pro- 
posal that, in their opinion, would sidestep the constitutional 
provision with respect to ratification of treaties. Senator Bailey 
said there was not “one scintilla of a report from any commit- 
tee of Congress” in favor of the Aiken amendment. Senator Pep- 
per, of Florida, said it seemed to him that when the considered 
proposal had been submitted by the State Department and 
the President as an agreement, it should be dealt with by 
Congress as an agreement. Senator White, of Maine, took the 
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position that the St. Lawrence matter was a subject for treaty 
rather than an agreement, and said he doubted if there was 
adequate security in the so-called agreement against unwise 
diversion of water from the Great Lakes. He said he should 
prefer to development of the St. Lawrence the development of 
a canal.across the state of New York “wholly within the 
boundaries of the United States.” 


Amphibious Craft in Peacetime 


Senator Mead, of New York, said he thought the St. Law. 
rence project should be the subject matter of hearings, and 
that the Senate should inquire also into the future possibilities 
of amphibious water craft, “a new innovation in shipping.” 
He quoted a statement from an unnamed source, including the 
observation that ‘amphibious water craft means the elimina- 
tion of the building of docks and warehouses,” and added: 


Perhaps we have the seaway now. Perhaps every city on the Lakes 
and on the barge canal will be for all intents an ocean port, if we 
believe that the development, as a result of the war, on the beachheads 
in France, which has proved so revolutionary and efficient, will be 
carried on after the war is over. There is every reason to believe that 
great changes are to be made in the transportation field. 


Senator Mead said he thought that, before consummation 
of the agreement, ‘‘we should determine that it (the St. Law- 
rence River) will be adequately defended by American forti- 
fications, if necessary, along its banks, by bases along the 
improvement, so there would be no chance of enemy craft 
entering even the mouth of the St.-Lawrence.” 

Senator Lucas, of Illinois, said he thought adoption of 
the Aiken amendment would imperil the rivers and harbors 
bill. Senator Radcliffe, of Maryland, also spoke in opposition 
to the amendment. 


“Duplicated” Project 


After the vote on the Aiken amendment, the Senate re- 
jected a proposal by Senator Overton to strike from the bill the 
so-called Clark’s Hill Reservoir project on the Savannah River, 
below Augusta, Ga., involving a first cost to the federal gov- 
ernment of $28,000,000. Senator Overton said this project was 
included also in the flood control bill that the House and 
Senate had passed, but Senators George and Russell, both of 
Georgia, objected to deletion of the Clark’s Hill Reservoir 
project from the rivers and harbors bill because of a possi- 
bility that the President might veto the flood control bill and 
because, in any event, they contended, there would be only 
one project, even though it was authorized in two separate acts 
of Congress. 

The Senate also rejected a proposal by Senator Pepper, 
of Florida, to insert in the bill a project, recommended by 
the army engineers, for enlargement of the turning basin at 
Port Everglades, Fla. Senator Overton said there had been 
no committee hearings on that project. 


House Amends Report 


The House, December 14, adopted a conference committee 
report on the rivers and harbors bill eliminating from it a 
Senate amendment calling for an authorization of $25,000,000 
for construction of multiple-purpose reservoirs and a channel 
from Columbia, South Carolina, to Charleston, South Carolina, 
on the Santee and Congaree rivers. 

The House conferees said a final recapitulation showed 
that the bill adopted a total of 294 projects for improvement 
of waterways and harbors at an estimated total cost of $407,- 
586,531 and authorized 276 survey items. 


TIRE PRODUCTION INCREASE PLAN 


Heads of companies manufacturing 96 per cent of all tires 
have signed a statement pledging themselves to take imme- 
diate steps to institute a seven-day work week for the next 120 
days and to cooperate with their employes in efforts to stimvu- 
late production of tires, according to an announcement made 
by the Office of War Information for the War Department, 
Navy Department, War Production Board and War Manpower 
Commission. The pledge was made in the office of Lt. Gen. 
Brehon Somervell, commanding general, Army Service Forces. 
Sherman H. Dalrymple, international president of the United 
Rubber Workers of America (CIO), said the announcement, 
had issued a statement addressed to all members of his organ- 
ization engaged in the production of truck tires and tubes, call- 
ing on them to give all-out effort to the production of tires. 

General Somervell declared that, on the basis of present 
allocations, the army would be 472,000 tires short of its re- 
quirements for the first quarter of 1945. At the present time, 
he said, there were 500,000 wheeled vehicles in operation on 
the western front, ‘which means 3 million tires in daily use. 
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A.T. A. Common Carrier Conference 


The regular Common Carrier Conference of the American 
Trucking Associations, Inc., was held in the Continental Hotel, 
Chicago, December 13 and 14, to consider and cope with prob- 
lems confronting the industry, to help further improve its serv- 
ice in the war effort, and to discuss probable aspects of the 
future. The meeting was strictly business. The first day was 
devoted to a series of speakers. The second day’s program con- 
sisted of three panel discussions. 

B. D. Davidson, chairman of the regular Common Carrier 
Conference of A. T. A., presided during the first day’s sessions. 
After talking about details of the Common Carrier Conference 
himself, Mr. Davidson introduced John Lawrence, managing 
director of- A. T. A., to the audience of approximately 200 
truckmen. 

Mr. Lawrence talked about some of his observations on 
matters in Washington and around the country. He said the 
outlook had gone from promising to bad in relation to greater 
availability of rubber, equipment, gasoline and manpower— 
tools of the trucking industry. In only one case was the situa- 
tion improving and that was in the availability of parts. 

Besides discussing various Congressional bills, he talked 
about the expected continued rise in wages. He pointed out that 
one of the biggest jobs of the trucking industry was morale 
building among the employes. Another was the importance of 
the need of high grade salesmanship. The battles of “integra- 
tion” and highway trade barriers were and would be two con- 
tinued major concerns of the motor truck industry, according 
to his observations. 


Col. Hardt. Talks 


Col. Dan Hardt, commanding officer, 6th Zone Transporta- 
tion, U. S. Army, spoke on the job that the trucking industry 
was doing in the war effort. He urged greater supervision of 
details of operation to step up efficiency. He pointed out specific 
examples where normal overnight trucking service between two 
points was now taking as high as five days—and in an,extreme 
case 21 days. 

He emphasized a “lack of real cooperation” among motor 
carriers in what he called “the lack of a solid front.’”’ Some of 
his comments had to do with rates and he urged a review of 
the motor transport rate structure. He said that now was the 
time to review it from every angle and take the “bugs out of 
it,” regardless of railroad rates. 

Frank Pursue, District Director, I. C. C., talked about the 
compliance and non-compliance with I. C. C. regulation, using 
as a basis the results of a survey his office made on 179 motor 
carriers. Earl Cannon, member of the Trucking Commission, 
War Labor Board, commented on W. L. B. activity of special 
interest to the trucking industry. 

Close to 500 attended the luncheon at which John Rogers, 
newly elected chairman of the Interstate Commerce Commis- 
sion, was introduced and spoke briefly. The luncheon guest 
speaker was Dr. Preston Bradley, pastor of the People’s Church 
of Chicago. 

At the afternoon session, Jack Garrett, counsel, Common 
Carrier Conference, dealt with some of the problems of the 
common carrier and the work of the I. C. C. He pointed out 
the need for a sound basis for differentiation between the com- 
mon carrier and the contract carrier. The extent, if any, to 
which railroads should be permitted to maintain motor vehicle 
service and the attempts of governing transportation, both rail 
and highway, through injunctions in criminal courts also were 
commented on. 


Rodgers Assails Integration 


Ted V. Rodgers, president of A. T. A., scheduled as the first 
Speaker of the conference, talked in the afternoon because of 
delayed arrival of his train from Washington, D. C. He spoke 
on “What the Future Holds for Our Industry.” 

He first commented on the close cooperation of the air and 
trucking industries for planning future coordinated air-ground 
service and the spirit in which this work is being carried on. 

“Air cargo is more likely to add to than take from trans- 
portation by truck,” he said. 

_ Mr. Rodgers slashed at transportation “integration” and on 
this subject said: 


Is this industry which we little fellows have struggled to build 
going to be taken away from us now that it has come of age? You 
know, of course, that there are powerful interests in this. country 
who would like to do just that. The most vocal of this group that 
would like to step in now and take over are located right here in 
Chicago They call themselves the Transportation Association of Amer- 
ica, a so-called unbiased research organization. But if we can believe 
he report of an investigating committee of the United States Senate 
which probed thoroughly into the complicated network of railroad- 
controlled organizations, the Transportation Association of America is 
4 railroad front whose job is to pull railroad chestnuts out of the fire. 

I mention the Transportation Association of America only because it 
the loudest and most persistent advocate of transportation ‘‘integra- 
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tion.”’ he real parties in interest are the railroads. They are the 
ones who would benefit by ‘‘integration.’’ As is the case with many 
railroad proposals, they would be the only ones to benefit. 

I believe we should all have a clear understanding of what is meant 
by ‘‘integration.’’ It means repeal of the vital safeguards in the Panama 
Canal Act, the Motor Carrier Act and the Civil Aeronautics Act to clear 
the way for establishment of huge Transportation Corporations. 

These super corporations would operate railroads, trucks, buses, 
boats, airplanes, and anything else that might strike their fancy. A 
few such corporations could divide the nation into spheres of influence 
and monopolize transportation to an extent that would make the old 
railroad monopoly look like penny ante stuff by contrast. 

The railroads, of course, would dominate these super corporations. 

The independent for-hire carrier can have little difficulty detecting 
the danger for him in any such program. He would be faced with the 
hard choice between becoming a voiceless particle of one of the Super 
Corporations, or attempting to pit his limited resources against such 
corporations in a competitive struggle in which all the cards would 
be stacked against him from the start. 

Nor would the private motor carrier escape the axe. Ultimate elim- 
ination of the private carrier is a definite and integral part of the. plan. 
Under one proposal, private carriers would be removed from the high- 
ways forthwith—by law. The latter was set forth by Mr. H. M. Lull, 
Executive Vice President of the Southern Pacific Lines, in a speech 
before the Southwest Shippers Advisory Board. 

Mr. Lull pronounced as a ‘‘fundamental requirement’’ the (quote) 
“elimination of the private carriage of articles of commerce by the 
owners thereof, except in certain cases where such elimination is not 
practicable’’ (end quote). Cases where such elimination is not prac- 
ticable would be cases where the railroads did not want the business. 

Thus, Mr. Lull and other railroad men who share his views would 
have the Congress of the United States enact a law which, in effect, 
would say to American citizens, ‘‘From this day forward, you are 
prohibited from loading your own products on your own motor trucks 
and hauling them on the highways of the United States.”’ 

Now I know some of you are saying to yourselves, ‘‘I wonder if old 

Well, I'll give you my answer. 
If we, and the air people, and the boat people and the farm people, 
the shipper and the other groups who can see the danger, work half as 
hard to prevent it as its supporters are working to push it through, 
then I say we can stop it. 

But if we sit back complacently and try to laugh off this integra- 
tion scheme as something that ‘‘can’t happen here,’’ then I say we 
are asking for trouble and we’ll probably get it. 

In the final anaylsis, the American public will decide the issue. 


He also traced the development of the rate fight between 
the rails and the trucks for less-carload traffic. He charged: 


The railroads were powerful corporations which derived most of 
their revenue from large carload shipments. They could start a rate 
war on less-carload traffic. Their losses as a result of a rate war could 
be absorbed by their profits from carload freight. In other words, their 
side of the war could be financed by shippers of carload traffic. Motor 
carriers, on the other hand, had nothing to fall back on except their 
own relatively small financial reserves and American ingenuity. 


In reviewing the “total war” by the railroads against 
trucks for less-carload traffic by, among other things, “slashing 
the rates of more than 3,500 commodities in Southern Terri- 
tory,” he pointed out that the rate war showdown, delayed by 
the war, would come after the war. The matter of motor 
transport rate scale was, in his estimation, of major concern to 
the industry. 

In concluding the first day’s session, Robert J. McBride, 
General Manager of the A. T. A. Common Carrier Conference, 
in his talk on “We Common Carriers,” stressed how the work 
of the common carrier conference had been accentuated to 
meet war needs. He presented a resume of the work, specially 
stressing the participation in the proceedings before the Com- 
mission and other governmental bodies. 


Three Panel Discussions 


The second day’s sessions consisted of three panel discus- 
sions, two going on simultaneously in the morning and the 
other taking place in the afternoon. Open forums for ques- 
tions and answers followed each panel discussion. 

One of the morning panel discussions, with Harry F. Chad- 
dick leading, was on Post War Planning. As the first speaker, 
Fred B. Lautzenhiser, consulting engineer, International Har- 
vester Company, presented some thoughts on the highway 
truck an dtractor post war equipment design. Then V. M. 
Drew, Director of Research, Fruehauf Trailer Company, dis- 
cussed possible post war design of highway trailers and semi- 
trailers. 

D. C. Noble, Radio Planning Board, Federal Communica- 
tions Commission, with the aid of slides, delved into the possi- 
ble use of radio and radar in post war trucking. Edwin H. 
Shank, vice-president, Dartnell Corporation, talked about sell- 
ing—what should be done now in planning for post war selling 
effort. 

In concluding this panel, Mr. Chaddick spoke on activities 
of the Defense Plant Corporation leasing arrangements. The 
D. P. C., he explained, was a war agency, designed to assist 
in the leasing of machinery and plants for war use. Its effort 
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had been extended to the trucking industry in connection with 
the leasing of highway equipment to carriers. 

Mr. Chaddick explained the procedure of filing applica- 
tions for such equipment and said the carrier must first con- 
vince his local O. D. T. office that the equipment would be 
used in war work. When the application reached Washington, 
ton, D. C., three determining factors came into the picture: 
(1) the financial ability of the carrier to pay the charges for 
leasing, (2) ability to service the equipment with proper pre- 
ventative maintenance measures, (3) adherence to the provi- 
sion that the leased equipment will be used no more than that 
presently owned by the carrier. 

Mr. Chaddick also made an announcement about the new 
A. T. A. Equipment Finance Committee, the purpose of which 
is to work toward obtaining more favorable motor carrier 
equipment financing and buying terms in post war. This com- 
mittee consists of: Ted V. Rodgers, chairman; H. D. Horton; 
D. L. Sutherland; Ernest S. Wheaton; C. B. Fischbach; Walter 
Mullady; and Arthur G. McKeever. 

Held simultaneously with the Post War Planning. Panel 
was the panel on Safety and Operations, led by Barney Cush- 
man. Among the speakers who discussed safety and operation 
problems were: Paul Coburn, National Safety Council; Art 
Korn, Cushman Motor Delivery; Don Goodwille, Willet Com- 
pany; William Frigon, Fred Olson & Son; Earl Dunne, and W. 
W. Reed, Socony-Vacuum Oil Co. 

The afternoon panel, under the leadership of Henry M. 
Sell, was on Rates and Revenue. Chester Moore, chairman of 
the Revenue Committee of A. T. A., discussed at length the 
rates and revenue problems of the trucking industry, review- 
ing what the problems were and what was being done about 
them. He substantiated his argument for constructive action 
by the fact that in the first three quarters of 1944, 36 per cent 
of the Class 1 highway carriers were operating in the red and 
that operating ratios were going higher instead of lower. 

Dabney Waring, general manager, Middle Atlantic States 
Motor Carrier Conference, talked on National Classification 
Procedure. G. A. Fitzgerald, Keeshin Motor Express, spoke 
on claim prevention and George Payne, Berman and Company, 
discussed accounting procedures. 

In a closed meeting, December 15, the board of governors 
of the Regular Common Carrier Conference of A. T. A. was 
to discuss and act on a number of resolutions and other con- 
ference matters. There was no election of officers. The officers 
of the conference remain as: B. D. Davidson, chairman; H. 
F. Chaddick, first vice chairman; Earl Cannon, second vice 
chairman; Morgan J. Parlin, treasurer. Robert J. McBride is 
General Manager of the conference, at A. T. A. headquarters. 

The committee on arrangements for the conference con- 
sisted of: Harry F. Chaddick, chairman; Ben Leventhal; Henry 
Sell; John Viking; Walter Mullady; Barney Cushman; J. H. 
Adkins; George Tiernan. 


Postwar Highway Plans 


Action by Congress on S. 2105, the postwar highway con- 
struction bill, was completed December 12, and the bill was 
sent to the President. The House and Senate adopted a confer- 
ence committee report embodying new provisions with respect 
to payment by railroads of a part of the cost of projects for 
removal of hazards at railway-highway crossings. 

In a statement accompanying the report to explain the 
changes made in the bill by the House and Senate conferees, 
the House members of the conference committee noted that the 
bill as-passed by the Senate provided that not less than 10 per 
cent of the funds apportioned to any state should be available 
for grade crossing projects, while the bill passed by the House 
provided that not more than 15 per cent of such sums should 
be used for such projects, and that the conference agreement 
provided that not more than 10 per cent of such sums should 
be so used. They observed, also, that the Senate bill called 
for payment of not less than 15 per cent of the construction 
cost of such projects by the railroads, while the bill passed by 
the House made provision for payment of the full construction 
cost by the federal government. 

“Instead of providing that the contributions by the rail- 
ways should be a condition upon the expenditure of federal 
funds for railway-highway projects, as did the Senate bill,” 
the House conferees stated, “the conference agreement provides 
that such projects may be proceeded with and constructed, 
whether or not the railways have agreed to pay any part of 
the cost, and that a share of the cost will be subsequently col- 
lected from the railway. The amount which the railway will be 
required to pay is to be measured by the benefits received by 
the railway, in no case to exceed 10 per cent of the cost of the 
project. The railway may discharge its liability with respect 
to any such project by ping the amount which the Commis- 
sioner of Public Roads de.vermines to be the amount for which 
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it is liable under this provision. If the railway does not elect 
to pay the amount so determined by the Commissioner, suit 
may be brought against the railway by the United States for 
the recovery of the amount which it is required to pay under 
this provision. In the court proceedings, the court would be 
free to determine the benefits to the railway and would in no 
wise be bound by the determination of the Commissioner.” 


Total of $1,500,000,000 Authorized 


The conferees agreed on the amount authorized for ap- 
propriation for each of the first three postwar years as $500,- 
000,000, the amount set forth in the bill passed by the House, 
The Senate bill provided for authorization of $450,000,000 for 
each of those years. The conference agreement embodied the 
provision of the Senate bill designating the first fiscal year 
ending on June 30, following the termination of the present 
war emergency, as the first year in which the amount of 
authorization would be available. The House amendment to the 
bill had provided that the first year in which the funds would 
be available would be the fiscal year ending June 30, 1945. 

The conference agreement also retained a provision of the 
Senate bill that no part of the funds made available by its 
provisions, except $100,000,000 to become available immediately, 
should be used to pay costs incurred under contracts entered 
into by the states before the beginning of the first postwar 
fiscal year. 

Section 3 of the conference agreement followed the House 
amendment in providing $225,000,000 for each year for projects 
on the federal-aid highway system, rather than $200,000,000 a 
year as provided in the Senate bill, and in providing $150,000,- 
000 for each year for projects on secondary and feeder roads, 
rather than $125,000,000 as was provided in the Senate bill. 


“Urban Areas” 


As reported by the conferees, the bill embodied a Senate 
bill provision defining the term “urban area” so as to include 
urban places other than municipalities, the effect of that pro- 
vision being to include with incorporated municipalities certain 
other densely populated areas of 5,000 or more persons that 
are recognized by the Bureau of the Census as urban areas. 

Omitted from the bill as reported by the conferees was a 
Senate provision that under certain specified circumstances 
federal funds should be made available without matching to 
states that were unable to match the federal funds. 

Retained in the conference agreement, in a modified form, 
was a House amendment providing that advances of funds to 
states should not be made to states that had diverted taxes 
intended for highway purposes to other uses. The agreement 
provided that advances would be permitted if the state, after 
June 30, 1945, did not divert more of its revenues derived from 
road users to other than highway uses than was permitted by 
section 12 of the highway act of June 18, 1934. 

The conference agreement embodied a House bill provision 
authorizing the appropriation of $30,000,000 for parkways. 

A section of the Senate bill retained in the agreement pro- 
vides that federal funds shall not be used for the reconstruc- 
tion or relocation of highways giving access to airports, or 
highways that have been closed or had their usefulness im- 
paired by the location of airports, if such airports are hereafter 
constructed or extended, unless prior to such extension or con- 
struction the state highway department and the Public Roads 
Administration have concurred in the location of such airport 
or extension. 

A House amendment relating to the regulation of signs on 
highways or streets hereafter constructed with federal aid was 
retained in the bill as reported by the conferees. A Senate bill 
provision placing certain restrictions on the location of new 
bridges near existing toll bridges was omitted from the confer- 
ence agreement. 

In discussion of the conference committee’s report in the 
Senate, Senator McKellar said that the House wanted the Sen- 
ate to agree to equal participation by the federal government 
in the purchase of rights-of-way, and that the conferees adopted 
a compromise provision by which one-third of the right-of-way 
costs would be paid by the federal government. 

He said that the suggestion adopted by the conferees with 
respect to railroads paying a part of the cost of projects for 
elimination of railway-highway crossing hazards came from 
Senator Bailey, of North Carolina. Senator McKellar said that 
under this provision in the conference agreement, a railroad 
against which an assessment of up to 10 per cent of the project 
cost had been made by the Commissioner of Public Roads had 
six months within which to “put up its money,” and that, if 
the railroad did not make such payment in that time, the pub- 
lic roads commissioner would certify the matter to the Depart- 
ment of Justice and a suit would be instituted in the appropriate 
district court to require the railroad to pay. Senator McKellar 
said he believed the railroads would gladly pay 10 per cent of 
such project costs, “because it is inconceivable that the change 
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in a crossing would be of less value to any railroad than 10 
per cent.” Senator Russell, of Georgia, contended that 10 per 
cent was not enough for the railroads to pay, but Senator 
McKellar explained that that was the best bargain the Senate 
conferees could obtain, “for the House conferees walked out 
on us.” 

“We have never had any determination of the costs as be- 
tween the railroads and any public agency, such as the state 
or county,” said Senator Reed, of Kansas. “This is the first 
time we have had an opportunity to determine the costs. If we 
find that a share greater than 10 per cent belongs to the rail- 
roads—and I think we may so find—I will join the Senator 
from Georgia at any time in raising the percentage required 
from the participating railroads to whatever is found to be 
equitable.” 

Chairman Robinson, of the House roads committee, ex- 
plained provisions of the bill as reported by the conferees, be- 
fore the House adopted the conference report. He said that the 
$125,000,000 made available for urban areas was divided en- 
tirely on the basis of population, while the funds for farm-to- 
market roads were divided substantially on the basis of “the 
old formula” (one-third population, one-third area, and one- 
third length of road), except that “instead of taking the popu- 
lation of the state we take the population of the counties, which 
makes a little better division of the funds as far as the counties 
are concerned.” ; ; 

He said that the conference report did away with provi- 
sions for flight strips, for which the Senate bill provided. : 

The states would be required to match federal funds in 
each of the three post-war years on a 50-50 basis, with respect 
to construction of projects, but would not be required to match 
federal funds with respect to planning of highway projects. 



































































































































MOTOR PASSENGER STATISTICS 


Class I intercity motor carriers of passengers, excluding 
charter or special, reported passenger revenues totaling $37,957,- 
514 for August, 1944, as against $37,704,698 for August, 1943, 
an increase of seven-tenths of one per cent, according to state- 
ment M-700, prepared by the Commission’s Bureau of Trans- 
port Economics and Statistics. The number of passengers car- 
ried increased one per cent, from 44,081,652 in August, 1943, to 
44,522,053 in August, 1944. 



















SALE OF SURPLUS AIRCRAFT 

W. L. Clayton, Surplus War Property Administrator, has 
announced that 6,239 surplus planes have been sold and paid 
for as of December 1 and that a total of 23,391 planes have 
been declared surplus by the army, navy and other government 
agencies. Of the total sold, said he, the largest portion were 
light civilian type planes requisitioned from their owners after 
Pearl Harbor for use in preliminary army and navy training 
programs. Not included in the total sold were twenty twin- 
engined transport aircraft recently declared surplus and allo- 
cated to domestic airlines. Some combat aircraft had been 
declared surplus. Few combat planes, said Mr. Clayton, were 
adaptable to commercial use and most of them would have to 
be set aside until after the war or until manpower was avail- 
able to salvage and scrap them, and put their materials back 
to other uses. Light planes and transports, readily adaptable 
to personal or commercial use, said he, were regularly offered 
for sale through the Reconstruction Finance Corporation and 
the Foreign Economic Administration facilities and were being 
put back into use at an average rate of several hundred a week. 




















AERONAUTICAL C. OF C. OFFICERS 


The Aeronautical Chamber of Commerce of America, Inc., 
Washington, D. C., has announced election of officers as fol- 
lows: Chairman of board of governors, Donald W. Douglas, 
president of the Douglas Aircraft Co.; president, E. E. Wilson, 
Vice-chairman of United Aircraft Corporation, succeeding James 
P. Murray, of the Boeing Aircraft Co.; and two additional 
members of the board of governors, Lawrence D. Bell, presi- 
dent of Bell Aircraft Corporation, and La Motte Cohu, chair- 
man of Northrup Aircraft, Inc. The other members of the 
board are: E. R. Breech, president, Bendix Aviation Corpora- 
tion; Clayton J. Brukner, president, The Waco Aircraft Co.; 

ictor Emanuel, president, The Aviation Corporation; C. L. 
Egtvedt, chairman, Boeing Aircraft Co.; R. E. Gillmor, presi- 
dent, Sperry Gyroscope Co., Inc.; Robert E. Gross, president, 

ckheed Aircraft Corporation; J. H. Kindelberger, president, 
North American Aviation, Inc.; Alfred Marchev, president, 
Republic Aviation Corporation; Glenn L. Martin, president, 

e Gienn L. Martin Co.; T. Claude Ryan, president, Ryan 
Aeronautical Co.; Guy W. Vaughan, president, Curtiss-Wright 
Corporation; J. Carlton Ward, Jr., president, Fairchild Engine 

Airplane Corporation, and Harry Woodhead, president, Con- 
Solidated Vultee Aircraft Corporation. 



























Air Transportation 





Air Certificate Applications 


Ambulance service by air between points within a 600-mile 
radius of Poplar Bluff, Mo., and between such points, on the 
one hand, and all other points in continental United States, on 
the other, is proposed in an application (No. 1688) filed with the 
Civil Aeronautics Board by W. C. Croy, of Poplar Bluff. 

Croy asks for a permanent certificate authorizing “air 
transportation of injured and ill persons and bodies of deceased 
persons, together with persons attending or accompanying such 
injured and ill persons and bodies of deceased persons, over 
irregular routes” between the points designated, with the use 
of helicopters or similar type aircraft. 

Other new applications for air certificates at the C. A. B. 
are the following: 


No. 1689, Dallas & Mavis Forwarding Co., Inc., Muncie, Ind.; ‘‘fly- 
away’’ or ferrying service of new or used aircraft and its parts and 
accessories under its own power, and gliders towed by aircraft over 
irregular routes between ‘‘any and all points in the United States, and 
all points in Canada, Alaska, Mexico, Cuba and the islands of the Carib- 
bean.’’ A similar application, proposing such service between all points 


in the United States, was filed by the same applicant in No. 1684 (see 
Traffic World, Dec. 9, p. 1503). 


No. 1690, Westland Airlines, San Angelo, Tex.; scheduled trans- 
portation of persons, property and mail by conventional aircraft over 
feeder routes within Texas and Oklahoma, as follows: Between San 
Angelo, on the one hand, and Marfa, Pecos and Fort Worth, Tex., on 
the other, and between Fort Worth, on the one hand, and Oklahoma 
City, Okla., Tulsa, Okla., and Austin, Tex., on the other. 

No. 1691, William J. Lank Jr., and Clifton S. Stovall, Shreveport, 
La.; scheduled transportation of persons, property and mail by conven- 
tional aircraft between Kansas City, Mo., and Beaumont, Tex., via 


Joplin, Mo., Fort Smith, Hot Springs and Texarkana, Ark., and Shreve- 
port, La. 


No. 1692, Transcontinental & Western Air, Inc., Kansas City, Mo.; 
scheduled transportation of persons, property and mail between Indian- 
apolis, Ind., and Cleveland, O. 


TAXATION OF AIR-COMMERCE 


Congress has received from the acting chairman of the 
Civil Aeronautics Board a request for a 90-day extension of the 
time allowed by existing legislation for the submission to Con- 
gress by the C. A. B. of a report and recommendations relating 
to problems of multiple taxation of persons engaged in air 
commerce and their employes (see Traffic World, July 8, p. 97; 
Oct 7, p. 913, and Nov. 25, p. 1385). 

The act calling for the airline taxation study, introduced 
by Representative Bulwinkle, of North Carolina, as H. R. 4935, 
required submission of the C. A. B. study and report to Con- 
gress within 180 days from the date of its enactment. President 
Roosevelt signed the bill in the first week of July. 


Ship Limes and Air Transport 


In its report on H. R. 5387, the Bland bill to amend the 
merchant marine act so as to open the way for operation of 
overseas air transport service by steamship lines (see Traffic 
World, Dec. 9), the House merchant marine committee said it 
was confident that Congress had not intended, by the inclusion 
in the civil aeronautics act of language interpreted by the Civil 
Aeronautics Board as rigidly limiting the right of ship lines to 
engage in air carrier service, to place in the hands of the 
C. A. B. the power to “cripple our merchant marine by depriv- 
ing American-flag steamship companies of the right to protect 
their passenger, express, and mail business through participa- 
tion in overseas and foreign air commerce.” 

“In fact,” the committee continued, “just prior to the pas- 
sage of the civil aeronautics act of 1938 the proponents of that 
measure represented to your committee that the right of the 
merchant marine to participate in overseas and foreign air 
commerce was protected in the civil aeronautics act and that 
applications made by American shipping companies would re- 
ceive the same consideration before the Civil Aeronautics Board 
as those made by anyone else. It was upon this representation 
that your committee withdrew at that time a pending bill giv- 
ing jurisdiction to the Maritime Commission over ‘the construc- 
tion and operation of aircraft used in transportation for hire 
of passengers and property in overseas trade... .’” 

The committee said it was the purpose of H. R. 5387 to 
grant to the Maritime Commission “the right to protect the 
merchant marine against the unfair competition of foreign 
steamship lines, foreign air lines, and domestic air lines by giv- 
ing it authority to determine whether or not it is in the public 
interest for an American-flag steamship company to engage in 
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overseas and foreign air transportation.” It said the bill did not 
in any way endeavor to restrict the C. A. B. from granting 
certificates of convenience and necessity to domestic air lines, 
foreign air lines or foreign shipping companies. In further dis- 
cussion of its position, the committee said: 


The repeated statement by the Civil Aeronautics Board to the effect 
that it was the ‘‘well-established congressional policy’’ to rigidly limit 
the right of the merchant marine to engage in overseas and foreign 
air transportation is, in our considered judgment, not only without 
foundation in fact but is also pregnant with dangerous potentialities. 
Unless the Congress forthwith clarifies its position, we look with grave 
misgivings upon the future of our American merchant marine. 


An attempt to obtain House consideration and action on 
H. R. 5387, as a bill on the ‘unanimous consent” calendar, De- 
cember 11, failed when Representative Priest, of Tennessee, 
raised objection. 

“This bill,” said Representative Priest, ““would confer very 
broad authority on the Maritime Commission with reference 
to a matter that is highly controversial, and on that, in my 
opinion, constitutes a national policy with reference to avia- 
tion. and one that properly should be decided by the Congress 
itself. Therefore I object.” 


Surplus Aircraft Like Garbage 


} That the country must look at military aircraft’s usefulness 
in the civilian economy exactly in the same way a great hotel 
looks on spoiled food was the declaration made by Grover 
Loening, War Production Board head consultant on aircraft, 
in an address December 8 at St. Louis, Mo., before the National 
Aviation Trades Association. 

In its day the food was delicious but when that day had 
passed, it was garbage, and to keep it around in great store- 
houses was sheer nonsense, said he. 

“Nowhere could we find a better instance of this than the 
history of the Liberty motor storage after the last war,” con- 
tinued Mr. Loening. ‘“Thousands and thousands of these engines 
were kept for years and hung over the aircraft engine market 
like a terrible blight, and yet they were never finally used 
except for a few bootleggers.” 

Discussing the question of disposing of aircraft surpluses, 
Mr. Loening, in part, said: 





At first sight, any suggestions that vast quantities of motors and 
strictly military aircraft and airframes be dumped in the ocean or burned 
in a scrap pile would be received with distaste as synonymous with the 
worst kind of waste or destruction. Actually, we need a great deal of 
education to get away from this concept, as it is an absolutely false 
and hurtful one.... 

From a war angle, the unwise and untutored layman who has not 
been brought up in the swiftly moving school of aircraft development 
does not realize that in a military way, the path to a most efficient air 
force is over the graves of obsolete aircraft and not on their wings. If 
we want to be technical, all we have to do is to take out a pencil and 
a slide rule and quickly figure the economy of using new bombers 
over old ones, in delivering ton miles of bombs to the enemy target. 
We would quickly learn that such economy is so very great that it 
would include the entire first cost of burning up the old type bombers. 
The same applies commercially. . If our commercial aviation of the 
future is to be saddled for many years by trying to absorb the thousands 
of C-47’s that will be available, the public will have to pay right 
now twice as much per ton mile of passengers or goods delivered as 
is immediately available in the newer type aircraft. These higher 
operating costs so quickly overbalance the loss in burning up the old 
junk that the burning up process actually becomes an economy, and mean- 
while, what bombs or commercial loads we do carry are carried faster 
and farther and with greater safety to the aviators in the new types. 
A country-wide education leading toward straight thinking on this prob- 
lem is badly needed and it is up to all of us to call attention to it. 


CIVIL AVIATION CONFERENCE 


“The international conference on civil aviation has ad- 
vanced air flying by at least 20 years,” said Representative 
Wolverton, of New Jersey, a member of the House committee 
on interstate and foreign commerce, in a statement he inserted 
in the Congressional Record, commenting on the conference 
(see Traffic World, Dec. 9, p. 1499). 

“Few people realize that, prior to this conference, all the 
air was closed, except that over the high seas,” he said. “No 
one had a right to fly anywhere outside the borders of his 
own country. Certain air companies had obtained extremely 
limited concessions permitting them to fly through and land 
in other countries through a system of concessions, like the 
old trading concessions of the colonial companies centuries 
ago.” 

Representative Wolverton said that the Chicago conference 
had faced squarely the “main issue’—one that had not been 
faced, he said, at the aviation conference of Paris in 1919 or 
at the aviation conference of Habana in 1929—as to whether 
countries would arrange among themselves to exchange friendly 
permissions. to fly into and land in each other’s countries “so 
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that commerce by air can begin to be as normal and peacefy] 
as commerce at sea.” 

He summarized provisions of the agreements reached ip 
the Chicago conference, and added: 


As a result, the countries who execute these agreements will no 
longer theorize about their aviation. They can say to their civil 


airlines, ‘‘A large part of the air is now open to you. Go out and 
fly, and make yourselves useful.”’ 


This is new in air history. It took 200 years of squabbling ang 
several major wars to get to this result on the sea. 


AIR EXPRESS SHIPMENTS 


Air express shipments handled in combined air-rail service 
in October showed a gain of 18.9 per cent over October, 1943 
the Air Express Division of Railway Express Agency reports, 
A total of 42,123 shipments were handled in the combination 
service for the nation’s commercial airlines, compared with 
35,404 shipments October a year ago. 

Express revenue on this traffic, which originates at or js 
destined to an off-airline city, and, therefore, moves part way 
by rail, was 20.9 per cent higher than in October, 1943. 


TEXAS-OKLAHOMA AIR ROUTE CASE 


The Civil Aeronautics Board has announced that a public 
hearing in “Docket No. 337 et al., the Texas-Oklahoma Case,” 
heretofore tentatively scheduled for January 8, will be held 
definitely on January 22, either in Oklahoma City, Okla., or 
Fort Worth, Tex. It has asked the parties in that proceeding 
to notify it by telegraph not later than December 18 which of 


those cities would be more convenient to them as a place for 
the hearing. 


AIRPORT DEVELOPMENT PRIZES 


; In an effort to stimulate private and community interest 
in the construction of airplane landing facilities, cash awards 
aggregating $7,500 will be given for the outstanding contribv- 
tions to the nation’s airport development in 1945, says the Na- 
tional Aeronautic Association. 

Consisting of a first prize of $5,000, second of $1,000, third 
of $500 and ten prizes of $100 each, the awards are being do- 
nated by Andrew J. Haire of New York City, president of Haire 
Publishing Company, aviation publishers. Winners of the three 
top prizes will, in addition, receive plaques, while honorable 
mention certificates will go to the other ten recipients. The 
president of the N. A. A. will appoint a committee of aviation 
leaders to formulate rules of the competition and select the 
winners. Achievements on which judging will be made must 
be performed between January 1 and September 1 and by 
individuals or organizations outside the federal government. 

In announcing that this competition was open to all except 
federal employes, Mr. Haire stated that these awards were 
designed to stimulate and honor outstanding achievement in the 
field of airport and airpark development, design, construction, 
operation, administration and maintenance. He further pointed 
out that it was added recognition of the fact that America’s 
future in the air was directly dependent on the vastly expanded 
scope and quality of aircraft landing facilities, particularly in 
the smaller communities. Airports and airparks would be the 
focal points of post-war air commerce, said he, adding that the 
airports in America were at the beginning of an era of tremen- 
dous expansion. To help them expand wisely, constructively and 
efficiently, was the purpose of this award, said he. 


AIR TRANSPORT OF PERISHABLES 

Discussion of the use of the airplane as a contract carrier 
of agricultural perishables by the Bureau of Agricultural Eco- 
nomics and Edward S. Evans Transportation Research is in- 
cluded in the November issue of ‘‘The Marketing and Trans- 
portation Situation,” issued by the Bureau of Agricultural Eco- 
nomics of the U. S. Department of Agriculture. 

“Agriculture is interested in air transportation as a more 
efficient method of moving farm products to market and as 4 
way of opening new markets for post-war surpluses of perish- 
able agricultural commodities,” it is stated. “The size of this 
new market depends upon: (1) The extent to which air trans- 
portation causes an increase in the demand for the product, 
(2) the extent to which various handling costs are decreased 
when the products are shipped by air, (3) the absolute as well 
_as the relative costs of air transportation. The cost of air trans 
portation is apparently greatly influenced by the type of al 
carrier operation used.” 

Reference was made to previous studies, “Post-War Al 
Transportation of Fresh Strawberries and Tomatoes from 
Florida to Detroit, Michigan,’ wherein was shown a 10-cent 
ton-mile cost of operating C-47 planes, and “Post-War Al 
Transport Costs and Markets for Lettuce,” wherein was show! 
a. 6.55 cents a ton-mile cost of operating C-54A planes. The 
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purpose of the present study was to examine further the basis 
for the assumptions made in those cost studies, it was stated. 
The study includes a table setting forth operating cost a seat- 
mile of scheduled transport planes for the fiscal year ended 
June 30, 1941, such costs ranging from a low of 3.24 cents to a 
high of 5.96 cents. 

The report suggests use of surplus war transport ships of 
the type of the C-47 and C-54A and says they could be operated 


over a period of five years or more at “very low amortized 
capital cost.” 
































Air Transport Regulation 


Editor The Traffic World: 

I must protest ‘again and again and again,” if necessary, 
at the innuendo in the statement in your editorial of December 
2 when you state: “It (air transportation) is regulated, so far 
as it is regulated at all, by the Civil Aeronautics Board... .” 

The truth of the matter is that the air carriers are regu- 
lated. They believe in regulation. They asked for regulation. 
They sought economic regulation, patterned on the provisions of 
parts I and II of the interstate commerce act, and, in the civil 
aeronautics act of 1938, Congress imposed on the air carriers 
just such a pattern of regulation. In fact, it might be pointed 
out that, were the railroads and motor carriers regulated as 
thoroughly as are the airlines, they would’hardly know what 
to do. Neither the ground carriers nor any other industry in 
the country is regulated in such minute detail. 

The civil aeronautics act of 1938 is a comprehensive statute 
covering all phases of civil aeronautics. That this act ade- 
quately regulates air transportation has even been recognized 
by the Interstate Commerce Commission, which stated in its 
fifty-second annual report: ‘The civil aeronautics act provides 
for air carriers a system of regulation which is, if anything, 
more comprehensive than that which has been provided for the 
railroads.” 

The airlines are regulated, both with respect to rates and 
all other phases of their operation, and the pattern of regulation 


is the same as that applicable to the railroads and motor 
carriers. 






























John H. Frederick, 
Professor of Transportation and Industry, 
University of Texas. 
Austin, Tex., Dec. 13, 1944. 









Unnecessary Conventions 


Editor the Traffic World: 

So much discussion has been created regarding whether or 
not conventions now being held throughout the United States 
are necessary to the successful prosecution of the war that your 
correspondent feels it is high time the matter was given serious 
attention by the responsible parties or we discontinue the now 
hackneyed question “was it or was it not.” 

If the Office of Defense Transportation has been delegated 
to curtail transportation—and it surely has—let’s put some 
teeth in the order and be realistic. Rather than make accusa- 
tions after a convention is held, let’s put the horse before the 
cart and pre-determine: ‘Is this convention necessary?” What, 
if any, will this meeting contribute to winning the war? What 
program will be adopted ? 

We are certain conventions are scheduled some weeks in 
advance so there is no reason why the O. D. T. cannot be in- 
formed and weigh the relative merits of a specific meeting and 
render a justifiable decision whether it is in favor or not. Con- 
ventions held in spite of disfavor by the O. D. T. should, of 
course, be publicized and let the chips fall where they may. 

__ I suggest one of two alternatives: Either the O. D. T. de- 
cides in favor or disfavor toward a coming convention or we 


—/ from taking exception after the convention has been 
eld. 




























The Waco Aircraft Company, 
V. J. Kuhl, Traffic Manager. 
Troy, Ohio, Dec. 13, 1944. 







HANDLING HOLIDAY TRAFFIC 


The Office of Defense Transportation has announced that 
the personnel divisions of the army and navy have broadened 
the recently granted authority, for soldiers and sailors to assist 
the railroads in handling Christmas traffic, to include such 
assistance to trucking companies, transfer companies, and ter- 
Minal: (see Traffic World, Dec. 2, p. 1450). 

The O. D. T. said the permission was extended to trucking 
Concerns following urgent appeals from those firms for assist- 
ance in expediting the heavy tonnage of Christmas traffic now 
in transit. The permission, said the O. D. T. was effective 
immediately, and to January 15, 1945, and continued: 
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Commanding officers of both army and navy installations are being 
notified that soldiers and sailors may engage in whatever work trucking 
concerns, transfer companies, and terminals may request to speed the 
delivery of freight, express and other mail, the O. D. T. was advised. 

Soldiers and sailors may be employed on a voluntary basis only 
while absent on pass or during normal off-duty periods. The service- 
men may be employed only when civilians are not available for the extra 
work. They will be paid by the firms employing them. 

Arrangements for the hiring of soldiers and sailors for such work 


should be made through the office of the commander of army or navy 
installations. 


Travel Curtailment 


With J. J. Pelley, president of the Association of American 
Railroads, expressing support of the request, the Office of De- 
fense Transportation, has issued what it describes as ‘‘an urgent 
plea” to the public to forego non-essential travel in the Christ- 
mas holiday period and has called attention to information re- 
ceived by it from the War Department that about 750,000 
members of the armed forces stationed in the United States 
will be eligible for Christmas leave. It was stated at the O. 
D. T. that now, for the first time since the O. D. T. had under- 
taken to discourage non-essential travel, the A. A. R. was join- 
ing in such a campaign. ~ 

The O. D. T. said that it had information from Brigadier 
General William J. Williamson, chief of the traffic control divi- 
sion of the Army Transportation Corps, that the War Depart- 
ment was permitting commanders to furlough up to 15 per cent 
of their personnel requiring intercity travel. This, the O. D. T. 
said, was in addition to furloughs allowed members of the navy 
and the marine corps. 

“For many of these men a Christmas furlough means the 
last opportunity to visit homefolk before going overseas. For 
others it means the first opportunity to get home since their 
ee frontline action,’ said Director Johnson of the 

“In addition to the furlough travel there is a large move- 
ment of casualties, men going to or returning from rehabilita- 
tion centers as well as the regular organized troop movements, 
which continue at a high rate. War production plants working 
full blast to keep up with General Eisenhower’s requests for 
more war material creates a continuous demand for essential 
transportation.” 


The O. D. T. quoted the following statement by Mr. Pelley: 


The only way that more people can travel on the trains this holiday 
season than did a year ago will be for more people to stand in the 
aisles. The railroads wish it could be otherwise, but that’s the way it 
is. Railroad travel these days is running four and five times what it 
was before the war—and in some sections even more than that—while 
it has to be carried with no more equipment than we had then. 

There won't be any additional passenger cars until after the war. 
There will be no lessening of furlough travel over the holidays, which 
for many of our young men will be the last opportunity for a visit 
home before going overseas. There are a lot of people who, for good 
reasons, must travel, even at holiday time. It all adds up to more 
passengers than there will be seats for, or space in the dining cars. 
With the best that the railroads can do, a lot of people are going to 
be uncomfortable if they travel during the holidays. We hope that they 
will bear that fact in mind in making their plans. 


The O. D. T. said that the travel situation had remained 
in a critical state all through 1944 and that forecasts for 1945 
indicated increased demands. 

“Right now we are coming to the most critical period for 
transportation since the war began—the period from December 
15 to January 8,” Director Johnson said. “The railroads are carry- 
ing more passengers than ever before in their history and the 
severe weather conditions to be expected at this season, together 
with the serious manpower shortage will put an unbearable 
strain on our transportation system unless everybody helps by 
keeping at home unless the journey is ‘absolutely necessary’.” 

“T am sure that all Americans, anxious to make the Christ- 
has holidays as pleasant as possible for the men who are doing 
our fighting for us, will understand this and will cooperate.” 


TRANSPORT AGENCY EMPLOYMENT 


A tabulation of civilian employment in federal government 
departments and agencies in October, issued by Senator Byrd, 
of Virginia, chairman of the joint congressional committee on 
reduction of non-essential federal expenditures, shows a decline - 
of 700 in the October total of employes in the Office of Defense 
Transportation as compared with the September total, the 
October figure for the O. D. T. being 4,153. A similar tabula- 
tion, issued earlier by the Byrd committee, showed that the 
O. D. T. had 233 fewer employes in September than in August. 
The reductions in O. D. T. employment were attributed to the 
transfer of commercial gasoline rationing activities from the 
©. D. T. to the O. P. A. 


Employment data for October with respect to other gov- 





1584 


ernment agencies dealing with transportation, with changes in 
totals as compared with the September figures, follow: 


War Shipping Administration, 4,918, increase of 42; Interstate Com- 
merce Commission, 2,056, decrease of 18; Maritime Commission, 10,933, 
increase of 6; National Advisory Committee for Aeronautics, 6,142, de- 
crease of 75; Civil Aeronautics Board, 351, increase of 3; National 
Mediation Board, 93, no change; Railroad Retirement Board, 1,795, 
increase of 8. 


CASH FOR T. P. W. 


A letter from Clair M. Roddewig, general counsel of the 
Office of Defense Transportation to the director of the Com- 
mission’s bureau of finance, placed in the docket in Finance 
No. 14607, Toledo, Peoria, and Western proposed notes, has 
disclosed that the director of the O. D. T. has authorized a cash 
advance of five thousand dollars to be made each calendar 
month to the T. P. W. corporation. The general counsel said it 
was hoped that this would be sufficient to permit the corpora- 
tion to pay all of its corporate obligations heretofore paid di- 
rect by the federal manager of the road, with the exception of 
taxes on the corporation’s properties in the possession of the 
government and interest on the funded debt. He said the five 
thousand dollar cash advance for December had been made. 


oO. D. T. APPEAL DECISIONS 

The application of Henry N. Cartell, of Dolgeville, N. Y., 
for additional allotments of truck-mileage and motor fuel to 
inaugurate service between Dolgeville and Utica, N. Y., had 
been properly denied by the O. D. T. district manager at Utica, 
as affirmed by the regional director of the highway transport 
department at New York, said Director Johnson, of the Office 
of Defense Transportation, in appeal decision No. 65. 


BUS FOR RAIL SERVICE 


By supplemental order O. D. T. 2-10, Director Johnson, 
of the Office of Defense Transportation, has authorized the 
Kansas City Public Service Company to substitute motor vehi- 
cle bus service for street railway service over that section of 
its 10th Street car line along 10th Street between Kansas 
Avenue and Central Avenue in Kansas City, Kan., depending 
on issuance of order or orders by appropriate regulatory author- 


ities authorizing the abandonment of such railway service and 
the removal of such rail. 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued additional 
orders permitting coordinated operations to conserve trans- 
portation facilities as indicated in the following: Sup. order 
O. D. T. 3, Rev. 410, between Athens and points in Georgia; 
sup. order O. D. T. 3, Rev. 411, in Texas; sup. order O. D. T. 3, 
Rev. 413, between San Francisco, Calif., and Portland, Ore.; 
sup. order O. D. T. 3, Rev. 414, between Chattanooga, Tenn., 
and Cincinnati, O.; sup. order O. D. T. 3, Rev. 420, in Georgia; 
supp. order O. D. T. 3, Rev. 423, between Atlanta, Ga., and 
Chattanooga, Tenn.; sup. order O. D. T. 3, Rev. 425, between 
Columbus and points in Georgia; sup. order O. D. T. 3, Rev. 
426, between Indianapolis and Cambridge City, Ind.; and sup. 


order O. D. T. 3, Rev. 429, between Plattsburg and Keene 
Valley, N. Y. 





BARGE ALLOCATIONS 


The Office of Defense Transportation has announced the 
reallocation of 17 dry cargo barges, constructed early in 1944 
under a program sponsored by that agency, to the following 
privately-owned common carriers operating on the Mississippi 
and Ohio rivers: 

American Barge Line Co., Pittsburgh, Pa.—5 barges, to be 
used principally for transporting sulphur upstream and iron 
and steel products downstream to New Orleans. 

The John I. Hay Co., Chicago, Ill.—2 barges for transport- 
ing grain out of the Illinois River valley. ‘ 

Central Barge Co., Chicago—10 barges, for carrying coal. 

The O. D. T. said that the barges were all of welded steel 
construction, and measured 195 feet in length with a 35-foot 
beam. 

Lawrence C. Turner, head of the O. D. T.’s waterways 
transport department, said that the seasonal operations of the 
carriers, to whom the barges were originally allocated, per- 
mitted them to be reassigned to the aforementioned companies. 


0. D. T. OPERATION OF TRUCK LINES 
Operations of the Janke Transfer Co., of Detroit Lakes, 
Minn., one of the 103 midwestern truck lines placed under fed- 
eral government control in August as a result of refusal of the 
truck line operators to put into effect wage increases ordered 
by the National War Labor Board, have been taken over “phys- 
ically” by the Office of Defense Transportation, according to 
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information from the O. D. T. The O. D. T. said that this was 
the third motor carrier under government control in the mig. 
west to be subjected to a physical taking over of its properties 
by the O. D. T., with assistants on the staff of Ellis T. Longen. 
ecker, federal manager of the truck lines, replacing the private 
management of the line in directing its operations. The two 
truck lines that had undergone a similar change of status 
earlier, under federal control, were Midnite Express, Inc., of 
Fargo, N. D., and Wilson Storage & Transfer Co., of Sioux 
Falls, S. D. (see Traffic World, Nov. 25, p. 1391). 

The Office of Defense Transportation has announced the 
termination of possession and control of the Hill Truck Line 
of Adrian, Mo., which operates between Kansas City and Lamar, 
Mo., and intermediate points. The firm is the twelfth of 103 
midwest trucking concerns taken over by the O. D. T. last 
August to be returned to private operation. 

In terminating control (by its notice and order of termina- 
tion No. 10) the O. D. T. explained that the firm has complied 
with the conditions of the War Labor Board order affecting 
back pay and pay increases. 


Irish Potato Shipments 


The Commission and the Office of Defense Transportation 
have issued orders, effective December 11, prohibiting the move- 
ment of Irish potatoes from two areas in Idaho, Oregon, and 
California, to outside distributing centers, unless the shipper 
presents a permit issued by the director of distribution of the 
War Food Administration, under W. F. A. Order 120, to ship 
the particular lot. The Commission’s order, service order No. 
259, applies to rail carriers, and the O. D. T. general order L-4, 
applies to all types of motor carriers. 

At the W. F. A. it was explained that order 120 was issued 
to facilitate military procurement of potatoes. It was said that 
the army needed certain quantities of potatoes for domestic 
use, and certain quantities of highly specialized qualities for 
export, and that it was becoming so difficult to obtain the re- 
quired quantities that the army procurement program was in 
danger of “bogging down.” 

The areas from which movements were prohibited, without 
permit, were described in the Commission’s service order as 
follows: Area No. 1, the county Malheur in the state of Oregon, 
and the state of Idaho except the county of Idaho and all coun- 
ties north thereof in the state of Idaho; area No. 2, the counties 
of Crook, Deschutes, and Klamath in the state of Oregon and 
the counties of Modoc and Siskiyou in the state of California. 

The Commission’s order exempted from its provisions the 
transportation of Irish potatoes for the shipment of which no 
permit was required by W. F. A. order 120, or by reason of any 
exemption made or relief granted under that order. It provided 
that the order should apply to intrastate as well as interstate 
commerce, and only to cars into which Irish potatoes were 
loaded on or after the effective date. 

The O. D. T. order prohibited the transportation of all 
varieties of Irish potatoes by common, contract or private mo- 
tor carriers in the areas affected by the W. F. A. order. 

The Commission’s order said that the War Food Adminis- 
trator had advised the director of the O. D. T. of the issuance 
of the order, and that the O. D. T. director had requested the 
Commission by letter to take such action as it deemed neces- 
sary. It said that the loading of Irish potatoes. without the per- 
mits required by the W. F. A. order would result in undue 
detention of cars and that the Commission was of the opinion 
that an emergency existed requiring immediate action. 

An O. D. T. announcement said that applications for per- 
mits for area No. 1 should be addressed to the deputy order 
administrator, War Food Administration, 205 National Bank 
Bldg., Idaho Falls, Ida.; and for area No. 2, to deputy order 
administrator, War Food Administration, care Quartermaster 
Corps, Klamath Falls, Ore. 


EXPORT FREIGHT 

Cars of export freight, excluding coal and grain, handled 
through United States ports totaled 156,665 in November, com- 
pared with 133,537 cars in November, 1943, or an increase of 
17 per cent, according to the manager of port traffic of the 
Association of American Railroads. 

Export grain unloaded at the ports totaled 3,386, com: 
pared with 4,772 in November, 1943, or a decrease of 29 per 
cent. . 

The railroads handled 376 carloads of coastal freight 
November, 1944 compared with 781 in the same month in 1943, 
or a decrease of 52 per cent. , 

The total of 160,427 cars of export and coastal freight, 
excluding coal, handled through the ports represented an aver- 
age daily unloading of 5,348 cars. This is the ninth consecu- 


tive month in which the average daily unloading has exceeded 


5,000 cars, the A. A. R. port traffic manager says. 
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December 16, 1944 


Control of Exports and Imports 


The Foreign Economic Administration has notified ex- 
porters that, effective immediately, certain automotive replace- 
ments and repair parts may be exported commercially to French 
West Africa, which includes Mauritania, Senegal, French 
Guiana, Ivory Coast, Togoland, Dahomey, French Sudan, and 

iger. 
” Exporters were also notified in current export bulletin 215, 
that French West Africa, French North Africa and Corsica 
have been placed in country Group G. This permits exporta- 
tion under general license to these destinations of most com- 
modities up to a value of $25. , ; 

As a result of this action by F. E. A., limited commercial 
exports to these areas may now be resumed. 

Exceptions to the list of commodities that may be exported 
under general license to Group G destinations were previously 
announced in Current Export Bulletin No. 193, dated Septem- 
ber 27, 1944, which was amended by Current Export Bulletin 
No. 208, dated November 9, 1944. The permission to export 
gift shipments to Corsica was announced in Current Export 
Bulletin No. 203, dated October 24, 1944. 

Information regarding procedure for filing export license 
applications for automotive replacement and repair parts for 
French West Africa follows: 












1. The export license application should be prepared on Form FEA 
419 and should include an additional copy, the sextuplicate. The applica- 
tion should be submitted to the Requirements and Supply Branch, 
Foreign Economic Administration, Washington 25, D. C. The quin- 
tuplicate copy of the export license application should be retained by 
the exporter for his file. 

2. The applicant should indicate the number of the import license 
covering the proposed shipment in answering question 5 on FEA 419. 
If no import license has been obtained, the fact should be stated. 

3. The.country symbol for French West Africa, ‘‘FR-WA,’’ should 
be noted under question 3 on the export license application. 

Cargo for French West Africa should be booked in accordance with 
the procedure outlined in Subject 1, Current Export Bulletin 194. For 
shipments to French West Africa, Statement of Cargo Availability 
Form FEA 138 should be filed in quintuplicate. 

The F. E. A. has issued its current export bulletin No. 214. 

















The War Production Board has announced that considera- 
tion is now being given to applications on Form WPB-1041 for 
permits under General Imports Order M-63 to purchase and 
import from Mexico, Palma or Pita istle twine, dressed and 
cut Palma or Pita istle for brushes, and other miscellaneous 
products made from Palma or Pita istle fiber. 

All such permits would be limited to a 90-day period in 
which time shipment as well as purchase must be made, W. P. B. 
said. Applicants are therefore requested to limit their appli- 
cations to such quantities as the importers know that the mills 
can supply in the allotted period. 

Import permits for leather products under General Imports 
Order M-63 (imports of strategic materials) that have been 
granted on the basis of purchases prior to May 17, 1944, will not 
be extended beyond January 31, 1945, the War Production 
Board has announced. Heretofore, many importers who had 
already purchased leather articles abroad under Order M-63 
prior to May 17, 1944, have had extensions of time to bring such 
purchases into this country. The last extension of time was to 
December 31, 1944. The additional month should give every 
importer full opportunity to arrange for shipment of purchases 
under these permits, W. P. B. said. 























































































































































PETROLEUM TRANSPORTATION 


Tank car shipments of crude oil and petroleum products 
into the Atlantic seaboard the week ended December 2 aver- 
aged 511,920 barrels daily, as compared with 530,466 barrels 
daily in the preceding week, according to the Petroleum Ad- 
ministration for War. 

The “Big Inch” (24 inch) piveline pumped an average of 
317,422 barrels daily for the week ended December 1, as com- 
sg with an average of 306,692 barrels daily for the previous 
week, 

The “Little Big Inch” (20 inch) pipeline pumped an aver- 
age of 223,982 barrels daily for the week ended December 1, 
as compared with 226,234 barrels daily for the previous week. 

Deputy Petroleum Administrator Ralph K. Davies said that 
the problem in the months ahead was not one of supply but, 
rather one of transportation. 

“The volume of petroleum that has to be transported over- 
land for military use is so large,” he said, “that we will do 
Well to maintain civilian stocks on the Atlantic and Pacific 
Seaboard at levels comparable with those maintained last year.” 

_ Transportation conditions made it necessary that east coast 
tations of residual oil for heating purposes again be figured 
on the original basis of two-thirds of normal requirements, the 

ffice of Price Administration announced December 15. 
Chief users of residual oil for heating purposes were large 
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concerns such as hotels, office buildings, industrial plants and 
apartment houses, said the O. P. A., adding: 


The action cuts off the granting of increased rations of residual oil 
in the east coast area, but will not apply in the middle west. Previously 
—beginning November 6—consumers in the east coast and middle west 
had been allowed to apply for increases sufficient to bring their allot- 
ments of residual oil up to full normal usage. 

The change was made at the request of the Petroleum Administra- 
tion for War. Citing the increased tanker requirements of the military, 
which have sharply curtailed transportation available to move civilian 
supplies into the east coast area, P. A. W. recommended that action be 
taken immediately to return to the two-thirds of normal basis in figuring 
east coast rations of residual oil. 


The fact that Lieut. Gen. George S. Patton’s Third Army 
was reported to be temporarily halted in its advance toward 
Germany by a shortage of gasoline in no way indicated any 


failure on the part of the oil industry, Petroleum Administra- 
tor Ickes said, adding: 


There never has been a shortage of gasoline for any combat area. 
Dispatches clearly indicate that General Patton moved so fast that the 
army’s transport system could not bring up enough fuel to keep him 
moving. The fact that a considerable quantity of gasoline was flown 
from the beaches to the front shows that the problem was one of 
military transport rather than any lack of stocks. 


Freight Commodity Statistics 


The Commission has issued a statement, M-550, prepared 
by its Bureau of Transport Economics and Statistics, of tons of 
revenue freight originated and tons terminated in carloads by 
classes of commodities and by geographic areas—Class I steam 
railways—for May, 1944. The statement showed a total of 
131,127,388 tons of revenue carload freight originated and 117,- 
175,396 tons terminated. As to forwarder traffic, tons originated 
totaled 303,961 and tons terminated totaled 306,106. 

By groups of commodities, tonnages originated and ter- 
minated, respectively, were reported as follows: 


Products of agriculture, 9,465,801 and 10,525,131; animals and prod- 
ucts, 2,093,557 and 2,173,338; products of mines, 73,825,445 and. 57,895,- 
978; products off orests, 7,225,597 and 7,494,360; and manufacturers and 
miscellaneous, 35,663,947 and 35,988,896. 


The Commission has also issued statement M-500, prepared 
by the bureau, of freight commodity statistics of Class I steam 
railways for June, 1944, showing freight traffic originated, 
freight traffic terminated, total freight traffic carried, and 
freight revenue, by classes of commodities and regions, and 
showing a separation of carload and less-carload traffic. 

The compilation showed, as to both carload and less-car- 
load traffic, a total of 131,260,422 tons of revenue freight orig- 
inated, 115,606,432 tons terminated, total freight traffic (includ- 
ing duplications) of 260,376,107 tons, and freight revenue 
amounting to $610,669,245. 

Carload traffic accounted for 3,133,772 carloads, or 129,650,- 
573 tons of revenue freight originated, 2,855,453 carloads, or 
113,938,133 tons terminated, total freight traffic (including 
duplications) of 6,579,764 carloads, or 257,041,660 tons, and 
freight revenues amounting to $580,029,611. 

As to forwarder traffic, included in the carload manufac- 
tures and miscellaneous, n. o. s. item, the compilation showed 
a total of 14,510 carloads, or 273,952 tons, of revenue freight 
originated, 15,417 carloads, or 284,009 tons of revenue freight 
terminated, total freight traffic (including duplications) of 
32,171 carloads, or 604,486 tons, and freight revenues amount- 
ing to $5,652,469. 





COAL LOADING SERVICE ORDER 


The Commission, division 3, by Service Order No. 261, has 
directed the Delaware & Hudson Railroad Corporation not to 
furnish, supply, or place coal cars at the Standard Preparation 
Co. ramp near Moosic, Pa., and the Erie Railroad Co. not to 
furnish, supply, or place coal cars at Benders Dock ramp near 
Moosic, for loading of such cars with anthracite coal produced 
at McGinley breaker, also near Moosic. It said the order would 
be effective December 13. 

The division said that by a petition dated December 8, 
from the assistant deputy solid fuels administrator, Solid Fuels 
Administration for War, to the director of the Office of Defense 
Transportation, the assistant deputy recited that on December 
7, the S. F. A. W. prohibited shipments of anthracite with ash 
content exceeding that prescribed in S. F. A. W. regulation 
No. 9 (8 F. R. 15560) produced at the McGinley breaker. It 
said the S. F. A. W. advised further that directions would be 
issued to retail dealers prohibiting their receipt of coal from 
this mine with an ash content in excess of that prescribed in 
the regulation; and that this action would result in detention 
of cars at destination for unloading or other disposition and 
was a waste of cars and transportation. 
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According to the division, the Solid Fuels Administration 
requested the director of O. D. T., and he in turn requested 
the Commission, to prohibit the furnishing, supplying, or plac- 
ing of coal cars at the aforementioned ramps for loading of 
anthracite coal produced at McGinley breaker. It said that the 
Commission believed an emergency existed requiring immediate 
action. 


Bunker Salt a Order 


Effective December 13, the Commission, division 3, by serv- 
ice order No. 260, prohibited railroads from salting, or allowing 
to be salted, ice in the bunkers of a refrigerator car or cars 
loaded, or to be loaded, with citrus fruits originating at any 
point or points in Arizona, California, Florida, or Texas. The 
Commission’s bureau of service explained that the order was 
intended to expedite the movement of refrigerator cars by 
eliminating switching involved in the salting of bunker ice. The 
order excepted salting of bunker ice by shippers where it re- 
quired no switching. 

The order was made to apply only to shipments billed or 
moving from the primary point of origin on or after its effec- 
tive date. It suspended all tariff rules or regulations in conflict 
with its provisions and required the railroads to publish supple- 
ments to affected tariffs announcing the suspension of such 
tariff provisions. 

The pertinent portions of the order follow: 


(a) Bunker ice not to be salted. No common carrier by railroad 
subject to the interstate commerce act, subject to the exception shown 
below, shall put salt on, or mix salt with, or allow or permit salt to 
be put on, or mixed with, ice in the bunkers of refrigerator car or cars 
loaded, or to be loaded, with citrus fruits originating at any point or 
points in the states of Arizona, California, Florida, or Texas. 

Exception: The provisions of this order shall not apply to the 
placing, by the shipper or his agent at the loading point after the car 
has been set for loading, of salt on, or mixing of salt with, ice in the 
bunkers of cars loaded, or to be loaded, with citrus fruits, during the 
process of precooling such cars prior to their movement in road-haul 
service provided, that such salting of cars by shippers during precool- 
ing at loading points involves no &Additional switch service by any 
carrier. 


TRANSPORT STATISTICS COMMENT 


The Commission’s Bureau of Transport Economics and Sta- 
tistics, in its monthly comment on transportation statistics, dis- 
cussing “other compensation” of railway employes, referred to 
a table showing that such “other compensation” for 1940 
amounted to $39,124,737, or 1.99 per cent of the total compensa- 
tion paid railway employes. The table showed, further, that 
the “other compensation” figure for 1943 increased to $101,166,- 
999, or 2.87 per cent of total compensation, and that in the first 
nine months of 1944 it totaled $93,891,736, or 3.26 per cent of 
total compensation. Commenting on these figures, the bureau 
said: 


The amount of ‘‘other compensation’’ paid to all employes by Class 
I steam railways as shown in our monthly summaries of wage statistics 
has increased considerably in recent years. In the case of non-operating 
employes ‘‘other compensation’’ represents payments for ‘“‘time not 
actually worked,’’ such as payment for holidays, absence on definite 
leave, vacations, and for other miscellaneous time not worked. . For 








Revenue Freight Loading 


Revenue freight loading the week ended December 9 totaled 
793,554 cars, according to the Association of American Rail- 
roads. This was 14,706 cars or 1.8 per cent under the preceding 
week, 29,757 cars or 3.6 per cent under the corresponding week 
last year, and 49,371 cars or 6.6 per cent over the corresponding 
week of 1942. 
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train and engine service employes it covers payments for consiructive 
time allowed which does not represent actual train service and for 
which mileage is not allowed, such as pay under ‘‘Held away from 
home terminal,’’ rule, called and not used, run-around, dead-heading 
attending court, investigations, etc., and effective with the calendar 
year 1944, vacations with pay. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 13,381 
freight cars, and a daily average shortage of 1,754 freight cars 
for the week ended December 9, according to the car 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 3,025: auto 
box, 57; flat, 83; gondola, 2,440; hopper, 1,562; and miscel. 
laneous, 6,214. 

The shortage was made up as follows: Plain box, 1,487: 
auto box, 40; and flat, 227. 


SeLvice 


LAKE COAL TRANSPORTATION 


Solid Fuels Administrator Ickes announced December 14 
that in the week ended December 2, in which the Great Lakes 
navigation season was “officially” ended, only 587,324 tons of 
bituminous coal were forwarded to lake docks from lower Lake 
Erie ports, in comparison with 1,098,299 tons shipped in the 
ee week and with 881,048 tons in the similar week of 

“The season’s total movement from lower Lake Erie ports 
up to December 3 totaled 53,615,113 tons, an increase of about 
8,096,510 tons over that of the comparable period last year,” 
said he. “The increase includes more than $5,000,000 tons of coal 
which in 1943 were forwarded by all-rail routes because of 
restrictions on ship space.” 


Central Western Board 


At the fiftieth regular meeting of the Central Western Ship- 
pers Advisory Board at Lincoln, Nebr., Dec. 5-6, an increase of 
.3 per cent over the first quarter of 1944 was forecast, due 
mainly to expected increases in the following commodities which 
move in volume: Grain, 10.3 per cent; iron ore and ores N. 0.S., 
23.5 per cent; iron and steel, 71.9 per cent. 

There was a round-table discussion as to what should be 
done by both carriers and shippers-receivers to bring about 
greater transportation efficiency. 

A tour of the Burlington’s new hump yard (Hobson Yard) 
was made following the luncheon session. 

Sam W. Reynolds, president, Reynolds-Updike Coal Co., 
Omaha, gave a talk on “Transportation and the War,”’ stressing 
the accomplishments of the transportation industry and busi- 
ness in general under private ownership and emphasizing the 
desirability of reliance on private enterprise in the future as 
against government operation of business. More talk about 
“opportunities” and less about “jobs’’ was suggested. 

Mayor Lloyd J. Marti of Lincoln, served as toastmaster 
and, before introducing Mr. Reynolds, dwelt briefly on the 
history and accomplishments of the Advisory Boards. 

The following resolutions were adopted: 


1. Reaffirming opposition to the St. Lawrence Waterway. 

2. Reiterating previously adopted resolution in favor of passage of 
Boren land grant bill H. R. 4184 and urging its enactment into law 
prior to conclusion of the 78th Congress. Copy of resolution was tele- 
graphed to all Senators representing the Central Western Shippers A¢- 
visory Board territory. 

3. Expressing opposition to assessment of any demurrage charges 
in excess of those presently in force. 

4. Severely criticizing action filed recently by the Attorney Gen- 
eral of the United States in federal court alleging violations of the 
Sherman anti-trust act by various railroads and officials thereof, and 
urgently recommending the prompt enactment by Congress of such 
legislation as will remove any doubt as to the right and duty of carriers 





Revenue Freight Car Loading—Week Ended Saturday, Dec. 9 





Grain and Live 
grain-prod. stock Coal 
{ 1944 44,250 20,107 169,705 
Total all TORK. o..0 0.6. ccencccece { 1943 53,391 18,529 189,146 
| 1942 45,246 17,02 166,227 
Preceding week December 2...... 1944 47,694 22,629 169,952 
Per cent increase Over............ 1943 8.5 
Per cent decrease under.......... 1943 17.1 10.3 
Per cent increase over............ 1942 - _ 13.5 re pe | 
Per cent decrease under.......... 1942 2:2 
(1944 2,435,128 858,718 8,669,257 
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December 16, 1944 


to continue, under the jurisdiction of the Commission, the cooperative 
and joint action essential to avoid destructive or wasteful practices and 
insure preservation of a sound, adequate and efficient transportation 
system for both war and peace. 


The national transportation situation was presented by 
R. E. Clark, manager, closed car section, Car Service Division, 
Association of American Railroads. 

One hundred thirty-eight applications for membership were 
approved. 


W. P. B. LOCOMOTIVE CONTROL 


Members of the builders of large locomotives industry ad- 
visory committee told the War Production Board at a meeting 
that, with present production schedules projected only through 
the second quarter of 1945, orders for new locomotives, includ- 
ing foreign requirements, must be placed immediately if full 
advantage of present locomotive building capacity was to be 
realized. 

Otherwise, committee members said, trained manpower 
would drift away from the industry and orders for materials 
would be seriously delayed. For the same reason, suppliers of 
components, such as injectors, superheaters, and feed water 
pumps, must also know the locomotive industry’s requirements 
immediately, it was pointed out. 

The committee recommended that locomotive builders be 
allowed to deal directly with the procurement agency in accept- 
ing orders for governmental non-military requirements without 
W. P. B. allocation. Since current production of locomotives 
was below the industry’s capacity, the committee said that 
W. P. B. could still call-for military production needed for the 
war effort and that these requests, if they came up during pro- 
duction of non-military orders, would take precedence in build- 
ers’ schedules. 

The committee also recommended that special committees 
representing both Diesel and steam locomotive builders be set 
up to confer with W. P. B. officials on re-determination of the 
lead time needed to produce locomotives in the builder’s plants 
after all necessary materials had been obtained. W. P. B. said 
that this determination would answer queries from claimant 
agencies as to current lead time needed for locomotive produc- 
tion. 

All recommendations of this committee of large locomotive 
builders were still subject to W. P. B. review and decision, it 
was pointed out. 


RAILROAD PUBLIC RELATIONS 


Warren T. White, special assistant to the receivers of the 
Seaboard Air Line Railway, in an address before the meeting 
of the American Railway Development Association in Chicago, 
December 14, on the subject of “public relations in industrial 
and agricultural development,” said: 


The present high favor in which the railroads find themselves will 
not continue long without performance to justify it. The grist from 
today’s mill will not suffice for tomorrow’s needs. In the years to come 
we are going to need évery ounce of good will that we can possibly 
create and nurture. In the competitive days which lie ahead there 
will arise ‘‘a king who knew not Joseph.’’ In other words, a public 
which will not long remember our performance in this war and, if 
they should, will not credit that performance against their expectations 
concerning us. All of us know that, in the past, railroads have been 
too often regarded in the category of the proverbial hard-boiled corpora- 
tion caring nothing for the desires of the individual; that railroad men 
have been looked upon as separate and apart from community life. 
The only way to offset that impression is to demonstrate by action— 
not by words—that the railroad is an integral part of community life; 
that it is, indeed, a community builder—a citizen wherever it serves; 
that it is working side by side and shoulder to shoulder with all other 
business interests for the economic advancement of the community. 
When that realization is achieved, railroad men will be regarded as 
no different from others in the community. That will be real public 
relations. No other single means can be so effective in bringing this 
about as the industrial development activities of the railroads. 


WAREHOUSE SPACE SOUGHT BY R. F. C. 


Jesse Jones, Secretary of Commerce, has announced that 
the Reconstruction Finance Corporation is acquiring warehouse 
space in a number of industrial centers of the country where 
equipment may be pooled for speedy utilization, first, in war 
production and, second, for essential civilian needs. 

“Inventories will be made available for inspection at these 
centers where war manufacturers may buy the things they 
heed in stepping up their war production,” said he, adding: 


‘Th R. F. C., in cooperation with the War Department, is utilizing 
a e existing warehouse space and, where necessary, is building 
1t1o 


al storage. 


The R. F. C., said he, also proposes to construct four ware- 


house buildings in the Westchester Yards of the New York, 
ad ilaven and Hartford Railroad located in Bronx County, 
» 


; ork City, and has leased the warehouse of the Kings- 
bridg: Auto Storage Company in New York City. A warehouse 
ls being constructed fer it at Linden, N. J. 









Public and Railroads 


On the basis of 2,609 personal interviews with a nation- 
wide cross section of the voting public, the Opinion Research 
Corporation of Princeton, N. J., has submitted to the Associa- 
tion of American Railroads its fourth national survey of public 
opinion made for the association. Findings made in the report 
include the following: 


The railroads today, after more than two and a half years of han- 
dling the bulk of the nation’s wartime transportation, have reached a 
new high in public acclaim. Every index of satisfaction checked in this 
survey shows an even higher degree of public appreciation and approval 
of the railroads’ part in the war effort than last year. 

Feeling that the railroads have ‘‘done a good job’’ during the war 
is today almost unanimous (94 per cent). This represents an increase 
of 6 per cent during the last twelve months and is 38 per cent higher 
than the proportion who said in 1941 that the railroads had done a good 
job of preparing for the emergency. 

The public’s appraisal of the railroads’ effort and willingness to 
do their part is also at an all-time high. Ninety-four per cent of the 
people say the railroads are doing their best to give good service despite 
wartime exigencies. This is an increase of 5 per cent over those saying 
last year that railroads were doing their best. 

Almost three-fourth of the people (73 per cent) now feel that the 
railroads have been able to handle satisfactorily all freight offered to 
them during the war. Last year 55 per cent held this opinion. And the 
vast majority of the people (83 per cent) are now confident that the 
railroads will be able to take care of all the traffic they will be called 
upon to handle (1943—63 per cent). 


Government Operation 


The report says this confidence in the railroads’ ability and 
performance has resulted in less public sentiment for govern- 
ment operation of the railroads than at any time in the last 
a years when this series of “opinion measurements was 

egun.” 

The present survey showed only 15 per cent of the public 
as in favor of the government taking over the railroads for the 
duration of the war as against 37 per cent favoring continued 
operation of the railroads by the government after they had 
been taken over last December. In 1941 the survey made for 
that year showed 50 per cent in favor of the government taking 
over the roads in the event of war. This dropped to 33 per cent 
in 1942 and in 1943 18 per cent favored taking over the roads 
for “the duration.” 

“Encouraging to railroad men should be the finding that 
the railroads appear to be making gains among those segments 
of the population that have been most opposed to private opera- 
tion of the railroads,” says the report. 

Sixty-one per cent of hte lower income groups favored 
taking over of the railroads in 1941. For 1944 the percentage 
was given as 23. The “young people” group also dropped from 
61 to 20 per cent. The “large-city dweller” group dropped 
from 56 to 19 per cent. The “southerners” group dropped from 
59 to 16 per cent. 

The present survey shows only 7 per cent of the people as 
thinking it “will be necessary for the government to take over 
the railroads after the war.” This is the same proportion as 
last year. 

“The public still regards railroads as the form of trans- 
portation ‘most important to the war effort’,” says the report, 
“although the survey indicates a slight decrease during the last 
year in the proportion holding that opinion. (Air transporta- 
tion was not included in the question.)”’ 

Eighty-eight per cent of the people believed railroads were 
most important the survey this year showed as against 90 per 
cent in 1943, 83 per cent in 1942 and 68 per cent in 1941. ‘The 
“vote” for trucks was 10 per cent in 1944, 8 per cent in 1943, 
13 per cent in 1942, and 22 per cent in 1941. The “vote” for 
river and canal boats was as follows: 2 per cent in 1944 and 
1943, 4 per cent in 1942 and 10 per cent in 1941. 


Public Not Censorious 


“Even among those most critical of the job the railroads 
have done during the war, there is little actual censure of the 
railroads,” said the report. “Rather, there exists a sympathetic 
understanding of the railroads’ problems and a growing aware- 
ness of the handicaps under which they are working. . . . Only 
4 per cent say the railroads are at fault for freight delays.” 

The report said ‘“‘too much business’—not lack of care—was 
given as the chief reason for delays. The public also was aware 
of “manpower” and equipment shortages, it said. 

“The public’s high approval of the railroads’ waritme job 
is all the more remarkable because this approval is expressed 
in the face of a slight increase in public awareness of difficult 
wartime travel conditions,” says the report. 


Passenger Travel 


“Two people out of every three today say they have heard 
complaints about passenger service,” says the report. ‘This is 
a small increase over last year. Three-fifths (58 per cent) who 
have traveled recently say that the last time they made a trip 
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the train was overcrowded. In 1943, 56 per cent of the recent 
travelers said this. Also, among those who have heard com- 
plaints of passenger service, overcrowding is the most frequently 
mentioned criticism (79 per cent; 1943—77 per cent). 

“But the public’s tolerance of unsatisfactory travel condi- 
tions is strictly a wartime phenomenon—due probably in great 
degree to the extensive advertising and public relations cam- 
paign of the railroads. 

“However, a future hazard to the railroads is the proba- 
bility that much of this tolerance will disappear soon after the 
war is over. Note the following: When those who have heard 
complaints about passenger service are asked who they think is 
responsible for this condition, 99 per cent give replies that re- 
flect an awareness of the wartime problems of the railroads. 
52 per cent mention increased riding. 34 per cent say the war 
is responsible. 7 per cent comment on soldier travel. 5 per 
cent refer to labor shortages. 1 per cent say volume of war 
materials. Only 1 per cent blame railroad management. 

“Thus, virtually all the reasons which cause the public to 
excuse unsatisfactory travel conditions are strictly wartime 
factors. These excuses will no longer be valid when the war 
is over; and, although the public probably can be expected to 
remain tolerant for some time, any prolonged continuation of 
travel annoyances will be bound to result in criticisms of the 
railroads themselves.” 

The report said an overwhelmingly majority of the people 
expected railroad service to be better after the war, the ‘“‘vote” 
having been 86 per cent for “better,” 4 per cent for “worse,” 
and 10 per cent for “about same.” 


Criticism of Rail Employes 


“The railroads’ most vulnerable spot in public good will 
today and probably in the immediate post-war period relates to 
the all-important factor of personal service,” said the report. 

Ten per cent of recent travelers were critical of railroad 
employes as against 9 per cent in 1943 and 8 per cent in 1942, 
according to the survey. 

“The condition of washrooms on trains and in stations is 
also losing public good will for the railroads,’’ says the report. 
“Less than one person in three (29 per cent) who have traveled 
recently says that sanitary conditions in washrooms are good.” 


Safety 


Safety, said the report, was another subject that merited 
“public relations attention.” The survey showed that more than 
a third (35 per cent) of the people this year said that railroad 
travel was less safe today than before the war, while in 1942 
only 20 per cent said that. Today, 47 per cent still said the 
railroads were just as safe as before the war while 18 per cent 
said the railroads were safer, the report said. Increased busi- 
ness, shortages of trained workers and need for better equip- 
ment were named as reasons for fears that railroad safety had 
diminished, said the report. 


Railroad Earnings 


“A small but increasing minority of the people believe the 
railroads are making too much profit today,” said the report. 
“Although this group has not reached serious proportions, pub- 
licity reminding the public that railroads profits are reasonable 
may be a sound precautionary measure at this point. Nine peo- 
ple out of ten (89 per cent) say the railroads are making a 
profit. 11 per cent say too much profit. ... Three people out 
of five say that the railroads have not made money during the 
last ten years.” 


Subsidies 


Seventw-one per cent of those with opinions answered 
“yes” to the question, “Do you think anything should be done 
to insure fair competition in the operation of railroads, air- 
lines, waterways, and bus and truck lines after the war?” 

A majority, continued the report, felt that all forms of 
transportation had been treated fairly in the past—58 as against 
42 per cent. There was an inclination by a minority of the pub- 
lic to accept the railroads’ contention of inequitable subsidies to 
other carriers. People were asked, ‘‘Of the four forms of trans- 
portation, which one would you say, federal or state govern- 
ments have helped most?” Answers included the following: 


Fifty-four per cent of those with opinions says railroads (37 per cent 
of the total public). Nearly half of these people are thinking of loans 
to the railroads; about a fourth mention land grants. 

Twenty-four per cent says airlines (16 per cent of total public), and 
they mean assistance in building public airports. 

Fourteen per cent say trucks and busses (10 per cent of total public), 
referring principally to use of public highways. 

Eight per cent say river and canal boats (6 per cent of total public). 
These people are thinking of the help given in the construction and 
maintenance of inland waterways. 

(Thirty-two per cent express no opinion.) 


The report says 54 per cent of the public approves public 
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expenditures for airports and airline terminals, 70 per cent 
approves of federal or local expenditures for highways used by 
trucks and busses, and: 67 per cent approve of government ex. 
penditures for maintenance of inland waterways. 

“Chief reason for favoring the spending of government 
funds for highways, waterways, and airports is that these fg. 
cilities can be used also by public at large,” says the repcrt, 


Conclusions 


In the conclusions of the summary of its report, the Opinion 
Research Corporation says: 


From the foregoing, it is evident that the railroads face four major 
problems in considering any public education program on the isgye 
of subsidies: 

1. A large part of the public is uninformed on many phases of the 
question of government aid to the four chief types of transportation, 
The high ‘‘no opinion’’ vote on most questions reported in the preceding 
pages shows this to be true. The widely varying and somewhat confuseq 
replies to certain questions, such as which forms of transportation had 
not been treated fairly in the past, is added evidence in point. 

2. The public tends to feel that railroads have had more government 
help in the past than other carriers. 

3. There’s virtually no public eriticism of past government help 
to any carrier. 

4. More important, rightly or wrongly, the public sees certain bene 
fits to itself in government funds spent on highways, airports and 
waterways—and thus would probably resist rather than support a cam- 
paign to change the present system of government subsidy. 

The railroads can count on considerably more public support from 
a publicity program aimed at solving the land grant problem. Even 
this support, however, will come principally from the better-informed, 
higher-wage-level sections of the public, which are the ones most favor- 
able to the railroads’ position on the land grant question—and although 
their opinions tends to have more influence on national affairs, these 
people constitute less than a majority of the total public. 

1. Only 52 per cent say they have ever heard of land grants. 

2. More than a third (37 per cent) of those who have heard of them 
say they don’t know whether ‘‘the railroads have repaid the government 
in any way for this help.’’ Forty per cent of those who have heard of 
land grants say the railroads have made some repayment. (This consti- 
tutes only 21 per cent of the total public.) Twenty-three per cent say 
the railroads have not repaid the government. (12 per cent of the 
total public.) 

3. When asked, ‘‘Has the government been repaid fully, or would 
you say the railroads still owe the government something?’’ Eighteen 
per cent of those who have heard of land grants say the government 
has been repaid fully. (This is 9 per cent of the total public.) Ten per 
cent say the railroads still owe something. (5 per cent of the total.) 
Twelve per cent have no opinion. (6 per cent of the total.) 

The proportion of people who have heard of land grants is more 
than twice as large in the upper income group (70 per cent) as in the 
lower income group (33 per cent). And among those who have heard 
of land grants, 24 per cent in the upper income group say the govern- 
ment has been repaid fully, as against only 12 per cent in the lower 
income group. 

4. Only 10 per cent of the total public mention special rates to the 
government as the method of repayment, although this is 46 per cent 
of those who are aware that the railroads have made some repayment 
to the government for the land grants. Other mentions are: 

Proportion of 


Those Who Know Total 

of Repayments Public 
PISVOIINEE COUMETY cno.s cise ciccswdwdsescdcaes 21 per cent 4 per cent 
CB a so os cnn ins 0.00 000s s'eaeeseue 20 per cent 4 per cent 
I MN 0 aa::d\ esis 6 Gtalnaioimieseree.aiecieineue 13 per cent 2 per cent 





COTTON PERMIT SERVICE ORDER 


Director Clinger, of the Commission’s Bureau of Service, 
has appointed J. E. Russ, of Goodyear, Miss., as an agent of 
the Commission to issue permits under service order No. 249. 


D. P. C. TRANSPORT CONTRACT 


Secretary Jones, of the Commerce Department, has an- 
nounced that the Defense Plant Corporation, a subsidiary of the 
Reconstruction Finance Corporation, has authorized execution 
of a contract with Decatur Cartage Co., of Chicago, IIl., to pro- 
vide motor transport equipment for operation in Illinois, In- 
diana and Missouri, at a cost of approximately $100,000. He 
said the Decatur Cartage Co. would operate the facilities and 
that title to them would remain in the D. P. C. 





WAR POWERS AND TRANSPORT 


The Senate has passed and sent to the President H. R. 
4993, extending to December 31, 1945, or such earlier date as 
the Congress or the President may designate, the. second wal 
powers act of 1942 (see Traffic World, Dec. 2, p. 1464). In the 
absence of the new legislation, the provisions of the second wal 
powers act would expire December 31. One of its provisions 1S 
a grant of authority to the Commission to exercise emergency 
powers over motor carriers and water carriers, including the 
removal of the limitation of 180 days, set forth in the inter- 
state commerce act, on grants of temporary operating authority 
to motor or water carriers. 
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December 16, 1944 


A. A. R. Report on Cotton 


“Raw Cotton and Cotton Linters” is the title of a 100-page 
printed booklet issued by the Association of American Railroads 
and prepared by the subcommittee for economic study of the 
Railroad Committee for the Study of Transportation, as one 
of a series of commodity studies designed to acquaint indi- 
viduals in the railroad transportation industry with economic 
facts and with present and future problems relating to produc- 
tion and marketing of the more important commodities offered 
for transportation. 

In a foreword to the report, the subcommittee said that 
the report on raw cotton was “the initial production of Group 8, 
in charge of W. L. Taylor, with headquarters at Washington,” 
and added that this report would be followed by similar reports 
on wool and mohair, raw silk, synthetic fibers, textiles of all 
kinds having commercial importance, and leather. It said that 
the work of this group, when completed, should entirely cover 
the field of garment and other fabrics, from raw material to 
consumption outlets. 


Significance to Railroads’ Future 


“The cotton-growing industry,” commented the subcom- 
mittee, “is a highly important segment of our national economy. 
Many railroads are intimately concerned with the welfare of 
this industry and its corollary business activities. To these 
railroads in particular—but, as well, to all railroads in some 
measure—certain questions raised and discussed in this report 
respecting the future of the cotton-growing industry will have 
considerable significance for their own future.” 

Conclusions set forth in the cotton report are as follows: 

1. Assuming that the war with Germany will end early in 1945 
and the war with Japan by 1947, there probably will be a need for a 
12,000,000- or 13,000,000-bale cotton crop each year through 1949. After 
that, this country will need an export demand larger than the 1935-39 


average annual exports of 5,300,000 bales of cotton in order to market 
a crop of this or larger size. 

2. Because the price of American cotton has been artificially sup- 
ported, our cotton is gradually meeting with increasingly serious 
competition. After the close of the war American cotton will have 
much difficulty meeting competition from other cottons in world mar- 
kets and from synthetic fibers in this country unless its price is quickly 
and substantially reduced or unless it is subsidized. 

3. Subject to normal weather conditions, it is estimated that there 
will be available for movement by all forms of transportation in the 
first normal postwar year and for the succeeding two or three years 
approximately 12,500,000 bales, equivalent to 3,125,000 tons of cotton.... 

4. It is useless at this time to try. to conjecture what might be 
the situation as to cotton after 1949. 


Rail Tonnage and Revenue 

In statements summarizing the data set forth in the body 
of the report, the subcommittee said that in 1942 the total 
number of cars of cotton originated on Class I railroads in 
the United States was 227,400; that the total cotton revenue 
in that year was $42,075,000, compared with $39,204,000 in 1928, 
and that the average revenue in 1942 was $80.39 a car and 
$3.72 a ton, compared with $61.32 a car and $5.40 a ton in 
1928. The railroads also received in 1942 revenue of $5,900,000 
from cotton linters, $1,450,000 from cottonseed, and $19,900,000 
from cotton fabrics, in carloads, n. o. s., said the committee. It 
observed that the cotton fabric figure greatly understated the 
importance of that traffic, because most cotton fabrics moved 
in less-than-carload lots. There was also transported annually, 
it said, about 54,000 tons of steel baling ties and 78,000 tons of 
bagging for covering the bales, plus commercial fertilizer for 
cotton farms to the extent of about 1,490,000 tons a year. 

Cotton tonnage and revenue in the southwestern region 
averaged about 10 per cent and 15 per cent, respectively, of 
the totals for all agricultural products in the 15-year period 
1928-1942, and in 1942 the tonnage was 11.5 per cent and 
the revenue was 16.4 per cent of the totals for all agricultural 
products in that region, according to the report. The cotton 
revenue in the southwestern region in 1942 was $12,680,000, 
compared with $20,350,000 in 1928, the subcommittee said. It 
Stated that the average loading by the car of cotton in the 
southwestern region had increased from 11.8 tons in 1928 to 
19.6 tons in 1942. 

In the southern region, said the subcommittee, cotton ton- 
nage and its revenue in the 1928-1942 period averaged more 
than 11 per cent of the totals for all agricultural products. It 
Said that the southwestern region originated more cotton ton- 
hage than the southern, but that cotton revenue had been 
greater in the southern than in the southwestern region since 
1934, largely because “considerably more cotton terminates in 
the southern than in the southwestern region.” Total cotton 
revenue in the southern region in 1942 was $16,356,000, com- 
pared with $12,770,000 in 1928, and the average loading a car 
of cotton originated in the southern region had increased from 
9.6 tons in 1928 to 16.3 tons in 1942, it said. 


Effect of Carload Rates 
The report showed that only any-quantity rates had been 











































































Maintained on cotton by the southern and southwestern rail- 
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roads for many years prior to 1932, and that, after establish- 
ment of carload rates on cotton in that year, “to retrieve ton- 
nage lost to water carriers and motor trucks,” there were rail 
cotton tonnage increases of 500,000 tons in 1932 over 1931 and 
165,000 tons in 1933 over 1932, although the total cotton crop 
was 16,600,000 bales in 1931 and only 12,700,000 bales in both 
1932 and 1933. 

“The increase in cotton tonnage was accomplished in 1932 
and 1933 in the face of a decrease in tonnage of all agricul- 
tural products,” said the subcommittee. “The cotton tonnage 
increase can no doubt be attributed at least in part to the 
carload rates. 

“Establishment of carload rates on cotton also has tended 
to conserve car supply and has increased average revenue per 
car. Southwestern region railroads in 1942 handled 2,910,000 
tons of cotton in 143,300 cars, which was a reduction under 
1928 of 7 per cent in tons and 47 per cent in cars. The 1942 
average loading and revenue per car of all cotton handled 
in the southwestern region were greater than in 1928 by 9.8 
tons and $13.71, respectively. Substantially similar results were 
accomplished in the southern region.” 


Production Data 


In a discussion of cotton production, the subcommittee 
stated that cotton was produced in sufficient quantities to be 
statistically recorded in 16 states, comprising the Cotton Belt 
(Virginia, the Carolinas, Florida, Georgia, Alabama, Tennessee, 
Mississippi, Louisiana, Arkansas, Missouri, Oklahoma, Texas, 
Arizona, New Mexico and California), and that about 13,500,000 
people of this country depended directly for at least a sub- 
stantial part of their livelihood on the cotton crop, its distribu- 
tion and its manufacture. Of $1,763,000,000 received from farm 
marketings of all crops in the Cotton Belt in 1940, the cotton 
and coftonseed crop was valued at $742,300,000, or 42 per cent 
of the total, it added. It said cotton production reached a peak 
of 18,250,000 bales in 1927, and that the average yearly gin- 
nings for the period 1909-1941 were about 13,000,000 bales of 
cotton and 6,000,000 tons of cottonseed. 

“There are two densities of commercial compression for 
American bales,” it continued. “These are standard and high 
density. As a rule, bales are.compressed to standard density 
for interior movement and to high density for export or coast- 
wise movement via water. 

“During the 1937 season there were 367 cotton compresses 
in the United States. of which 266 had high-density facilities. 
Of the total, Texas had 39 per cent, of which four-fifths had 
high-density facilities. Mississippi ranked next with 14 per 
cent, half of them with high density facilities.” 

The report showed that the weight by the bale, either 
standard or high density, was 500 pounds, the pounds a cubic 
foot of the “standard” ranging from 22 to 28 pounds and that 
of the “high density” from 28 to 40 pounds. 


Decrease in Cotton Exports 


“Of all cottons consumed in world mills from 1914 to 
1928,” the subcommittee said, “American cotton averaged 60 
per cent. From 1929 to 1939 American cotton averaged 47 per 
cent, a reduction of 13 percentage points. Consumption of for- 
eign cotton in foreign mills has steadily increased, while con- 
— of American cotton has steadily decreased, since 

“Mills in the cotton-growing states in 1940 consumed 85 
percent of our total consumption, compared with 48 per cent 
in 1909. Mills in North Carolina, Georgia, South Carolina and 
Alabama consumed 76 per cent of our total 1940 consump- 
tIOR:. 6. « 

“For the five-year period 1910-1914 our cotton exports 
annually averaged 8,944,000 bales, or about 65 per cent of pro- 
duction. A peak record of 10,927,000 bales was exported in 
1926. Since 1934 our exports have been below 6,000,000 bales, 
except in 1939 when they were> 6,192,000 bales. They fell to 
3,327,000 bales in 1938 and 1,112,000 bales in 1940... .” 


Cotton Linters 


The subcommittee’s report included the following discus- 
sien of cotton linters: 


Linters are the short fibers not removed from the seed at the gin 
but which must be removed before it’is pressed for oil. The oil mills 
run the seed through a delinting machine, either once or twice. The 
yield is from 20 to 250 pounds of linters from each ton of cottonseed.... 
Highgrade linters are used for spinning low-grade yarns, making mat- 
tresses, pads, upholstery, and surgical dressings. The lower grades are 
converted by the chemical industry into guncotton, varnishes, lacquers, 
and rayon, etc. War always greatly stimulates the demand for linters, 
for the manufacture of explosives.... 

Production in 1940 was 1,507,000 bales.... 

Our consumption of linters in the 33-year period 1909-1941 averaged 
81 per cent of production. In 1938 it was 104 per cent, and in 1941 it 
was 126 per cent.... 

In 1914 we exported 226,000 bales of linters, or 26 per cent of our 
total production. For the 15 years 1924-1938 we exported 20 per cent 
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of our total production. The outbreak of war abroad in 1939 raised 
linters exports to 432,000 bales, or 33 per cent of the total production. 
Shipping restrictions and national defense requirements caused our 


exports in 1940 to fall to their lowest level—30,000 bales, or 2 per cent 
of the total production. ... 


Cotton linters originated by Class I railroads in 1942 totaled 37,000 
carloads, of which 23,000 carloads originated in the southern region 
and 6,300 carloads in the southwestern region. Revenue from cotton 
linters in the southern region in 1942 was $2,737,000, an increase of 
$1,500,000 over 1928. In the southwestern region it was $1,010,000, an 
increase of $323,000 over 1928. 


Linters generally move in carload lots in boxcars, with an average 
load per car of 39,000 pounds. During the period 1933-42, rates in the 
south have been on the basis of 22.5 per cent to 40 per cent and in the 
southwest from 21 per cent to 37 per cent, of first class, according to 


the carload minimum weight, plus the general increases authorized 
under Ex Parte 115 and 123. 


“Substitute for Rate Reductions” 


In a chapter dealing with rail freight rates and revenues 
on cotton, the subcommittee observed that “almost without 
exception the proportion of total production which moves by 
rail is higher when the market prices rise and vice versa.” 

“The suggestion to be derived,” it added, “is that activities 
which help to promote higher market prices for cotton and 
greater profitability of cotton production and handling may be 
a substitute for rate reductions in holding cotton to the rails.” 


Morgan Line Ship Sales to M. C. 


Laxity of the Maritime Commission, through failure to 
ascertain in advance the state of repair of ten ships it pur- 
chased from the Southern Pacific Co. (Morgan Line) in the 
summer of 1941, was alleged, and testimony presented on be- 
half of the Southern Pacific Co., “including certain testimony 
of the company’s officials before the Interstate Commerce Com- 
mission,” was described as deliberately and intentionally mis- 
leading, with respect to the conditions surrounding the sale of 
the ten ships, in a report by a subcommittee of the House com- 
mittee on merchant marine and fisheries by which hearings 
were held last May and again in August in an investigation of 
the Morgan Line ship transactions (see Traffic World, May 20, 
p. 1395, and Aug. 26, p. 526). 

“Such action,” said the subcommittee, referring to the al- 
leged intention by the Southern Pacific Co. to “mislead” the 
subcommittee, “can only be characterized as being most repre- 
hensible.” 

According to the report, the Martime Commission bought 
the ships, three of which were built in 1910 and the others in 
later years up to 1925, for a total price of $4,733,952, or $71.09 
a deadweight ton, and then had to spend $2,600,000 additional 
for reconditioning of the vessels, bringing the total cost up to 
$7,380,000, or about $111 a deadweight ton. The Comptroller 
General, in a report to Congress, had contended that this ex- 
penditure was unwarranted, because the commission could have 
requisitioned the ships (see Traffic World, Jan. 22, p. 239). 


The subcommittee, headed by Representative Bonner, of 
North Carolina, said it was of the opinion that no justification 
appeared for the Maritime Commission’s purchase of the South- 
ern Pacific vessels on the mere assumption that they were in 
reasonably good operating condition and could readily be made 
suitable for offshore voyages. 


Appraisal Method Assailed 


“Although time may have been of the essence,” it said, 
“there was ample opportunity to inspect at least some of the 
vessels, and such an inspection would have revealed the de- 
teriorated condition of the ships and their lack of suitability 
for offshore service without the expenditure of excessive sums 
of money. . . . The commission was lax in not ascertaining the 
state of repair of the vessels and their physical characteristics 
through the various sources available to it. The method of ap- 
praisal that was employed, whereby no consideration was given 
to the condition of the vessels and the cost of repairing them 
or to the cost of making them suitable for offshore use must 
be deplored. The appraisal procedure, which apparently con- 
sisted, on the one hand, in relying upon assumptions and upon 
the seller’s reputation, and, on the other, in attempting to pro- 
vide a cushion for contingencies, was not only unscientific and 
unprofessional but resulted in a substantial loss to the gov- 
ernment in the present case, and in the main bears out the 
contentions made by the Comptroller General in his report of 
January 12, 1944.” 

The committee said that at the hearings in the ship sale 
investigation, Adminarl Land, Maritime Commission chairman 
and war shipping administrator, declared that because of the 
high market values for ships prevalent in 1941, the commission 
had decided to avoid requisitioning vessels until it had suc- 
ceeded in reducing such values through the means of other con- 
trols, and that its power of requisition therefore had been re- 
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served for use only under exceptional circumstances. Comment. 
ing on that, the committee declared that the negotiated prices 
for the Southern Pacific vessels “inflated rather than depresseq 
current market values.” In further discussion of the policy out. 
lined by Admiral Land, the subcommittee said: 


Your subcommittee... believes that the adherence of the commission 
in this case to its policy of not requisitioning vessels during the sum. 
mer and fall of 1941 was most ill-advised, since a requisitioning of the 
vessels would have avoided the situation which developed here py 
providing the commission with opportunity to survey the ships and 
ascertain the condition before a determination of their fair market 
value. 

Southern Pacfic Co. Evidence 


The report contained the following material on the subject 


of the alleged “misleading” testimony submitted on behalf of 
the Southern Pacific Co.: 


The evidence produced before your subcommittee disclosed that 
following the sale of these vessels to the commission, the Southern 
Pacific Co. made application to the Interstate Commerce Commission, 
under the ‘‘grandfather’’ provisions of the interstate commerce act, for 
a certificate authorizing the company to resume steamship operations 
at some future date between the ports it had formerly served. In con- 
nection with this application, the company sought to show that the sale 
of its vessels to the commission was involuntary in nature. In support 
of that position, certain evidence was introduced, including testimony 
to the effect that the company did not want to sell its vessels and that 
neither the board of directors nor the executive committee had ever 
authorized such a sale prior to the adoption of resolutions authorizing 
the sale to the commission. At the conclusion of the case the com- 
pany’s application was granted by the Interstate Commerce Commission, 
Similar testimony was presented to your subcommittee by Mr. J. R, 
Bell, attorney for the Southern Pacific Co. 

From other evidence obtained by your subcommittee it appears that 
such testimony is incorrect. For example, copies of letters in the com- 
pany’s own files reveal that the company made many efforts since 
October, 1939, to sell its vessels. It also showed that the executive 
committee adopted resolutions in October, 1940, and again in January, 
1941, authorizing the sale of these vessels at not less than $600 per 
deadweight ton. In view of this evidence and of the fact that certain 
additional testimony by the (Maritime) Commission’s witnesses in this 
matter conflicts with testimony of the company’s witnesses before the 
Interstate Commerce Commission, your subcommittee has forwarded a 
transcript of its hearings in this case, and copies of the letters men- 
tioned above, to the Interstate Commerce Commission for its consid- 
eration. ... 

Your subcommittee believes that the evidence presented to it on 
behalf of the Southern Pacific Co., including certain testimony of the 
company’s officials before the Interstate Commerce Commission which 
was reiterated at these hearings, was deliberately intended to mislead 
the subcommittee with respect to the conditions surrounding the sale 
of the 10 ships under consideration. Such action can only be charac- 
terized as being most reprehensible. 


Individual Ship Costs 


Ships involved in the transaction between the Southern 
Pacific Co. and the Maritime Commission, the purchase price of 
each and the additional cost of repairs and of making them 
suitable for offshore voyages were shown in the report as 
follows: 


The El Mundo, built in 1910, 6,850 deadweight tons, $325,745 pur- 
chase price plus $460,336.64 for repairs, etc.; the El Occidente, built in 
1910, 6,850 deadweight tons, $325,745 purchase price plus $285,129.39 for 
repairs, etc.; the El Oriente, built in 1910, 6,850 deadweight tons, 
$325,745 purchase price plus $312,000.37 for repairs, etc.; the El Almi- 
rante, built in 1917, 7,325 deadweight tons, $486,595 purchase price plus 
$223,349.30 for repairs, etc.; the El Capitan, built in 1917, 7,325 dead 
weight tons, $486,595 purchase price plus $218,083.44 for repairs, etc. 
the El Estero, built in 1920, 5,250 deadweight tons, $406,765 purchase 
price plus $167,674.05 for repairs, etc.; the El Isleo, built in 1920, 5,250 
deadweight tons, $406,765 purchase price plus $220,480.22 for repairs, 
etc.; the El Lago, built in 1920, 5,250 deadweight tons, $406,765 purchase 
price plus $231,761.90 for repairs, etc.; the El Coston, built in 1924, 
7,740 deadweight tons, $766,222 purchase price plus $300,856.51 for re 
pairs, etc., and the El Oceano, built in 1925, 7,900 deadweight tons, 
$797,010 purchase price plus $233,939.22 for repairs, etc. 


Story of Negotiations 


The report showed that in the negotiations between the 
Maritime Commission and the Southern Pacific Co. the com 
mission had been represented by H. H. Robson, who was direc: 
tor of emergency shipping for the commission, and that “Mr. 
Brierley, director of maintenance and repairs” for the commis 
sion, had appraised the vessels. The subcommittee said that the 
commission, on June 3, 1941, had appraised the ten vessels al 
$70.19 a deadweight ton; that in a meeting of steamship com: 
panies engaged in Atlantic and Gulf coastwise operations, Jun 
4 and 5, 1941, the coastwise operators, except the Souther 
Pacific Co., agreed to comply with Admiral Land’s request 
the meeting that they allocate 50 per cent of their tonnage of 
ships of more than 3,500 deadweight tons to a shipping pool 
then being assembled, and that, in a later meeting on June 9 
1941, the Southern Pacific Co. accepted a proposal by Mr. Rob- 
son increasing the commission’s purchase offer by $60,000 mak- 
ing the total price $4,733,952, or $71.09 a deadweight ton. 


“The failure of Mr. Robson and Mr. Brierley to insisi up0 
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an examination of the ships,” the subcommittee said, “is par- 
ticularly difficult to understand in light of the fact that they 
both knew the ships had not been maintained in class under the 
American Bureau of Shipping standards. . . . It appears that 
substantially the only effort the commission made to obtain 
independent information regarding the condition of the ships 
was to communicate with three of its own employes who stated 
that they thought the ships were all right. It appears, however, 
that these men had no personal experience with the ships and 
nad no definite knowledge regarding their condition or charac- 
teristics, having merely seen the ships in operation. .. .” 





Digest of New Complaints 





No. 29226, New England Motor Rate Bureau, Inc., vs. Railway Express 
Agency, Inc. 

Alleges rates maintained by respondent between points in eastern 
and southeastern Massachusetts and Rhode Island, established in 
1959 to meet motor carrier competition, are in violation of sections 1 
and 3. Asks Commission to investigate, to find the assailed rates 
unjust and unreasonably low and non-compensatory and unduly and 
unreasonably preferential and discriminatory, and that their main- 
tenance constitutes a destructive, competitive practice; also that the 
Commission prescribe a level of rates on a basis not lower than: those 
maintained by respondent between the points involved in the com- 
plaint. (Ralph H. Cahouet, 38 Chauncy St., Boston, Mass.) 


Ex Parte No. 160, Pacific Coast Wholesalers’ Association—Investigation 
of status. 

Proceeding of inquiry and investigation instituted, on the Com- 
mission’s own motion, pursuant to the provisions of section 403(f), to 
determine whether in respect of operations in consolidating and 
distributing freight for the members of the association on a non- 
profit basis for the purpose of obtaining carload, truckload, or other 
volume rates, the association or its directors, officers, or representa- 
tives are in violation of any of the provisions of part IV. 


No. 29227, Empire Steel Corporation, Mansfield, O., vs. The Pennsylvania 
et al. 
Rates on scrap iron, moving in 20 carloads from South Bend, Ind., 
to Mansfield, O., between November 23, 1942, and August 8, 1944, 
in violation of section 1. Asks cease and desist order, rates, and 
reparation of $493.36 with interest. (F. B. and G. M. Stephen, 
19 S. Wells St., Chicago 6, Ill.) 


29228, B. E. Boothe & Co., Memphis,. Tenn., vs. St. Louis South- 
western et al. 


Rates on cotton, in carloads, from Missouri origins to Monticello, 
Ark., shipped between June 30, 1942, and March 16, 1943, in viola- 
tion of section 1. Asks cease and desist order, rates, and reparation. 
(V. Alexander, 202 Cotton Exchange Bldg., Memphis, Tenn.) 

No. 29229, Koss Construction Co., Des Moines, Ia., vs. Chicago, Bur- 
lington & Quincy et al. 


Alleges overcharge of $776.60 for demurrage, on shipments of 
cement from Des Moines, Ia., sand from Muncie, Kan., and 
crushed rock from Centropolis Spur, Mo., to Koss, Mo., as to 
which defendant Kansas City Southern, with which complainant 
had average agreement covering demurrage charges at Koss, has 
collected from complainant, on cars released in May, 1943, demur- 
rage charges totaling $1,211.10. Complainant says ‘‘a large number 
of the cars in question’? were constructively placed and that the 
Kansas City Southern failed to furnish complainant with constructive 
placement notices. Violation of sections 1 and 6 alleged and repara- 
tion sought. (A. R. Morgan, 108 West 35th St., Minneapolis, Minn.) 


No. 29173, Amended, The Murray Co., and Dallas Engineering Co., Dal- 
las, Tex., vs. Grand Trunk Western Railroad Co. et al. 

Rates on rolled steel bars, bent or twisted, in carloads, from 
Detroit Mich., to Dallas Tex., shipped since, October 11, 1943, in 
violation of section 1 (see Traffic World, Aug. 26, p. 534). Ask 
cease and desist order, rates, and reparation of $30,000 on shipments 
of The Murray Co., and $12,000 on shipments of Dallas Engineering 
Co. (Callaway & Reed, 1900 Mercantile Bank Bldg., Dallas 1, Tex.) 

No. 29230, Pacific Coast Wholesalers’ Association, Inc., Los Angeles, 
Calif., vs. Chicago, Burlington & Quincy et al. 

Rates on 5,670 pounds of auto wheel aligning machinery and parts, 
shipped as portion of a carload of freight February 28, 1942, from 
Chicago, Ill., to Oakland, Calif., in violation of sections 1 and 6. 
The complain says complainant paid a rate of $1.87 a 100 pounds on 
the commodities in question, that defendants claimed undercharges 
on the basis of a rate of. $4.87 a 100 pounds, and have filed suit 
in the municipal court at San Francisco, Calif. Asks cease and 
desist order, rates, and reparation. (John T. Money, Mills Bldg., 
Washington 6, D. C.) 


No. 


SHIP CONSTRUCTION 


Approval of the transfer of two incomplete C4 transports 
from the Richmond (Calif.) shipyard of the Kaiser Company, 
Inc, to the company’s Vancouver (Wash.) yard for outfitting 
and delivery has been announced by the Martime Commission. 

“Completion of these two vessels and the five incomplete 
transports previously announced as being scheduled for transfer 
from ihe California Shipbuilding Corporation is expected to 
utilize the outfitting facilities and skilled manpower available 
at the Vancouver yard until that yard’s C4 vessels begin coming 
off the ways,” the commission said. 








Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din 
ners and election of officers, is desired. If publicity is looked for 4t 
should ve made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor Tua Trarric WorRnD. 





At the annual meeting of the Tampa, Florida, Traffic Club, 
December 4, the following officers were elected: President, W. 
A. Stebbins, Jr., traffic manager, Tampa Shipbuilding Company; 
vice-president, E. M. Blankner, City Freight Service Agent, 
L. & N. R. R.; secretary, J. A. Crawford, Jr., Freight Traffic 
Agent, G. M. & O. R. R.; treasurer, J. Q. Brantley, Assistant 
Florida Freight Agent, Central of Georgia R. R.; members of 
the board of governors, J. F. Smalley, Central Truck Lines; 
J. G. Lawrence, A. C. L. R. R.; L. A. Jones, S. A. L. Ry.; R. H. 
Grant, Eastern Air Lines; A. Muniz, Jr., Economy Wholesale 
Grocery Co.; B. G: Wallace, Florida Portland Cement Co.; J. P. 
Beasley, Jackson Grain Co.;_and P. C. Sayles of Cargill, Inc. 
The club’s membership has increased this year from 67 to 143. 


E. W. Barnes, commercial agent of the Virginian Railway, 
is the new president of the Norfolk-Portsmouth Traffic Club. 
The other new officers are: First vice 
president, P. S. Gornto, general agent, 
Baltimore Steam Packet Company; 
second vice president, Thomas P. Bag- 
by, Penrod, Jurdan and Clark Com- 
pany; secretary, D. J. Foley, Army 
Port Agency; treasurer, T. R. Horton, 
traveling freight agent, Chesapeake 
and Ohio Railway; members of board 
of governors for two years, the retir- 
ing president, Brooks N. Anderson, 
Wright Coal and Oil Company, and 
L. E. Pentecost, manager, United States 
Lines. The twenty-first: annual Christ- 
mas meeting of the club will be held 
the evening of December 18 at the 
Pythian Castle, Norfolk. Officers will 
be installed and there will be addresses 
by Mr. Barnes and Mr. Anderson. There 
will be entertainment, dancing, and a 





buffet supper. 


The Traffic Club of Houston at its annual meeting Decem- 
ber 5, adopted the following resolution: 


Whereas: The Associated Traffic Clubs of America, of which we are 
one, have undertaken as a major objective to bring about a better 
public appreciation of the integrity, responsibility and value of traffic 
management, and the recognition of traffic management as a profession. 

Whereas: This club strongly believes that traffic management is one 
of the most important branches of transportation. 

Whereas: Traffic management is a most important function of every 
enterprise using our transportation facilities. 

Whereas: Traffic management requires the highest type of men 
with proper and thorough training. 

Whereas: The general public is not fully informed of the import- 
ance of traffic management in providing for our country an adequate 
system of transportation embracing all its branches, rail, truck, air and 
water. 

Whereas: The recognition of traffic management as a profession 
will serve the useful purpose of showing our belief in the worth and 
dignity of this work and the public appreciation of its importance. 

Therefore: Be it resolved that the Houston Traffic Club strongly 
endorses the plan of the Associated Traffic Clubs of America to bring 
about a recognition of traffic management as a profession and a better 
public appreciation of the integrity, responsibility, and value of traffic 
management, 





The “Red” and “Blue” nominating committees of the Mil- 
waukee Traffic Club have submitted the following slates for 
the election February 6: 

Red Slate.—President, Ernest C. Crow; ist vice-president, E. W. 
Dallman; 2nd vice-president, J. E. Quinn; 3rd vice-president, H. T. 
Reed; secretary-treasurer, A. S. Slania; directors for three years, A. J. 
Emanuel and Ferdinand Altenberg. 

Blue Slate.—President, L. T. Coulston; 1st vice-president, John J. 
Norton; 2nd vice-president, Howell Hays; 3rd vice-president, W. J. 
Atkins; secretary-treasurer, Ralph M. Heinan; directors for three years, 
A. W. Fetter and Paul Draver. 


The Traffic Club of Kansas City will have its annual Ladies 
Day Christmas Luncheon at the Continental Hotel, December 
18. There will be a program of songs and professional tap 
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dancing and an address by Walter Popé Binns, president of 
William Jewell College. 


The Traffic Club of Memphis will have its annual Christmas 
party for “the boys” at the Gayoso Hotel, December 18. 


_ The Traffic Club of Philadelphia will not hold its annual 
ladies night party December 18, as previously announced. 


The nominating committee of the York Traffic Club has 
named the following candidates for the election the last Friday 
in January: For president, S. R. Snyder; first vice-president, 
B. H. Throop; second vice-president, W. Clair Cadwallader; 
treasurer, J. S. T. Strayer; members of the board of governors, 
J. C. Huntting, C. E. Wallace, and M. A. Wilhelm. The club 
will hold its annual oyster bake December 14. 


The Traffic Club of Minneapolis will have its annual 
Christmas party for members, their families, and guests, De- 
cember 21. 


The Denver Traffic Club will hold its annual Christmas 
party and dinner dance at the Cosmopolitan Hotel, December 16. 


The Bridgeport, Conn., Traffic Association will hold its 
Christmas party and Truckmen’s Night celebration December 
18 at the Stratford Hotel. 


The Motor City Traffic Club, Detroit, will elect officers 
December 18. The following have been named by the nominat- 
ing committee: For president, R. C. Van Riper and Judson 
Willhite; for first vice-president, James W. Lee and Nathan 
Rumney; second vice-president, R. W. Erickson and Henry 
Gottschalk; secretary-treasurer, Clarence Shrader and W. R. 


Purdie; assistant secretary-treasurer, J. B. Reid and Lloyd 
Straley. 


The Christmas meeting of the Women’s Traffic Club of 
Metropolitan St. Louis, will be held December 21 at the De Soto 
Hotel. There will be a program of entertainment and an ad- 


dress by Dr. Adolph N. Meyer, First Divine Science Church, 
on “human values in business.” 


In an address to the Pikes Peak Traffic Club, December 8, 
Henry S. Sherman, chairman of the Colorado Public Utilities 


Commission, urged the club to support the Lea bill providing 
for regulation of air traffic. 


The Reading Traffic Club will hold its annual New Year’s 
party at the Abraham Lincoln Hotel, January 4. 


The Transportation Club of Des Moines will have for its 
speaker at its meeting December 18, The Rev. J. T. Nichols, 


world traveler. His subject will be: “The Pilgrimage City of 
the World.” 


The Traffic Club of St. Louis will have its Christmas lunch- 
eon December 18. The annual dinner will be held January 9. 


The Transportation Club of Atlanta has elected the fol- 
lowing officers to be installed at the annual dinner January 12: 
President: Hoyt D. Sweetin, G. A., Frisco Lines. 1st V. P.: 
J. E. Eberhart, T. M., Anderson-Clayton Co. 2nd V. P.: Curtis 
Buford, C. A., Great Sou. Trucking Co. Industrial directors: 
Paul Hardin, A. T. M., Coca Cola Co.; E. J. Teed, T. M., 
Chevrolet Motor Co. Railroad directors: W. E. Carroll, C. A., 
C. & W. C. Ry.; W. C. Wathen, C. F. A., L. & N. R. R. Motor 
carrier directors: W. E. Bowen, G. F. A., L. & H. Mtr. Frt. 
Corp.; P. W. Ferguson, T. S. A., Associated Transport. Other 
classifications directors: M. Howard Gore, G. A., Acme Fast 
Freight, Inc.; C. T. Kilgore, G. M., Western Carloading Co. 


The Traffic Club of New York will hold “open house” in 
its club rooms the afternoon of December 21 for members and 
their men guests. There will be entertainment and gifts. 


The South Bend, Ind., Transportation Club will have its 
Christmas party, December 20, at St. James’ Episcopal Church. 
Turkey dinner and Santa Claus for the children. 

The Camden Traffic Club. Camden, N. J., will hold its 
annual dinner and election of officers at Weber’s Hof Brau, 
Pennsauken, N. J., December 28. The nominating committee 
will submit the following candidates: President, Herbert M. 
Wood; ist Vice Pres., William Shaw; 2nd Vice Pres., John 
McCarren; 3rd Vice Pres.; Chris Ebensperger; Secretary, H. S. 
Wendell; Treasurer, William Haskins. 

The Traffic Club of Detroit was to have its annual installa- 
tion luncheon in the Grand Ball Room of the Book-Cadillac 
Hotel, December 19, but due to labor trouble with the chefs 
in all Detroit hotels, the luncheon has had to be called off in- 
definitely. 


TRAFFIC WORLD 


Questions and Answers 


In this column will be cnswered questions of both legal and 
® practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Demurrage—Cars Held for Reconsignment 


New York.—On September 23, 1944, the local freight agent 
of X Railroad rendered us a demurrage bill of $2.20 for one 
day’s demurrage on a car of coal. 

This car arrived in A on September 19 at 10 A. M., arrival 
notice was sent consignee September 19 at 3 P. M. and the car 
was received on consignee’s siding on the 20th at 6 P. M. These 
are railroad records. The consignee discovered that the size of 
coal was wrong, and the writer, as shipper’s agent, diverted 
this car to B, N. Y., at 10 A. M. of the 21st and the car was 
removed by X Railroad at 3:30 P. M. on the 21st. 

The local agent cites Agent B. T. Jones Tariff, Rule 2-B-1, 
to the effect that where a car is reconsigned 24 hours free time 
is allowed from the time notice is mailed and not from time 
of placement. 

This does not seem reasonable to us. The railroad gives 
delay in placing as due to congestion in A yards, which is 
beyond the control and responsibility of the shipper or con- 
signee. 

While in this case the amount involved is small, the prac- 
tice is large. In my own small sphere we reconsign several 
hundred cars of coal per year, in these days usually to help a 
desperate plant or coal dealer out. 


This car was not formally refused by consignee to railroad 
or us. Consignee would have accepted only our customer in 
B wanted it. 


What concerns us is how or why the railroad should charge 
anyone for a delay that is plainly a railroad error? Suppose 
this car was crippled in A yards and actual placement was 
delayed several days, would the shipper or consignee be liable 
for demurrage between notice and actual placement ? 


Answer.—The car arrived on September 19 at 10:00 A. M. 
and the carrier sent the arrival notice at 3:00 P. M. No reason 
is given as to why the car was not delivered on the 19th. 
Siince the car was delivered on the consignee’s siding, it would 
appear that the carrier’s failure to deliver prior to 6:00 P. M. 
on the 20th was a disability of the consignee, in which event 
the car was subject to Rule 5, Section A, paragraph 1. Thus 
the car become constructively placed from 7:00 A. M. of the 
20th. As the car, after having been placed for delivery at the 
billed destination was reconsigned, under Rule 2, Section B, 
Section 1 only 24 hours free time was allowable. 


Rule 7, Section A provides demurrage charges are assessed 
for a day or a fraction of a day until the car is released, there- 
fore, since the reconsigning order was not given until 10:00 
A. M. of the 21st the car was not released until 3 hours after 
7:00 A. M. of the 21st, which constituted a fractional part of a 
day for which the $2.20 charge applied. 


Liability of Carrier for Loss Under Clear Seal Record 


Missouri.—Question: We have a difference of some ten 
thousand pounds in the loading weight and unloading weight 
of a car of bulk soybeans and would appreciate having your 
opinion and also citation of a precedent case, if you are able 
to locate it. 

April 20, 1944, a car of soybeans was loaded with 86,400 
pounds of beans, this being a certified shippers weight cer- 
tificate. The car was routed over regular routes to destination, 
and due to the fact that the car was interchanged from one 
railroad to another enroute, it was weighed under a track 
scale at the interchange point. The track scale weight checked 
favorably with the loading weight at origin point. A 

The railroad company has refused payment of the cialm 
and under the terms of the bill of lading we are of the opinion 
that they are liable for the loss of the 10,000 pounds. However, 
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The American Merchant Marine Extends SALES 


r one - Often Americans have difficulty in understanding the vital role of a 
— strong Merchant Marine in national life. Americans, however, pio- 
These 


ian am neered the development of railroads and good highways due to a desire 
verted 


r was to trade with the people in the next county, state, or even across a con- 
2-B-1, tinent. An adequate American Merchant Marine merely extends this 


» time 
= transportation to other countries. 


ch is As an example, Puerto Rico needs beans and rice and in turn America 
prac- buys her products. As the intervening waters are not bridged by rail 
a or highway, in normal times we of Pope & Talbot-McCormick Steam- 
ilroad ship Co., fill in this transportation gap. A mutually advantageous trade 
pan results. But in order to carry on this worthwhile trade America has to 


supply the ships, as the Puerto Ricans cannot. 


harge 


Not only are Americans large producers, but also heavy consumers of 
the products of the world. The task of maintaining an adequate Mer- 
chant Marine is up to the American People. Along with the other fleets 
making a strong postwar American Merchant Marine, Pope & Talbot- 
McCormick Steamship Co., looks forward to the extension of American 
Flag services to all the continents of the world. 
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their contention is that destination car inspection report showed 

the car in good condition with no leaks and the seal intact. 
Answer.—With respect to the liability of carriers for loss 

of grain from clear record cars, the Commission on pages 351 


and 352 of its report in Claims for Loss and Damage of Grain, 
36 I. C. C. 347, said: 


The carriers contend that the absence of any record of loss by 
leakage or otherwise of grain while in transit should be accepted as 
prima facie evidence that no loss occurred. The shippers propose that 
the clear record of either the carriers’ or shippers’ facilities shall not 
be interpreted as affecting or changing the burden of proof now law- 
fully resting upon either party. The adoption of the carriers’ proposed 
rule would shift the burden of proof and deprive the shippers of a 
legal right which they now have. By weight of authority the shipper 
has established a prima facie case when he shows that the reported 
weight of the grain delivered to the consignee was less than that deliv- 
ered and receipted for by the carrier. The burden of rebutting this 
prima facie evidence of loss rests upon the carrier and the weight that 
should be given to its clear car record necessarily depends upon the 
accuracy and completeness of the record and all other circumstances 
affecting the question of loss. It is only one of many factors that may 


and should be considered and cannot fairly be urged as a controlling 
test in all instances. 


Insofar as a bill of lading constitutes a receipt, that is, 
the part wherein is set out the receipt of the goods, the quality, 
quantity and condition, it may, like other receipts, be ex- 
plained, altered, varied or contradicted by parole evidence. 
St. Louis, etc., R. Co. vs. Citizens Bank, 87 Ark. 26; Sanford 
vs. Seaboard, etc. R. Co., 61 S. E. 74; Milne vs. -Chicago, etc. 
R. Co., 135 S. W. 85. Consequently, the carrier is not con- 
clusively bound by the recital in the bill of lading as to the 
quantity of goods covered thereby. However, in an action for 
loss of part of the goods, if you prove conclusively that a 
certain quantity of the goods was received by the carrier for 
transportation and that the same quantity was not delivered 
at destination, the burden then rests upon the carrier of proving 
that the loss occurred through some cause for which it is not 
liable, as an insurer. Galveston, etc., R. Co. vs. Wallace, 223 
U. S. 481, 32 S. Ct. 205. It has been held that this rule applies 
notwithstanding that the car moved under so-called “clear seal 
record.” See Baker vs. H. Dittlinger Roller Mills Co., 203 S. W. 
798; Nye-Schneider-Fowler Co. vs. C. & N. W. 967; also Eckman 
Chemical Co. vs. C. & N. W., 185 N. W. 444. 


Words and Phrases—“Pro-Number” 


Illinois—Question: Will you please favor me with the 
derivation of and literal meaning of “pro” as it appears on 
various freight bills? 

Answer.—In freight offices, records of shipments are kept 
and agents numbers are placed on freight bills, with the prefix 
“Pro” (derived from the word “Progressive’’), that a specific 
consignment may be referred to instantly. 


Tariff Interpretation—Pick-up and Delivery Service on Freight 
Moving as Less than Carload Freight 


New York.—Question: In the Pick-up and Delivery Serv- 
ice tariff we do not find a rule covering the following and 
would appreciate a ruling on same. 

We wish to obtain delivery service on carload shipments 
of a commodity which is covered by an “Any Quantity” rate. 

Three of our mills are located on spur tracks and one is 
not and we wish to know if there is a rule which would prevent 
us from requesting the railroads to accomplish delivery of car- 
load lots on A. Q. rates to our places of business when they 
are serviced by spur tracks. On some occasions we would pre- 
fer to have the railroad give us delivery by their delivery 
trucks rather than switch the car to us. 

We feel there might be some rule that when a consignee 
has a spur track he cannot expect free delivery of carload lots 
of A. Q. rates in excess of 45 cents per cwt. ; 

If you know of such a rule please quote the authority. 


Answer.—While the title page of the Pick-up and Delivery 
Service Tariff, Agent Curlett’s I. C. C. No. A-739, states that it 
provides Rules, Charges and Allowances for the pick-up and 
delivery service on less than carload freight moving on less than 
carload or any quantity rates, in the General Application for 
Section 1, on page 8, the following statement appears: “On 
shipments moving under less carload or any quantity rates:” 

Rule 16 of the Consolidated Freight Classification, in Sec- 
tion 1, defines less carload freight as follows: 

When both C. L. and L. C. L. ratings are provided for the same 


article, the term ‘‘L. C. L.’’ covers shipments in quantities less than 
the minimum weight provided for carloads, subject to Rule 15. 


Since a minimum weight distinguishes a carload from a 
less than carload amount of freight, there can be neither less 
than carload freight moving on any quantity rates nor carload 
freight moving on any quantity rates. 

In our opinion you are entitled to pickup or delivery serv- 
ice under the above referred to tariff on freight not excepted 
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by the tariff moving on any quantity rates, regardless of the 
amount shipped. 


Tariff Application—Minimum Rates 


Wisconsin.—Question: We are located in extended zone C 
territory of Western Trunk Line territory. The minimum freigkt 
rate applicable to shipments including pick-up and/or delivery 
in this area is 20c per cwt. as per section A, Item 210 of Western 
Trunk Line Tariff No. 336-I, I. C. C. No. A-3473. 

Section B of said Item 210 provides for a minimum rate 
of 45c including pick-up and/or delivery between points within | 
Illinois Freight Association territory and between [Illinois 
Freight Association territory and Central Freight Association, | 
Trunk Line and New England territory. It also provides for 
45c between points within Central Freight Association terri tory 
and between Central Freight Association and Trunk Line and 
New England territories. This section B, however, excludes 
Sturgeon Bay, Wisconsin. 

The answer desired from you is to this question: 

What would be the correct applicable minimum freight 
rate on a shipment from Detroit to our yard when pick-up 
service had been performed? 

We have in mind, for example, a shipment of steel from 
Detroit to Sturgeon Bay on which the column 40 basis is 42¢ 
per cwt. 

Answer.—Section A of Item 210-B of the tariff referred 
to, in our opinion, provides a minimum rate of 20c per 100 
pounds which is applicable on traffic applying between points 
other than those provided for in Section B. 

Section B applies on interstate traffic and provides a mini- 
mum rate of 45c between points in individual territories, and 
also between points in one territory on the one hand and points 
in other territories on the other hand. This section is subject 
to Note 1 which reads in part as follows: “Does not include 
the following points in Michigan (Upper Peninsula), Manis- 
tique, Manistique Wharf, etc.; nor the following points in 
Wisconsin which are named in description of Central Freight 
Association territory in Tariff No. 3-H, Agent Jones’ I. C. C. 
No. 3784, as follows: Algoma, Bartel, Casco, Sturgeon Bay, 
etc.” 

Inasmuch as Sturgeon Bay, Wisconsin is not named in the 
description of Central Freight Association territory in Tariff 
No. 3-H, Agent Jones’ I. C. C. No. 3784, it is our opinion that 
Sturgeon Bay is not exempted from the application of the 45c 
rate minimum as provided for in Section B. 












































































































































































































































Tariff Interpretation—Tariff Provisions and Not Official Guide 
Determine Application of Rate 


Colorado.—Question: Will you kindly give us your opinion 
on the following problem? 

Colorado Utah Tariff No. 154-W, Passenger Fares from 
Colorado common points to points in California, carries a rate 
from point of origin (A) through junction point (B) to destina- 
tion (C) via a Pacific route, without exception. The Official 
Guide does not show the point which is destination (C). How- 
ever, the connecting line to the junction point (B) shows in its 
folder that the connection is a stage line from (B) to (C). The 
selling ticket agent at (A) claims that a ticket cannot be sold 
through to destination (C), unless the Official Guide shows the 
destination and the carrier. My contention is that the Official 
Guide does not govern where the tariff, as mentioned above, 
gives a destination rate and through routing, and a ticket can 
be sold from (A) to (C). 


Answer.—It is our opinion that if the tariff published a 
rate from origin (A) to destination (C) via rail carrier from 
(A) to (B), thence via motor carrier from (B) to (C), and the 
rail and motor carriers shown in the routing are participating 
carriers, a through ticket can be sold from (A) to (C). 


The point made that a ticket cannot be sold because the 
destinatioi point (C) is not shown in the Official Guide has no 
bearing. The Official Guide is a publication that is used for 
general information only; it is not a schedule filed with the 
Interstate Commerce Commission, nor is it to be used in inter- 
preting tariffs. 





Notice of Claim—Failure to File Claim Within Period Specified 
in Bill of Lading Where Shipment Moved Under Separate 
Bill of Lading Contract from Origin to Final Destination 


Missouri.—Question: A question has arisen in connection 
with an interstate shipment moving in freight forwarder ser'v- 
ice, which arrived at destination in good condition other than 
showing signs of ordinary wear of travel. Upon opening ship- 
ment, consignee discovered some damaged merchandise and 
immediately called the delivering carrier, a motor truck line, 
for inspection. . 

Through oversight, the consignee failed to file claim with |! 
the delivering motor truck line until eight months and twenty ' 
days after delivery. This resulted in claim papers reaching t€ f‘ 
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= of Victory Freight 


e 45c 
ON EVERY U. S. America’s heroic accomplishments in this war have startled the world. 


HIGHWAY “Moving mountains” has become an everyday fact—and Highway 
; from “Clipper” and “Freightmaster” Trailers have done their full share in 
be CUS.) the all-important job of moving mountains of Victory freight. 
— Highway commercial trailers are now again in production, with many 
; in its improvements grown out of Highway’s wartime experience. Not the 
). The least of these is the new Duolock Lower Fifth Wheel, full rocking, 
ye sold ; ; ° ‘ 

ws the spring cushioned, with safe dual-cam locking, the finest yet developed. 
— Because this mounts on the truck, it can be used with any semi-trailer 
et can equipped with a standard S.A.E. kingpin. This improved fifth wheel is 


standard with all new “Clippers” and ‘Freightmasters”. 


Guide 
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shed a ; ’ : : 
> from Full details about the new improved Highway “Clippers” and 
sot 2 - “Freightmasters” are shown and described in two new color booklets 


just off the press. Write for your copies now, and let your next trailers 
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Room to grow is a vital con- 
sideration in your planning for 
industrial development in the 
era of peace that lies ahead. 

Norfolk and Western territory 
offers the strong advantage of 
plenty of room to grow in the 
vast, strategically located region 
that extends from the Midwest 
to the year-round, ice-free Port 
of Norfolk, Va., and midway 
between the North and South — 
plus these other essentials to 
sound, industrial progress: 

An abundance of raw ma- 
terials — huge reserves of all- 
purpose bituminous coal, lime- 
stone and numerous other 
minerals. Extensive forests and 
many rivers. Quick access to the 
- nation’s markets over the fast, 
efficient rail system of the Nor- 
folk and Western. Intelligent 
native labor. A friendly tax 
policy. Ample power. Excellent 
living conditions in a climate 
without extremes. 

In short, here is a territory 
that has what it takes for most 
types of industry — plastics, 
textiles, heavy chemistry, wood- 
working and agricultural by- 
products, just to name a few. 
If you are planning to establish a 
new industry, relocate, or expand, 
then by all means, investigate 
the advantages of Norfolk and 
Western territory— 
where there is plenty 
of room to grow. 


* * * 


For detailed informa- 
tion, write: Industrial 
and Agricultural De- 
partment, Norfolk 
and Western Railway, 
Roanoke 17, Virginia. 
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What about 
travel conditions? 





Travei conditions are different than they 
were in pre-war days. 

Let’s look at the facts: 

Throughout the land, tens of thousands 
of men and women of our armed forces are 
now traveling across the country by rail. 

The families of our fighting troops are 
taking trips to “‘see the boys”’ before they 
shove off for overseas. 

Executives and war workers of essential 
industries are traveling between various 
plants on important missions. 

It all adds up to this: More passengers 
than ever before are crowding the trains 
on the Santa Fe. 

We are required to handle this unprec- 
edented volume of passenger traffic with 
practically the same equipment we had in 
1941. Building new passenger equipment has 
not been permitted since Pearl Harbor. 
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SANTA FE SYSTEM LINES 


“ALONG THE ROUTE TO TOKYO” 


———————————— 





Our government has issued instructions 
to the railroads under Interstate Commerce 
Commission Service Order No. 213, effec- 
tive 12:01 am June 27, to displace or remove 
any passenger in any accommodation upon 
any train, in order to provide necessary space 
for sick or wounded service personnel, and 
their attendants, transported pursuant to a 
medical certificate. We hope there will be 
little of this. 

We of the Santa Fe will do our best to 
carry all the passengers we can, as quickly 
and comfortably as we can, but we ask this 
before you plan a trip: 

Unless your trip is essential, can’t you put 
it off until we have alittle better opportunity to 
carry you in the traditional Santa Fe manner? 












1595 


































































































Books on F reight Traffic 


Industrial Traffic Management, by G. Lloyd Wilson 


335 pages covering training, shipping, receiving, management 
of equipment, rates, adjustments, tariffs, routing, tracing, ex- 
editing, claims, express, parcel post, foreign trade, procedure 
Gefore commissions, federal regulation. Two volumes—Cloth 
bound, $1.50 each—Two volumes $3.00. 


Principles of Freight Traffic, by G. Lioyd Wilson 


Railroad freight traffic departments, rules of freight classifica- 
tion, rate making, tariff construction and interpretation, rate 
structures, and export and import rates. 160 pages, cloth 
bound, $1.50. 


Selling Highway Freight Transportation, by Charles E. Parks 
Shipping motives, sales resistance and how to meet it, sug- 
gested techniques for personal solicitation, and profitable fields 
for selling. 70 pages, cloth bound, $1.00. 


The Principles of Water Transportation, by G. Lloyd Wilson 


Development and organization of water transportation, ports, 
port charges, freight forwarding, brokerage, documents pro- 
cedure, freight classification, rates, passenger, mail, express 
services, government aid, regulations, policies of leading mari- 
time nations. 107 pages, paper cover, 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 
Selling methods, qualifications of railroad salesman, what he 
should know, four groups of prospects, buying motives, analy- 
sis of buying process. 71 pages, paper cover, .50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd Wilson 
Development, types, local and intercity services, freight classi- 
fications rates, regulations tariffs, schedules, bills of lading, 


shipping documents, liability insurance, accounting. 168 pages, 
cloth bound, $1.50. 


Air Transportation and Regulation, by G. Lloyd Wilson 


70 page, paper cover booklet. Air mail, air express, passenger 
services, regulations. 50 cents. 


Traffic Law, by G. Lloyd Wilson 


Duties and liability of carriers, special rates, rebates, claims, 
peor freight pooling, payments. 70 pages, paper cover, 
0 cents. 


52 TRAFFIC LESSONS 


on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
in 4 Parts—$1.50 Each—Set of 4, $5.00 


Part 1—Freight Classification and Rate Making 


Carrier traffic management—functions and organization, traffic 
geography, territorial subdivisions,- principles and rules of 
freight classification and rate making, rate structure, rate 
making machinery, tariff construction and interpretation. 
Cloth bound, 160 pages, $1.50. 


Part 2—Railroad Freight Rate Structure 


The freight rate structure of each territorial subdivision, 
interterritorial rate structure, rail-water rates, and import and 
export railroad rates. Cloth bound, 208 pages, $1.50. 


Part 3—Miscellaneous Transportation and Rates 


Covers freight rates and services of all types of transportation 
other than railroads—Motor Carriers—Water Carriers—Freight 
Forwarders—Air Lines—Express Companies—Pipe Lines—Pri- 
vate Freight Cars. Cloth bound, 151 pages, $1.50. 


Part 4—Freight Shipping Documents, Routing and Claims 


Includes chapters on Shipping Documents—Routing, Tracing 
and Expediting—Loss, Damage, Delay Claims and Overcharge 
Claims—Concealed Loss and Damage Claims—Reparation— 
Procedure before Committees and Regulatory Commissions. 
Cloth bound, 166 pages, $1.50. 


TRAFFIC LAW AND PROCEDURE—By G. Lloyd Wilson 


in 3 Parts—$2.00 Each—Set of 3, $5.00 


Part 1—Services 


Transportation act and all amendments; the status, duties and 
obligations of carriers; the rights and privileges of shippers; 
ear service; distribution of cars; pooling; switching connec- 
tions; transit services and privileges; terminal facilities and 
services; embargoes; demurrage; the commodities clause; 
penalties and damages, etc. Cloth bound, 208 pages, $2.00. 


Part 2—Rates 


Undue preference and prejudice, special rates, rebates, Inter- 
state a Intrastate rates, unreasonableness, fourth section, 
rate me 1g, valuation, free and reduced rates, allowances, 
tariff publication and construction, routing, misrouting, joint 
rates, collection, payments, guarantee, liability, loss, damage 
and delay claims, overcharge, undercharge, reparation, ac- 
counts, records, securities. 287 pages, cloth bound, $2.00. 


Part 3—Procedure 


Powers and jurisdiction of I.C.C., informal, modified, short- 
ened and formal procedure before I.C.C., investigations, sus- 
pensions, testimony, evidence, pleadings, service, reports, 
orders, administrative functions, court reviews, practitioners 
ethics, practice before M. C. Cloth bound, $2.00. 


All books shipped postpaid. If ten or more books are ordered at one 
time, deduct 10% from list price. Send remittance with order to 
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et forwarding company more than nine months after de- 
ivery. 

Immediately after supporting papers from the files of the 
freight forwarding company had been attached to file, claim 
was prepared and filed with the several carriers involved in 
transporting the shipment from origin through to destination 
under mileage prorate. 

_ The rail lines declined to participate in the claim, basing 
their declination upon the provisions of Section 2, paragraph 
(b) of the bill of lading contract. 

The shipment was tendered to a motor truck line at point 
“A” with routing instructions for movement in the freight for- 
warding company service. Therefore, the originating carrier 
executed a contract as an agent of the freight forwarding com- 
pany. At point “B” the shipment became a part of a carload 
of miscellaneous merchandise consolidated by the forwarding 
company, and a bill of lading covering the through movement 
of the car over three different rail lines was issued by the rail 
line upon whose tracks the freight car was loaded. At point 
“C” the shipment was unloaded from the car by the forwarding 
company and was tendered to the destination delivering carrier 
(a motor truck line) on a new bill of lading. 

The question is, can the rail lines evade payment of their 
proportion under mileage prorate, basing their declination upon 
their opinion that their liability under the bill of lading contract 
expired nine months after their delivery to the forwarding com- 
pany at point “C,’”’ mentioned herein. 

Answer.—It seems apparent from your statements that 
there were three separate and distinct movements covered by 
three bills of lading; that, therefore, neither the provisions of 
Section 20(11) of Part I, Section 219, as amended, of Part II 
nor Section 413 of Part IV of the Interstate Commerce Act 
cover the movement, insofar as joint liability of the carriers 
covered by the three bills of lading is concerned. 

If so, the rail carriers cannot be held liable for the loss, as 
a claim was not filed within the time provided for in paragraph 
(b) of Section 2 of the Uniform Bill of Lading Contract Terms 
and Conditions, assuming that the loss occurred while the goods 
were in the possession of those carriers. 


Tariff Interpretation 


Arkansas.—Question: The question has arisen as to what 
is the correct interpretation of Item 25025, Note 5, C. F. C. No. 
16. We contend that the articles described in the first para- 
graph of this note, for which no specific classification item or 
rate is provided, should be rated per Item 25015, and are not 
subject to the provisions of the last paragraph. 

We will greatly appreciate the benefit of your opinion. 

Answer.—It is our opinion that Note 5, referred to in Item 
25010, applies to articles rated in Items 25015 and 25020, but 
only to the extent that its provisions relate to one or the other 
of those items. 

The first paragraph, in our opinion, relates to Item 25015 
and the second paragraph to Item 25020. 





MERCHANT SHIP PRODUCTION 


In the period from January 1, 1942, to December 1, 1944, 
a total of 4,174 merchant ships had been built in the Martime 
Commission’s program, and the total included 2,458 Liberty 
ships, according to data issued by the commission. The commis- 
sion said the number of merchant type ships under its control 
as of December 1 was 3,700. The corresponding total on No- 
vember 1, according to data issued by the commission last 
month, was 3,570. The number of men in the U. S. merchant 
marine labor force on December 1 was 185,000, compared with 
179,000 on November 1, the commission’s report showed. The 
average number of workers in its shipyards in October, it said, 
was 583,000, as against 586,000 in September. 


M. C. PRACTICE RULES 


The Maritime Commission has issued a revision of its 
General Order 21 governing admission to practice before it in 
order to include in one document all its rules relating to ad- 
mission to practice. It was explained that several supplements 
had been issued to the general order and that the revised 
order, dated December 12, contained the matter in the original 
order - the supplements but that no new matter had been 
included. 


NORTHERN PACIFIC NEW SHOP 


The Northern Pacific will build a $1,500,000 freight car 
repair and construction shop at Brainerd, Minn., says Bernard 
Blum, chief engineer. He says the contract for grading and 
other preliminary jobs has been awarded and work will begin 
at once. 
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*This is one of a series of ‘ 
advertisements featuring ; 
the six States served by a 
the Seaboard Railway. ~~ 


Atabama is unique among the forty-eight 


‘states of our Nation. Here in close proximity 


to each other are found coal, iron ore and 
limestone—the essential ingredients for the 
manufacture of iron and steel. On this basic 
circumstance one of the great industries of 
the South has been built. 

Alabama possesses other material resources 
in vast quantity. Fertile farm lands and 
a temperate climate have brought a highly 
diversified and prosperous agriculture. 


Seaboard Railway, N 


A list of Alabama enterprises reads like a 
roster of American industry. 

Today, Alabama is vital to our prosecution 
of the war. When peace comes again, the 
opportunity that is Alabama will be even 
more widely recognized for its part in the 
building of a greater America. 

The Seaboard Railway, an integral part of 
Alabama’s economic life, will continue to 
assist actively in the development of this 
richly endowed State. 


orfolk 10, Virginia. 


THROUGH THE HEART OF THE SOUTH 











































TRAFFIC WORLD 


Personal Notes 





George Weisbard, of Berman, Payne, Weisbard, and Hirsch, 
accounts and auditors, Chicago, Grand Rapids, Detroit, and 
Los Angeles, will discuss the new simplified income tax law 
at an open meeting of the Motor Carriers Accountants Society 
Wednesday evening, December 20, at Room 338, Board of Trade 
Building, Chicago. 

Raymond E. Montgomery, formerly assistant to the special 
representative for Panagra at Miami, Fla., has been appointed 
to succeed Richard H. Eggleston, special representative there. 
Richard W. Sylvester has been appointed traffic manager for 
South America. 

Ferdinand LaMotte, Jr., director of the purchasing and 
traffic departments of E. I. du Pont de Nemours and Company 
will retire from active service January 1. He will also retire 
as chairman of the board of the International Freighting Cor- 
poration, a Du Pont subsidiary. When he retires, the purchas- 
ing and traffic departments will function independently. R. W. 
Marshall, director of traffic under Mr. LaMotte, will continue 
cag a * as director of the traffic department. E. H. Hawkins, who has 

tg served under Mr. LaMotte as purchasing agent, will become 
director of the purchasing department. Thomas W. Harris, Jr., 
will succeed Mr. Hawkins as purchasing agent. Mr. Marshall 
was formerly an examiner of the Interstate Commerce Com- 
mission. He joined the Du Pont organization in 1930 as traffic 
counsel and became director of traffic in 1941. 

Don Blue, formerly employed by the Allen Storage and 
Moving Company, of Flint, Mich., now employed in the trans- 
portation section of the General Accounting Office, Washington, 
has been elected commander of a new American Legion post 
(No. 48) at the G. A. O. He is said to be the first veteran of 
World War II to head an American Legion post in the District 
of Columbia. 

Major Alex Baxter was installed as commander of the 
Transportation Corps Post, No. 879, American Legion, at its 
initial dinner December 7 in the Morrison Hotel, Chicago. 
Major Baxter is chief, Highway Division, Army Transportation 
Corps, at Chicago. John L. Keeshin, Keeshin Freight Lines 
presented a set of two silk flags to Ralph Budd, president of 
the Burlington Railroad and chairman of the executive com- 
mittee of the new post. Speakers included General Wm. Guth- 
ner, 6th Service Command, Colonel Dan Hardt, 6th Zone Trans- 
portation Officer, and Commander Fred Moyer, American Le- 
gion. Guests included Mayor Kelly, Sam Felton, President, 
Chicago Traffic Club, T. P. Sullivan, Director, Public Safety, 
State of Illinois, and several local government officials. 


Effective December 6, A. E. Hueneryager is appointed pub- 
licity manager, Zion Industries, Inc. He is editor, Z. I. News 
(the employees magazine); manager, Recreational Activities, 
and traffic manager of this company. He will continue to 
function in these capacities. 


A meeting of the Alumni Association of the Traffic Man- 
agers Institute will be held in the Woolworth Building, New 
York, December 21. The guest speaker will be Victor Barden, 
Chief of Air Traffic, LaGuardia Airport, whose topic will be 
“Air Traffic Control.” As an added attraction, the association 
will give 12 prizes to members. 


E. A. Russell has been appointed general agent, Grand 
Trunk Railway System, at New York City. 

E. F. Flinn, former freight traffic manager, Grand Trunk 
Railway System, Chicago, died December 13. 


O. J. Robinson has been appointed assistant master mechanic 
for the Union Pacific Railroad, Nebraska division, with head- 
quarters at Council Bluffs. 

Charles E. Hattel, assistant to the general freight traffic 
manager, Santa Fe, Chicago, has retired after 44 years of serv- 
ice. W. E. Hines suceeds him. C. J. Steinmiller succeeds Mr. 
Hines as general foreign freight agent. R. D. Lynch is ap 
pointed assistant general freight agent at Chicago. 

W. Mason King, freight traffic manager, Southern Railway 
System, Cincinnati, O., has been promoted to assistant vice 
president with headquarters at Washington, D. C., effective 0M 
January 1. He succeeds Herbert W. Bondurant, elected vice- 
president at Atlanta, Ga. 

J. L. Beven, president of the Illinois Central Railroad, at 
nounces that the railroad has turned over to the Newberty 
Library at Chicago all of its corporate records from its incor- 
poration in 1851 to 1906. In time the material will be catalogue 
by the library and made available to qualified research stu- 
dents. The initial deposit consists of six and one-half tons of 
material. ; 
The twenty-sixth annual meeting and dinner of the New 















Continuous Transportation 


(rN Guns, supplies, ammunition must 
PEDRIAGATEWAY] flow to our armed forces in a con- 
tinuous stream. That is why the 

continuous uninterrupted character- 

istic of mass rail transportation makes it a nat- 
ural for the huge war tonnage demands of war. 




































The present gigantic increase in war tonnage 
has put greater emphasis on the interchange of 
freight cars at important gateways, such as 
Peoria. The fourteen trunk lines P. & P. U. Ry. 
serves have been playing an important part in 
the continuous transportation of war freight. Cars 
are sent into the P. & P. U. Ry. four classifica- 
tion yards, classified, sorted, and interchanged 
and then sped on to destination. 












































Just as the railroads of America—all united for 
victory—are performing a tremendous transport 
task in war, so will they do likewise in peace. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 










































SWITCHING SERVICE BETWEEN 


Peoria & Pekin Union Ry.:; Chicago, Rock Island & Pacifie Ry.; Chieago & North Western 
Ry.; Chieago & Illinols Midland Ry.; ilInois Terminal Railroad Co.; Inland Waterways 
Corp.; Minneapolis & St. Louls R. R.; Alton Rallroad; Atchison, Topeka & Santa Fe Ry.; 
iinols Central R. R.; Pennsylvania Railroad; Peorla Terminal R. R.; Chicago, Burlington 
& Quincy Railroad; New York, Chicago & St. Louis Rallroad; Cleveland, Cincinnati, 
Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 












“One of America’s Rallroads—All United for Victory” 
Don't Forget to Buy Those War Bonds 
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INBALTIMORE 


ROWLEY TRANSPORTATION CO. 
OFFERS SHIPPERS 


WAREHOUSING 
POOL CAR SERVICE 


* 
B & O RAIL and TIDEWATER FACILITIES 
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For Further Information: 


ROWLEY TRANSPORTATION CO. 


Fulton Ave. and B& OR. R. 
BALTIMORE 23, MD. . Phone Edmondson 3200 
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The Port of San Francisco 
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BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 
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York Foreign Freight Forwarders’ and Brokers’ Association 
will be held at the Fotel Roosevelt on January 5. 

The annual Christmas party of the Foreign Commerce Club 
of New York will take this year the form of a dinner at the 
Hotel Astor. 

_ George L. Patten, secretary of the Florida commission, is 
resigning to practice law. 


W. S. A. RATE ADVICE 
The War Shipping Administration has issued rate advice 
No. 106, authorizing rate and surcharge on petroleum and 
petroleum products in bulk in tankers from the Panama Canal 
zone to Central America. 


ROGERS 1945 I. C. C. CHAIRMAN 


Secretary Bartel, of the Commission, issued a notice De- 
cember 12 that Commissioner John L. Rogers had been elected 
by the Commission as its chairman for 1945. The secretary said 
that the stated term of Chairman Patterson expired with the 
present calen@ar year, and that he would then resume his duties 
as commissioner. 

Commissioner Rogers was born at Knoxville, Tenn., on 
June 27, 1889. He attended the public schools of Knoxville. 
After leaving school, he entered the service of the Southern 
Railway as a laborer in the car repair shops and afterwards, 
in the period 1907-1911, served an apprenticeship in the mechan- 
ical department of that company. Subsequently he attended 
the University of Tennessee School of Mechanical Engineering. 

In 1917 he was employed by the Commission as mechanical 
engineer. While in the service of the Commission he graduated 
in law and was admitted to the bar. In 1925 he was appointed 
an examiner by the Commission. On enactment of the motor 
carrier act, 1935, he was appointed by the Commission as di- 
rector if its newly created Bureau of Motor Carriers, which 
position he-occupied until his appointment as a member of the 
Commission in 1937. 


CHANGES IN DOCKET 
Hearing MC 63236 Sub. 1, and MC 105412 Sub. 1, December 14, Min- 
neapolis, Minn., transferred to Fed. Bldg. 
Hearings MC 29957 Sub. 47, MC 50655 Sub. 15 and MC 105384, Decem- 
ber 15, Birmingham, Ala., postponed to January 30, Thomas Jefferson 
Hotel, Birmingham, Ala., Jt. Bds. 100 and 14. 


Docket of the Commission 


NOTE—Items in the docket. marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


December 18—Brooklyn, N. Y.—Hotel St. George—Examiner Joyner: 
MC 51369, Sub. 2—J. T. Goodliffe, Mamaroneck, N. Y., certificate to 
extend operations. 
MC 93937, Sub. 4#—H. Anderson, Greenlawn, N. Y., certificate to ex- 
tend operations. 
December 18—Birmingham, 
Yardley: 


Ala.—Thomas Jefferson Hotel—Examiner 


MC 71516, Sub. 17—Alabama Highway Express, Inc., Birmingham, 
Ala., certificate to extend operations. 
December 18—Danville, Va.—U. S. Ct.—Jt. Bd. 103: 
MC 59238 Sub. 18—Virginia Stage Lines, Inc., Charlottesville, Va.. 


certificate to extend operations. 


December 18—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 52825, Sub. 3—C. E. Whitworth, Wichita, Kans., certificate to ex- 
tend operations. 


December 18—Madison, Wis.—State Comm.— Jt. Bd. 96: 
MC 53087, Sub. 7—Clipper City Transit Co., Manitowoc, Wis., certif- 
cate to extend operations. 


December 18—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Garofalo: 
MC 77150 Sub. 1—Pittsburgh Warehouse & Van Co., Inc., Pittsburgh, 
Pa., certificate to extend operations. 


December 18—Sioux City, la.—Warrior Hotel—Jt. Bds. 184 and 148: 
MC 103338, Sub. 2—Overland Stages, Bloomfield, Neb., certificate to 
extend operations. 
MC 105339—E. E. White, Vermillion, S. D., certificate. 


December 18—Tulsa, Okla.—Mayo Hotel—Jt. Bds. 88 and 217: 

MC 58441, Subs. 2 and 3—Breeding Motor Coaches, Muskogee, Okla. 
December 18—Washington, D. C.—Argument: 

29122—-Bacon Brothers et al. vs. A. G. S. et al. 

29013—Carstens Packing Co. vs. G. N. et al. 


December 18—Washington, D. C.—Examiner Schutrumpf: 
MC 60847, Sub. 3—Standard Trucking Co., Perth Amboy, N. J. 
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PERFECTION IN SHIPPING PROTECTION... 
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December 18—Washington, D. C.—Examiner Card: 
MC 88904, Sub. 1—Davis and Sullivan, Indianhead, Md., certificate to 
extend operations. 
December 19—Chicago, I!1.—Hotel Morrison—Chairman Patterson: 


13528—Investigation of power brakes and appliances for operating 
power brake systems. 


December 19—Cincinnati, O.—Gibson Hotel—Jt. Bd.58: 
MC 1222 Sub. 7—Reinhardt Transfer Co., Portsmouth, O., certificate 
to extend operations. 
December 19—Duluth, Minn.—U. S. Ct.—Jt. Bd. 142: 
MC 28779 Sub. 6—Matthews Freight Service, Inc., 
Minn., certificate to extend operations. 
December 19—Kansas City, Mo.—Hotel Pickwick—Examiner Cosby: 


MC 105312—Stevenson Transfer & Burnett BONDED Warehouse, Sa- 
lina, Kans., certificate. 


December 19—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 95: 
MC 17227, Sub. 7—Lindner Bros. Trucking, Inc., Cudahy, Wis., per- 
mit to extend operations. 
December 19—Pierre, S. D.—State Comm.—Jt. Bd. 185: 
MC 105340—F. Metzinger, Martin, S. D., certificate. 
December 19—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 


MC 52920, Sub. 3—Pacific Highway Transport, Inc., Seattle, Wash., 
certificate to extend operations. 


MC 82160, Sub. 2—Mountain Road Auto Freight Co., Inc., Tacoma, 
Wash., certificate to extend operations. 
December 19—Sioux City, !a.—Warrior Hotel—Examiner Myers: 
MC 105277—L. Happe, Spirit Lake, Ia., certificate. 
December 19—Tampa, Fla.—Hillsboro Hotel—Jt. Bd. 200: 
MC 74761, Sub. 6—Tamiami Trail Tours, Inc., Tampa, Fla., certificate 
to extend operations. 
December 19—Washington, D. C.—Commissioner Alldredge: Argument: 
29115—Klearflax Linen Looms, Inc., vs. G. N. 
December 19—Washington, D. C.—Jt. Bd. 120: 
MC 37078, Sub. 6—Oriole Motor Coach Lines, Sandy Spring, Md., cer- 
tificate to extend operations. 
December 20—Bluefield, W. Va.—U. S. Ct.—Jt. Bd. 249: 
MC 1963 Sub. 3—Garst Truck Line, Inc., Bluefield, Va., certificate to 
extend operations. 
December 20—Chicago, II!l.—Hotel Morrison—Chairman Patterson: 
28750, Subs. 3, 6, and 9—Installation of systems intended to promote 
safety of railroad operation. K. C. S. Ry. 
December 20—Monte Vista, Colo.—Fed. Bldg.—Jt. Bd. 126: 


MC 57880, Sub. 1—Jim Ashton Truck Line, Monte Vista, Colo., cer- 
tificate. 
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December 20—Washington, D. Cs—Jt. Bd. 12: 
MC 59238 Sub. 19—Virginia Stage Lines, Inc., Charlottesville, Va., cer. 
tificate to extend operations. 
December 20—Washington, D. C.—Argument: 
Finance 11681—N. Y. S. & W., reorganization. 
December 21—Rapid City, S. D.—Alex Johnson Hotel—Examiner Myers: 
MC 105396 Ex—L. H. Martin, Norris, S. D., certificate of exemption 
December 21—Rapid City, S. D.—Alex Johnson Hotel—Jt. Bd. 374: 
MC 91124, Sub. 1—T. Cobb, Spearfish, S. D., to extend operations, 
January 4—Washington, D. C.—Argument: 
1. & S. 4718—Grain proportionals, ex-barge to official territory. 


28731—Coast Transportation Co., Inc., et al., vs. Aberdeen and Rock. 
fish, et al. 


January 9—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Yard- 
ley: 
MC 11207, Sub. 47—Deaton Truck Lines, Inc., Birmingham, Ala., cer 
tificate to extend operations. 
January 9—Brooklyn, N. Y.—Hotel St. George—Examiner Walsh: 
Finance 10008—St. L. S. F., reorganization, hearing on maximum 


limits for allowances of compensation for services and reimburse 
ment of expenses. 


January 9—St. Paul, Minn.—State Comm.—Examiner Riegner: 
MC 43475—Glendenning Motorways, Inc., St. Paul, Minn. 


January 9—Washington, D. C.—Examiner Carpenter: 
1. & S. M-2477—Associated Transport, Zentz Motor Lines, restrictions, 
January 9—Washington, D. C.—Examiner Way: 
29202—-Potash Co. of America et al.—vs. Aberdeen and Rockfish et ai. 
January 10—Pittsburgh, Pa.—Hotel Roosevelt—Examiner Parker: 
MC 405—Michael and Girard, Uniontown, Pa. 
January 10—Washington, D. C.—Argument: 
1. & S. 5283 and ist Sup.—All freight, north Atlantic ports to south. 
January 10—Washington, D. C.—Examiner Cheseldine: 
Fourth Section Appl. 21021—Ferro-Chrome from and to points in official 
territory. 
January 11—Cleveland, O.—Hotel Cleveland—Jt. Bd. 117: 
MC 66562, Subs. 582 and 583—Railway Express Agency, 
York, N. Y., certificate to extend operations. 
January 11—Spartanburg, S. C.—Chamber of Commerce—Jt. Bd. 2: 
MC 17820 Sub. 11—Carolina Stages, Spartanburg, S. C., certificate to 
extend operations. 
MC 14486, Sub. 11—Carolina Scenic Coach Lines, Spartanburg, S. C,, 
certificate to extend operations. 
MC 61598, Sub. 24—Smoky Mountain Trailways, Asheville, N. C., cer- 
tificate to extend operations. 
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HELPING AMERICA WIN 
THE BATTLE OF TRANSPORTATION 


Transportation is the vital link between Ameri- 
ca’s war industries and the battlefronts of the 
world. The battle of transportation must be won 
before victory and peace can be achieved. 

Ann Arbor Double A Service, the bee-line route 
between East and Northwest, is likewise an im- 
portant link in America’s transportation system. 


F. G. Maxwell, Traffic Manager 
Cherry Street Station, Toledo, Ohio 
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ANYWHERE IN THE SAN FRANCISCO BAY AREA — 


_ FOR CONTAINERS 
yones St yeponan,OMPAE she per ek «by = 
contRAcTIS " ER S, = | ee FOTN . 
WESTERN FREIGHT, WA | EXTREMES | 
sci san Francisco ati Seon N, a 


311 California street 


Two Experienced and Reliable 
Organizations Operating with up-to-date equipment 





Services in 
Washington, D. C., and 


a Commercial Zone: 


1. Pool Car Distribution—On B. & O R. R. 
Siding—Economical—Fast—Dependable 


_ 2. Local Cartage 


>. || The Jacobs Transfer Company, Inc. MEETS ORDNANCE SPECIFICATION 


cate to AXS-1213 for 
Established 1857 


3. ¢ Water-Resistant Gummed Tape 
; : 61 Pierce Street, N. E. & Washington 2, D. C. y a : u & Oe - 
se ou are undoubte aware of U. S. Ordnance specifi- 
Phones: Decatul 7603, District 2412 cation AXS-1213 ae which the use of i Ri st 
tapes on certain shipments is now mandatory. SOLSEAL 
Tape is made expressly to meet these specifications, rec- 
ommended particularly for the sealing of interior water- 
proof packages for overseas shipments. 


Official 





C., cer- 


SOLSEAL Tape is applied in the same simple manner 
as regular tape, using the same type of moistening dis- 
penser. Special Solseal Solvent, used as a moistening 
agent, is a non-inflammable, non-volatile, mixture of 
chemicals that will, upon wetting Solseal Tape, cause it 
to become waterproof. Get in touch with MecLaurin-Jones 
immediately for samples, specifying weight required. 


SOLSEAL Tape is manufactured by the following compa- 
nies: Atlantic Gummed Paper Corp., Brooklyn, N. Y.; The 
Brown-Bridge Mills, Inc., Troy, Ohio; Central Paper Com- 
pany, Menasha, Wis.; Edgewater Paper Company, Me- 
nasha, Wis.; Mid-States Gummed Paper Co., Chicago, Ill.; 
Nashua Gummed & Coated Paper Co., Nashua, N. H.; 
Rexford Paper Co., Milwaukee, Wis.; The Gummed Prod- 
ucts Co., Troy, O.; Thomas Stationery Mfg. Co., Spring- 
field, Ohio. 


GULF MOBILE & OHIO RAILROAD 


Licensed to Distributor in 
make and dis- Canada: Forest 
tribute Solseal Products Corp., 


It has helped others — En? / cate 
IT CAN HELP YOU!) = 


For 36 years, LaSalle has given home-study training in 
Traffic Management. Hundreds of men now successful 
in industrial Traffic and Transportation praise it for 
its help to them. 175 of them counsel us in the constant 
revision of this training. 

If you are really ambitious to build your knowledge » < LAURIN-JONES 
and ability in Traffic—to serve better and progress in J 
this great, growing field—it will pay you to investigate CProduct 
this training. Our free 48-page booklet will give you the ogy sapere = ye 
facts, without obligation. Write for it today. | 


— 


LaSalle EXTENSION UNIVERSITY McLAURIN-JONES COMPANY 


ye oe BROOKFIELD, MASSACHUSETTS 
A Correspondence Institution 
417 South Dearborn Street Dept. 1295-TA Chicago 5, Ulinois 
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January 11—Washington, D. C.—Argument: 
28989—TIllinois Territory Industrial Traffic League vs. Un. Pac. et al. 


January 11—Washington, D. C.—Examiner Lawton: 
* 1. & S. M-2486—Elimination of participation. 


January 12—Cleveland, O.—Hotel Cleveland—Jt. Bd. 117: 
MC 66562, Sub. 588—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
January 12—Seattie, Wash.—Olympic Hotel—Examiner Linn: 
* | & S. M-2475—Sand Point Naval Air Station, Wash., arbitraries. 
January 13—Cleveland, O.—Hotel Cleveland—Jt. Bd. 117: 
MC 66562, Sub. 589—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
January 15—Boise, Idaho—State Comm.—Examiner Linn: 
* MC 105334—Tennyson Transfer & Storage Co., Boise, Idaho, certificate. 


January 15—Brooklyn, N. Y.—Hotel St. George—Examiner Joyner: 
MC 104486, Sub. 7—Oil-Ways Co., Nutley, N. J., permit. 


NUMBER ONE 
ON 
U. S. HIGHWAYS 





Checking Truck Costs 
By the Mile 


Compare ratios of taxes 
and payroll to revenues 


in the new COST ANALYSIS TABLES 
compiled from the 1943 annual reports 
of all Class I Motor Freight Carriers to 
ICC. Place your order Now. $25 per 
copy; additional copies $5. 


TRANSPORT RESEARCH, Inc. 


1129 Vermont Avenue N. W. Washington 5, D. C. 


Publishers of: Motor Carrier Financial Manual (5 issues—quarterly and 
full year); Motor Carrier Cost Analysis Tables (yearly). 
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January 15—Detroit, Mich.—Hotel Fort Shelby—Examiner Parker: 
MC 2765, Sub. 10—Square Deal Cartage Co., Detroit, Mich., certifi- 
cate to extend operations. 


January 15—Washington, D. C.—Argument: 
28775—E. R. Blackinton & Son Canning Co. et al vs. Alton et al. 
29113—-Standard Oil Co. vs. P. & L. E. et al. 


January 15—Washington, D. C.—Examiner Naefe: 
MC-C 442—Released ratings and rates on engines. 


January 16—Boise, Idaho—State Comm.—Jt. Bd. 49: 
* MC 52334, Sub. 2—Boise-Winnemucca Stages, Boise, Idaho, certificate 
to extend operations. 
* MC 105281—Whitmore Transportation Service, Boise, Idaho, certificate. 
January 16—Columbus, O.—State Comm.—Jt. Bds. 60 and 117: 
* MC 19201, Subs. 34, 35, 36, 37, 42, and 43—Pennsylvania Truck Lines, 
Inc., Pittsburgh, Pa. 
January 16—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
MC 66562, Sub. 592—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
January 16—Harrisburg, Pa.—State Comm.—Examiner Konigsberg: 
* 29168—Whiterock Quarries, Inc., vs. P. R. R. et al. 
January 16—Washington, D. C.—Examiner Kirby: 
29223—-Accounting by K. C. S. Ry. in respect of merger of properties 
of T. & Ft. S. Ry. into K. C. S. Ry. 
January 16—Washington, D. C.—Argument: 
29035—Beacon Milling Co., Inc., vs. A. C. & Y. et al. 
29056—Amos-Thompson Corp. et al. vs. A. G. S. et al. 


January 17—Boise, |Idaho—State Comm.—Examiner Linn: 

* MC 29791, Sub. 5—Shipman Bros. Transfer Co., Twin Falls, Idaho, 

permit to extend operations. 
January 17—Detroit, Mich.—Hotel Fort Shelby—Examiner Parker: 
MC-C 434—Contract Cartage Co. vs. F. J. Boutell Driveway Co., Inc. 
MC-C 434, Sub 1—Contract Cartage Co. vs. Central States Transit 
Lines. 

MC-C 434, Sub. 2—Automobile Shippers, Inc., vs. F. J. Boutell Drive- 
way Co., Inc. 

MC-C 434, Sub. 3—Automobile Shippers, Inc., vs. Central States Tran- 
sit Lines. 

January 17—Fargo, N. D.—U. S. Ct.—Jt. Bds. 219 and 142: 

* MC 28132, Sub. 4—Hvidsten Transport, Grafton, N. D. 

* MC 104530, Sub. 1—Thief River Falls Transport, Thief River Falls, 

Minn. 

January 17—Washington, D. C.—Argument: 

Ex Parte 72, Sub. 1—Subordinate officials of Ogden Union Ry. and 
Depot Co. and Union Pacific. 

Ex Parte 104 Part 2—Practices of carriers affecting operating revenue 
and expenses, Terminal Services, Phelps Dodge Corp. 

January 18—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 

* 1. & S. 5324 and ist Sup.—Switching charges of B. C. R. R. at Buffalo, 


N.Y. 
January 18—Chicago, ill._—Sherman Hotel—Jt. Bd. 13: 
MC 32400, Sub. 1—L. J. Wendt, Chicago, Ill., permit to extend opera- 
tions. 


MC 94884, Sub. 1—W. Rowden, Wooster Lake, Ingleside, Ill. 
January 18—Washington, D. C.—Argument: 


Ex Parte 104 Part 2—Practices of carriers affecting operating revenues 


or expenses, terminal services, Red River Lumber Co., terminal 
allowances. 


Ex Parte 104 Part 2—Practices of carriers affecting operating reve- 
nues or expenses, terminal services, Spencer Kellogg and Sons, Inc. 


January 19—Chicago, IIl.—Sherman Hotel—Examiner Parker: 
1. & S. M-2483—Candy, confectionery, between points in Central States 
January 19—Chicago, II1.—Sherman Hotel— Jt. Bd. 58: 


MC 69892, Sub. 6—Osborne Trucking Co., Vincennes, Ind., certificate 
to extend operations. 
January 19—Missoula, Mont.—U. S. Ct.—Examiner Linn: 
* MC 102649, Sub. 3—Reely’s General Storage & Freight Terminal, Mis- 
soula, Mont., certificate to extend operations. 
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F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 

Rio Grande Building 
1531 Stout St., DENVER 


THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 
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Prepared from U. S. Signal Corps photos taken during the French invasion 


opera- 


3K From the British Prime Minister’s re- 
cent address to the House of Commons 


venues 


‘*The marvelous DUCK of American invention is a heavy 
rminal 


lorry which goes between forty and fifty miles an hour along 
reve- \/ Wi a road, plunges into water and swims out several miles to 
s, Inc. eee. i to readers of sea in quite choppy weather, returning to shore with a load 
States i TRAFFIC WORLD of several tons and going to wherever it is specially needed.”’ 
canes Vi The amphibious truck or“‘ Duck” has been in the 
Ht Complete Sample Set vanguard of invasions from Normandy to New 
ie V\\ of Over 50 Approved Guinea... whenever the success of the assault 


WORLD-WIDE Forms depended upon ship to shore transport. As brought 
out in the Prime Minister’s description, the secret of 
Horder’s WORLD-WIDE Traffic the ‘‘Duck’s” invasion value is its unique ability to 


Forms — Domestic and Export — are travel on either land or water . . . carrying a load of 
ilroad the authoritative line. They are con- 


stantly revised to conform to the lat- several tons wherever it is needed most. Both the 
est U. S. regulations and consular “Duck” and the Army’s basic 214-ton, “six-by-six” 


requirements. They save time, effort, truck are developments of GMC Truck & Coach. 
and money because of their simplicity 


and ease of handling. Let us send To date, more than four hundred thousand of these 


you a complete set of samples in vital vehicles have been supplied to Allied Forces. 
standard folder for your files. Please 


make request on your company letter- INVEST IN VICTORY . . . BUY MORE WAR BONDS 
head. 


“First with the Latest Forms” GMC TRUCK & COACH DIVISIO 
GENERAL MOTORS ...222. 
We Also Print Special Forms to Order HORDER’S, INC. : 


HOME OF COMMERCIAL GMC TRUCKS AND GM COACHES... 
231 So. Jefferson St., Chicago 6 All Telephones FRAnklin 6760 


VOLUME PRODUCER OF GMC ARMY TRUCKS AND AMPHIBIAN “DUCKS” 
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January 19—New Salem, N. D.—Fed. Bidg.—Examiner Lyle: 

* Finance 14749—Application of Northern Pacific for a certificate (1) 
permitting abandonment of line of railroad extending from New 
Salem to Kurtz, and (2) for authority to construct a line between 
same points, all in Morton County, N. D. 


January 19—Washington, D. C.—Argument: 
20769—Charges for protective service to perishable freight, protective 
service against cold. 
28375—N. S. Sage vs. Alton et al. 


January 20—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
* FF 159—Bernstein Service, New York, N. Y., permit. 
January 20—Chicago, I11.—Sherman Hotel—Examiner Parker: 

MC 104598, Sub. 3—J. Picha, Bradley, Ill., permit. 


January 22—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
* W-692—Buffalo Barge Towing Corp., revocation of certificate. 


January 22—Chicago, IIl.—Sherman Hotel—Examiner Parker: 
MC 52657, Sub. 214—Arco Auto Carriers, Inc., Chicago, Ill., certifi- 
cate to extend operations. 


Classified Aver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 


(Reader ads —$1.00 a line 
ime, 13 hime 


















1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


TRAFFIC MANAGER available. 12 years’ experience full charge 
shipping, receiving, warehousing, distribution and purchasing. Thorough 
knowledge all phases traffic, rates, tariffs, transportation law and regu- 
lation. Capable handling men, large volume business. La Salle grad- 
uate, age 34. Box 299, Traffic World, Chicago office. 





TRAFFIC MANAGER, 42, married, now employed, 20 years’ experi- 
ence handling tremendous volume tonnage rail, motor, water, air; keen 


knowledge transportation problems. Box 303, Traffic World, Chicago 
office. 





WANTED—Connection with aggressive organization where future 
limited only by ability, initiative and perseverance. Conversant all 
phases traffic and transportation including rate adjustments, quotations, 
routing, claims, etc., and Interstate Commerce work. 36 years old, 19 
years’ practical experience carriers and industrial. Registered practi- 
tioner. Box 304, Chicago office, Traffic World. 





POSITION WANTED—Traffic Manager or director by university 
graduate 39 years of age with 18 years’ experience. Desires position 
with industrial plant, association or Chamber of Commerce. Anywhere. 
Nine years with major electric company as traffic director. Expert all 
phases traffic. Available immediately. Box 305, Traffic World, Chicago 
office. 





TIMETABLE MAN—Rare opportunity for young man who likes and 
thoroughly understands working with timetables and the typesetting 
and printing of them. Must be genuinely detail minded. Small company 
established several years and connected with young and expanding 
industry has opening with real future for a hard, conscientious and 
capable worker. Varied duties. Some knowledge of mechanical draw- 
ing will be helpful. Write giving qualifications to Box 306, Traffic 
World, 418 S. Market Street, Chicago, Illinois. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $1950 each! 


Which of these cars could you use? 


40—Hopper, Triple, 50-Ton 

10—Hopper, Side-Discharge, 50-Ton 

90—Refrigerator, 40-Ft., 40-Ton 

16—Refrigerator, 36-Ft., 30-Ton 

8—Ballast, Composite, 50-Ton 

29—Box, 36-Ft., 40-Ton 

1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 

18—Dump, K & J, Automatic, 16-Yd., 40-Ton 

4—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 

20—Flat, 40-Ft., 40- and 50-Ton 

35—Gondola, Composite, 36-Ft. and 40-Ft., 40- and 50-Ton 

6—Gondola, 50-Ton, High-Side, Steel 

30—Tank, 8000-Gallon, 40 & 50-Ton 

10—Tank, 10,000 Gallon, 50-Ton 

9—Dump, Koppel, Automatic, 30-Yd., 50-Ton; with aprons 

25—Dump, Western, Automatic, 30-Yd., 50-Ton; with aprons 
Perhaps this list also has some other cars you could use to very 

beneficial advantage now? 


All cars are priced fo sell! 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S$. Brainard Ave., Chicago 33, Illinols 
"ANYTHING conteiaing IRON or STEEL" 








Mecember 


TRAFFIC WORLD 


January 22—Helena, Mont.—State Comm.—Examiner Linn: 
* MC 105254—Coulter’s Transfer, Helena, Mont., certificate. 


January 22—Pittsburgh, Pa.—Roosevelt Hotel—Examiner McGrath: : ; 
* 29217—American Steel Abrasives Co. et al. vs. B. & O. et al. 


January 22—Washington, D. C.—Argument: 

Ex Parte 104 Part 2—Practices of carriers affecting operating revenues 
or expenses, terminal services, Standard Oil Co. of Louisina, ter. 
minal allowance. 

29058—American Republics Corp. vs. W. F. & S. et al. 


January 23—Brooklyn, N. Y.—Hotel St. George—Examiner Kirby: 
Finance 14316—Middletown & Unionville R. R., reorganization. 


January 23—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
* W-1—Erie & St. Lawrence Corp., contract carrier application. 


Me 








( 

January 23—Chicago, IIl.—Sherman Hotel—Jt. Bd. 21: The = 

MC 82 Sub. 1—Green Line Motor Express, Inc., Terre Haute, Ind., publishec 

certificate to extend operations. maps de 

January.23—Des Moines, la.—Kirkwood Hotel—Examiner Lyle: ment anc 
* Finance 14677—Application of C. B. & Q. for a certificate (1) permit- 

ting abandonment of its line of railroad between Burch and Osceola, PD shippe 

Ia., (2) construction of a track connection at Talmage, Ia., and (3) mre uniqi 

operation by Burlington, under trackage rights over line of C. G, 

W. between Burch and Talmage, Ia. shippers 
January 23—Great Falls, Mont.—Council Chambers—Examiner Linn: t would | 
* MC 46313, Sub. 1—Great Falls Transfer and Storage Co., Great Falls, 2 

Mont., certificate. carriers 





January 23—Pittsburgh, Pa.—Roosevelt Hotel—Examiner McGrath: 
* 29212—Scofield Brothers vs. A. C. L. et al. 
January 23—Savannah, Ga.—U. S. Ct.—Jt. Bd. 101: 
MC 75651, Sub. 9—R. C. Motor Lines, Inc., Jacksonville, Fla., cer- 
tificate to extend operations. 


January 23—Washington, D. C.—Examiner Job: 











. srand Sj"° 

Fourth Section Appi. 20782—Bananas from North Atlantic Ports to : a 

trunk line territory. Aimer 
January 23—Washington, D. C.—Argument: ‘} Kalamazog 

29092—Texas Rice Mills Traffic Bureau vs. A. T. and S. F. et al. rig - 

January 24—Billings, Mont.—City Hall—Jt. Bd. 224: el 
* MC 44790, Sub. 6—Maughan Co., Moorehead, Minn., certificate to ex- Sa} inher 
tend operations. OS pr 

January 24—Chicago, II|.—Morrison Hotel—Examiner McGrath: wae 


cA 


Kohomo 


* FF 95, Sub. 1—Lifschultz Fast Freight, Chicago, Ill., application to 
extend operations. 





—_Saeer._ 
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Co-ordinated 
TRAIN-TRUCK SERVICE 
















AT MORE THAN In 
700 ARKANSAS - ILLINOIS 
KANSAS - LOUISIANA 


MISSOURI-NEBRASKA 


FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 


€ 
Pick Up and Store Door Delivery included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 


Offices and Agencies in Principal Cities 
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OTOR TRANSPORT SECTION 


~ PUBLISHED IN THE THIRD WEEK'S ISSUE EACH MONTH 


Maps via Allbedl Data Unique Key to Maps in Shis oe 


The maps in this section are different from maps qummmmmms Daily INTER- and INTRAstste service. 





erg: 


























































Ind., published : in any other medium. They are special Ss Daily INTERstate service (no INTRAstate). 
maps designed by TRAFFIC WORLD’S map depart- Daily coordinated rail-motor service. 
“mit ment and keyed in accordance with the specifications Irregular or special service routes 
eola, pf shippers. Hence, these maps and the allied data esccses: ee lines. 
i (3) Py e ° ® eeece ce ferries. 
2 pre unique in that the material is presented in a way 2 Getleanwet Milenio 
hippers all over the country told TRAFFIC WORLD siitiaaiiiditeaaten atid acti oe 
. less otherwise noted on maps, lines - 
ml t would be most helpful to them in selecting highway tay on Setenstate aneviee nan da oper. 
‘a's: tarriers and routing freight. ators when their routes extend into other states. 
as 
J CENTRAL STATES 
ST er e Established 1927 §T. LOUIS LOUISVILLE CINCINNATI 
ts to |) kami. ok Clemans Truck Line, Inc. ; LAWRENCEBURG CENTRALIA ALTON 
ie “| Established 1929 Incorporated 1934 ae yy en 1717 7 = — 
Ma 815 E. Pennsylvania Ave., South Bend, Ind. USINGAN oper s ccdnademmenineennnel Taman 
Dowesac 
sue lees bee A. C. Clemans, Pres., A. C. Scheetz, T. M. Freight Lines, INc. ee — OHIO 
10 exe Plier yucknararo C. L. Jones, Secy.-Treas. Tel. 39381 akon 
Lae a COMMON CARRIER: I. C. C. Certificate No. M-2136 —P. S. 
i C. I. Nos. 692-A-2-3-4-5-6-7 mae ge ie S. C. I. Nos. 
on to {| 693-A-2-3-4 Interstate Indiana—M. - No. C-548 Inter- 


3 state-Michigan. 
NDIANA ?| SERVICE: Overnight service between Elkhart, Indianapolis, 
" ‘DIANA ? Kokomo, LaPorte, ansport, Peru, Plymouth and Rochester, 

(USAmyPen)) _[ndiana; Battle Creek, Grand Ra) ids, Kalamazoo, Three Rivers, 
Indianapolis Michigan and Louisville, Ky. All | intermediate points served be- 
ee tween Grand Rapids, Michigan, and Louisville, Ky 
ren NUMBER UNITS: Tractors 54; Trailers 60, (39 vans, 20 open, 
see, 1 flat); 26 Trucks (17 vans, 9 open). All Company owned. 
Seymow 

JeHheronville 





1.C.C.-M.C.44290-56126 











Tariff Agency 
Central States a5 


INSURANCE: Cargo 50,000 and 100,000 (Marine Office of 
America); Public Lisbility, 25,000 and 100,000; Property Dam- 
age, 10,000; Workingmen’s Compensation, (Michigan Mutual 


$50,000-$1003 
Liability Co.) * ey 


000 and $50,000; Equipment: 47 tractor-trailer units 
(company owned); 16 refr. units. 


ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, MO. 




















_ Blouisville} SAFE—COURTEOUS—SERVICE 
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OKLAHOMA ARKANSAS LOUISIANA \I~ 
and ‘TEXAS OKLAHOMA and TEXAS @ TRAFFIC WORLD — CHICAGO 









28 years in business. 








Serving the Indus- 
trial Middle West 
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TRUCK LINES, INC. 





















Random Quotations from 
Shippers About this Motor 





- Goes ~~. ll T t S ti J. T. Ber 
Poe rae = ranspor ection ~~ 
Madison, Wis. Business Machines Mfr. (Cleveland)—We use the information to eliminate the |} | 

E. G. Dowe irresponsible motor carriers from our service. 


Automotive Electrical Equipment (Anderson, Ind.)—Listed lines are accepted 
by us as responsible lines. 


Battery Mfr, (Clifton, N. J.)—The guide enables us to route our shipments and to 
d information desired quickly. 


Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
will have a regular net work of dependable carriers. 


Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
will have no hesitation in using their services. 


Iron Products Mfr. (Philadelphia)— The maps are fine because they are comparable, 
Stove Mfr. (St. ee ag tangy the "ge number of trucks operating at the present 


TELEPHONE 
Fairchild 500 


MEMBER: 







an 





ig 











p time, any information from a reliable source as to responsibility is of considerable 
er. on ies C) | | value. Keep this up. si 
-) BBeoton § Steel Products Mfr. (Detroit)—Your investigation and presentation is 100% || 
e a a a ap Paper Mfr. (Berlin, N. ae investigations you make are more thorough than 


any we could hope to ma 





REPRESENTATIVE: P coneye all 
Merchants Transfer Com 42 
West Polk St., Monroe semper Een. 

TARIFF AGENCIES: Central States 
Motor Freight Bureau, Inc., Northwest 


Beverage Manufacturer (Westfield, N. Y.)—There is a satisfying comfort in| | WASHIN 
using motor lines suggested by Traffic World. Good work—keep them coming. 


Petroleum Products (Tulsa)—It is limited and the ones shown do not operate in 
all the territory we serve. 
















Tariff Bureau, Inc., Rocky Mountain Mfr. of Women’s Wear (New York City)—Because of the increaing volume of | § Individual 
Tariff Bureau, Inc., ell Central Elgin eo N\ N | truck transportation, one has to choose those which are the most stable and depend- | Middle Atlan 
Motor Carriers Association, Central & a 10,000. 000-$50,- @CHICAGO able and this guide gives you just that. 
Seuthom, neat! — — sc 000 (Northern Assurance ; Distillery Owensboro, Ky.)—Knowing that you have thoroughly investigated 
Tariff Bureau, Inc. Company, Ltd. of London); carriers before accepting their ads your information is more dependable than that 

: Public Liability, $50, 000-$100 ,000 (Fidel- obtained in a general guide. If you would arrange to give more general coverage |§ 15 tracto 
EQUIPMENT: 41 Tractors (33 owned), ity and Casualty Co of New York) you would eliminate complaints of non-coverage in certain sections. and flat | 
30 semi-trailers (28 owned), 18 trucks Property Damage, $9, $3,000 (F Fideli 
van bodies (16 owned), | truck—open, Casualty Company of New he s Work Flour Miller (Great Falls, Mont.)—The maps are very helpful. 
18 refrigerator trucks and trailers. ing Men’s Comp. (Fidelity and Salt Company henge) — Vous service is very helpful, but of course is not 
CONNECTING LINES: All responsible Company of New York). complete. Since we are national distributors we need ormation in all parts *Cargo, 


lines at Chicago, Illinois; Milwaukee and LOCAL SERVICES: Pool car distribu- 
Fond du Lac, Wisconsin; and Dubuque, tion and cartage service at Madison, 
lowa. Wisconsin. 


Merchants Motor Freight, Inc. 


Established 1928 - - I.C.C. Permit No. MC 76266 
STANLEY L. WASIE, President *« WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,802 miles of daily service 


of the United States. Get more representation. Liability 
Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. deductib! 

















OFFICES - AS. Paul 
ar tins 
St. Paul, Minnesota, 2625 oo Omaha, Nebraska, 123 North (2th; (ss yy) 
Phone Nestor 2601; Teltp. St. P. Phone Harney 5441; Teltp. Omaha 188. Te 

Des Moines, lowa, 321 S.W. ets Denver, Colorado, 1320 tith; 

Phone 3-4185; Teltp. D. M. mae poe Ma poe ii = a 
Chicago, Ilinols, 2424 West aca Road ; mnt — ng pane; \ 
Phone Haymarket 3930; Teltp. Chicago 1794. Phone 5753; Teltp. W’loo 42. Owatonne J | Winona La 

Sh. euln, Chee, 4h ont Gere: _ ietend, ior, 088 Fourth Ave.; Py \ 
Phone Garfield 5234; Teltp. St. L. 440. mae ae ee Bee: “sae emma 
Kansas City, Missouri, 2560 nay ag Traffieway Cedar Gastan, lowa, 215 ——., ‘. S.E.; = 
Phone Harrison 6282; Teltp. . 594 hone 3-0253; Teltp. 18. 
An \ 


ool seid @ ‘ 
lowa Nd Falls Yu) So a 


R= ) Independence ‘Lake Michigan 
IOWA ©} Waterloo (( 


Pa J Nevada 4 \ Cedar Rapids = Kalb Chica ;\ 
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| [30}Cli st Pes 
otal a on, 
a 1 Pr mate = 
| I, niidgeport NEBRASKA Des Moines iy S| AY, ve ios S95 baie Ure 1 
: @) @® x nrg Siig : 
Kimball 0 Sidney (30} North Platte Rok Tsland — Peru tl ‘| 
| ae a) 8 Q 30} ‘ 6 Y 
ee , of Miss 
i 
Ft. Collins A len, ' a £ 
fe Dereeier Se | = ILLINOIS 
{]Loyel : if 
ope Fert Morgan | | | 
WHYS sete eS 
= : | KANSAS St. al 2. . \Cameron 
Denver COLORADO 1 daeens bebe eieane me) 
TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- = . 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern Kansas ont | 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- Kansas City O 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn. ; . tal SES. Louis 
Central and Middlewest Motor Freight Bureau. | a ee 








INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- . 
bility—$25,000 per person—$100,000 per accident. Property Damage—$5,000. EQUIPMENT: Includes 70 tractors, 70 trailers, 
Workmen’s Compensation. 54 city trucks. 
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Tidewater Express Lines, Inc. 
| Warner & West Streets, BALTIMORE, MD. ‘*Maps and Information in this Section 


. T. Bennett, Traffic Manager ath 1551 ‘a 
— . — Superior to Any Other Type Published! 
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ite the || stom ahead then Not so long ago, an industrial traffic manager of a 
| SBURG @\ pose ing industrial manufacturing company in Milwau- 
cepted | ff) uAMBERSBORY ORK Pee ———es leading indus ene g y 
| BD coamtownipe ing Grove Wrocciasont> Quarry BRANCH OFFICES kee, Wis., wrote this: 
and tol fl! “( rausaasyQGetvsburg 47 Nl Re ee PENNSYLVANIA Aberdeen, Md. 
~ ot Eo ee " .... ge i “In the issue of the Traffic World which is 
— 7 Vie now in erick, % " 
—_ G arte ttle) | 300 East St. (Call 687) published in the third week of each month, 
javre de Grace ayend ' " ' - 
you we Hon) codons a Charles & Howard Sts. you have a Motor Transport section. We find 
parable. Ne < a entiation. 4 c. that the maps and information which is pub- 
TIMORE ron | Galt Republic 2224) lished in this section to be superior to any 
Seal ma vr Tee Va. other publication of this type, which we have 
) 100%, |} Richmond, Va. seen. 
Gee S. 18th St. (Dial 7-4366) 





a 7Sohn' st ‘(caut 288) “We would like to be advised if the maps and 
























ing. ej RICHMOND eee other information which you show in the 
erate in TARIFF AGENCIES Motor Transport section are available under 
Individual Southern Motor Carrier Rate Conference separate cover. If not, what suggestions do 
Middle Atlantic States Moter Carriers Conference Eastern-Central Motor Carrier Association . e 
Rocky Mountain Tariff Bureau you have relative to filing these pages to make 
EQUIPMENT them readily available for reference works?” 
15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
and flat bodies available. All company owned. It is little wonder that this typical leading shipper finds 
| : INSURANCE this motor transport section so helpful—information and © 
all parts rgo, $10,000 (Northern Assur. Co. of London) . . . Public : . ’ : : 
me |pLiability, $10,000 & $50,000; Property Damage, $50,000-$50 maps are set up according to shippers’ specifications. 


ponsible.|pdeductible (Fidelity and Casualty Co. of N. Y.). Workingmen’s 
————— | Compensation (Lumberman’s Mutual Casualty). 
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CENTRAL MICHIGAN TRUCKING INC. 
EASTERN MICHIGAN FREIGHT LINES 
INTER-STATE MOTOR FREIGHT SYSTEM 
INTER-STATE MOTO 
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MISSOURI 134 Grandville Avenue, S. W. Grand Rapids, Michigan 


Common Carrier Tariff ncies 
Esta 1924, a Michi Central States Motor reight Bureau 


blished igan corporation. 
I.C.C. Docket Nos. MC35628 and MC48645. Falinne Meter Reset Tear Beaton. 
Southern Motor Carriers Rate Conference. 


















| tor te 
meres ee ee +100 trailers, Mit Western Motor Freight’ Tariff Burese. 
Own tractors, : 
Unexcelled Transportation over fast, direct, soheduled 200 cickap tracke: Total 2125 | All aan Fell reales and Extent of Service 
PI P ‘ equip- llowing day deliveries are ordinarily made 
routesthrough 19 Industrial states. Terminals and = ment modern and efficient. on all tC —— within a 360-mile radius of 
a ° Princl te pomts. 
tehouses In principal oltles. Cheok these advantages: Sesteeniain eed mg seed or 2246 mph. au 
Registering stations (electric time Wire reports on trucks in transit. All forms of insurance carried in companies emanate Toren meng daily. -up 
F ) every 100 miles or less. C.O.D. deliveries accepted. omen to do business in each state 88 O.; own lines and established conneotin: 
| ‘tee pick-up. Free delivery. Experienced personnel. Se ; lines serve more than 25,000 points im th- 
Teletype service. Cusmhene tenia. Cargot, $120,000 (Primary), $153,000 (Es- pense ee 


™ : Public Liability, $100,000/200 Associa berships 
Aaurance inspectors at terminals. Fully insured cargoes. Property Damage, $25,000; Workmen's A.T.A.; Mich. T-A.; Ohio T.A.; Chambers 
ighway Patrol System. Modern equipment. Compensation. of Commerce in principal cities served. 
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e OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195): Bellevue 
(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350); Clyde, 402 
orwa ruc WW QS _ Sorine st. (Prone 2561) : Defance (Phone 556): Elyria, 124 Mavic a 
(Phone 8484) ; Fremont, 109 E. State St. (Main 2825) ; Lorain, 202 11th 
“Satisfy your Cust ith Sia‘auih At) rie nity: hanks") Nome 
atisty your Customers wi . ne > Napoleon : 
A 36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. (Phone 
Norwalk Service”’ 2276); Toledo, 145 8. St. Clair St. (Adams 4291); Vermilion (Phone 
3363) ; Warren (United Terminals) (Phone 4886). 
J.F. Ernethausen COMMON CARRIER MICHIGAN TERMINALS—Adrian, 405 S. Center St. (Phone 105); Battle 
.C.C Certificate No. 71096 




















Creek, 220 S. Calmy St. (Phone 2-5107); Bay City, foot of First st, 
(Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint, 


C. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 

Vice-President 8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483) ; Kalamazoo, 115 West 

Grand Rapids Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401); 

Established 1921 Monroe, 715 8S. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Ave, 
Incorporated (Ohio) (Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 

INDIANA TERMINALS—Aubum, 334 W. 9th St. (Phone 618-J); Elk- 

36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 

Telephone—266 St. GAnthony 43638)- Goshen, 1201 S. 10th St. (Phone 111); Hammond, 

1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 S. Main &t, 

NORWALK. OHIO (Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 

9 City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 


ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 


PENNSYLVANIA TERMINALS—New Castle, 32 8. Beaver St. (Phone 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 


| PENNSYLVANIA 
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ire ~ Ce.). wPublie oe . by new A. T. A. bond. EQUIPMENT Nien Ki 
Property Damage, orkmen’s 317 tract 309 ed): 
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Southwestern Freight Lines 


Dependable Interstate Motor Freight Transportation 
I. C. C. CERTIFICATE No. MC 59069 
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CALIFORNIA 








Sastbound traffic moving over 
oma e Lordsburg route is 
restricted to that moving from 

C ‘ e Phoenix, Arizona, and pant — 

4 west 0! 2 - 
o a 4 — Texas, and points and 
places east of El Paso. 

No local service from El yen. 
Texas, or beyond to points it 
New Mexico, Lordsburg and east 
thereof. 





NEW MExico 





“Our Shippers’ Preference Is Our Best Reference”’ 


LOS ANGELES, CALIF. PHOENIX, ARIZ. TUCSON, ARIZ. EL PASO, TEX. 
2045 Violet Street 230 North 9th Street 414 No. 5th Ave. 601 West San Antonio St. 
MI. 1154 Phone 3-6164 Phone 877 Main 2750 
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- TRAFFIC WORLD — CHICAGO 


December 16, 1944 


BYY WAR BONDS 


Dodge dealer at once for 


‘oft your iob. See him, too; for depend-- 


able truck and car service by trained me- 
chanics using factory-engineered parts! 


“DODGE DIVISION 
OF CHRYSLER CORPORATION 





CONTRACT HAULING 


CHICAGO, thet n ors 


September 14, 1944 


Dodge Truck Division, 
Detroit, Michigan 


Gentlemen: 


Enclosed is a picture of a Dodge cab—over— 
engine we bought in December 1941, and which has 
proved a "war horse" ever since. We don't abuse our 
trucks, but we do ride ‘em hard, and this one sure 
has taken lots of punishment. 


This truck has run over 250,000 miles to 
date, and it looks and acts as though it had at least 
that many more miles left. The truck ran over 80,000 
miles before we even touched the motor! Maintenance 
costs have been unusually low, totaling less than 
two-tenths of a cent per mile through the nearly 
three years we've driven it. 


Like "01' Man River," this Dodge truck just 
keeps "rolling along" — mile after mile after mile. 
Like all our Dodge trucks, it's dependable, economi- 
cal and trustworthy, and those are the things we 
need most these wartime days. 


Very truly yours, 


G. E. BROWN 


oR 


54,000 U. S. COMMUNITIES DEPEND ENTIRELY ON MOTOR VEHICLES FOR TRANSPORTATION AND HAULING! 
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1290 Sixth Averv® 



















AVAILABLE NOW ON REQUEST 


Truck operators all over the country are writing us 
for this two color tire mounting instruction poster. 
It is supplied flat in 12" by 18” size for easy posting 
on your bulletin board. Would you like copies for 
use in your garage and distribution to your main- 
tenance men? There is no charge. Just write your 
nearest “U.S.” District Office or direct to Truck 
Tire Sales Department, United States Rubber 
Company, 1230 Sixth Avenue, New York 20, 
New York. Start getting better truck tire per- 
formance now—by mounting tires correctly. 








Listen to the Philharmonic-Symphony program over the CBS network Sunday afternoon, 
3:00 to 4:30 E.W.T. Carl Van Doren and a guest star present an interlude of historical 
Significance. 





FOR GREATER TRUCK TIRE MILEAGE 


UNITED STATES RUBBER COMPANY 


1230 Sixth Avenue «+ Rockefeller Center *« New York 20, New York 


